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A FEW weeks ago at an up-country flag station a number 

of would-be passengers awaited a train at the scheduled 
hour and minute. The regular signal was given, but the train 
ran by without stop and those in waiting were forced to walk 
some miles to their destination at the terminal of the branch 
line—or wait three hours for the next train. There was, of 
course, natural and just wrath, but only one of the irate parties 
took up the idea of reporting to the railway company. On his 
asking for names of the others to confirm his testimony, not one 
of them would assent. They “didn’t want trouble”; they tamed 
down into the conviction that “it wouldn’t happen again,” and one 
of the gentler sex, with some show of feminine asperity, answered 
that “she wasn’t a suffragette.” But the single man went ahead. 
He communicated the facts to the division superintendent, who 
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made prompt investigation, found the train and engine crew at 
fault, notified the complainant that severe disciplinary measures 
would be taken and, in behalf of the company, gave him thanks; 
while, presumptively, those who walked and did not write took 
it out in abuse of the corporation. The incident illustrates the 
proneness to abuse rather than make formal complaint; the 
inertness of the passenger who would rather have things pleasant 
for himself than right for everybody; and his ignorance of the 
real desire of the railway manager to detect through the public 
the misdoing which only through the public’s co-operation can 
be detected. And, in another direction, it is quite possible that 
the episode symbolizes and illustrates the results of that de- 
pendence on the union, in place of loyalty to the corporation, 
which the author of “Confessions of a Railway Signalman” has 
so forcibly put in print. 





HE contributions of British railways to benevolent objects 
(not including their own employees) as reported to the 
Board of Trade amounted in 1909 to $82,411, about half of the 
total going to hospitals, infirmaries and dispensaries. The sum- 
mary names 27 objects, ranging from the Welsh National 
Pageant to the International Railway Congress. Schools and 
technical institutes got $4,815, including $1,000 from each of 
several roads for the London School of Economics. At Crewe, 
where the London & North Western, in a sense, owns the city, 
the curate of Christ Church received from that railway $875. 
Other roads contributed considerable sums to churches. The 
South Western gave $25 to the London Cart Horse Parade 
Society. The Great Southern & Western of Ireland contributed 
small sums to Killarney church, to the Newbridge Nursing Fund, 
to the Dungarvan Band, the Cork City Regatta and to fifty 
other objects, including races, presumably horse races, at 22 dif- 
ferent places. The races at Curragh, Cork and Punchestown 
got $500 each. We regret that we cannot favor the reader with 
any American statistics with which to compare these expendi- 
tures. Professor Adams has been working at Washington now 
for over four years in a strenuous endeavor to make the rail- 
ways tell all things that ever they did; but we have not noticed 
that he has published, as yet, anything concerning contributions 
to horse races. However, American railway managers will not 
fail to notice, and, we trust, emulate, the impartiality of the G. 
S. & W. in treating the 22 suppliants all alike. Probably Pro- 
fessor Adams’ search of the railways’ books will not reveal 
much material of this kind, anyway. All of the big roads have 
dried up the fountains of their generosity—and the small ones 
haven’t any. Even if he should go back to the time when Mr. 
Harriman saved the country with his $50,000 check, the Union 
Pacific’s books might not show the item. 





S railway transportation a commodity or a service? is a ques- 
tion which the layman can view from various angles. Thus. 
transportation is the product of invested funds turned into a 
great material machine—the railway—operated by a sub-machine 
—the locomotive; and the analogy thus becomes, in a sense, com- 
plete between the railway and the factory that turns out, by 1is 
investment, its building and its machinery, a product which every- 
body concedes to be a commodity or, to use a synonym, “goods.” 
In the same way a somewhat similar analogy can be traced be- 
tween transportation and the commodity which the merchant 
sells. He has his money invested in goods, his mechanism 
(plant) of store and counter and his operating force of clerks. 
On the other hand, there is the different final analysis which 
makes transportation a service and demarcates it from a 
commodity because a service, directly, at least, and as popularly 
understood, is not the product of a mechanism; and hence comes 
the derived idea of the public service relation of the individual 
to transportation as based on a civic right, of his railway ticket 
as a kind of tax receipt, of his right to uniformity of fares and 
freight rates and of the railway’s deprivation of the freedom 
of private contract when it sells its service. When we move a 
step further and ask what the attitude of the government should 
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be, can anyone point out the vital principle. The government 
may look on transportation as a free commodity or as a service 
under restrictions based on political rights, but it cannot do both. 
It may make transportation flesh or fowl, but it cannot make it 
a hybrid. Yet that is just what the government is doing, or 
rather trying to do. It calls, under one line of policy and law- 
making, for the competition of railways, which, right on its face, 
means competitive rates and discrimination of rates; under an- 
‘other line of policy it calls for uniformity of rates and 
non-discrimination: It assails as a “conspiracy” an agree- 
ment on rates, while at the same time it assails railway 
rivalry as involving unjust discrimination. These are facts to 
bear in mind when important decisions of the United States 
Supreme Court are not far away. Will that final tribunal clarify 
both its earlier decisions and elucidate the federal policy, or 
shall we have a new maze of inconsistencies hung up somewhere 
midway between the. theorems of “commodity” and “service”? 





IDEAL AND ACTUAL PAINT PRACTICE. 


a a paper. read before the New York Railroad Club, last week, 

William Marshall gave a very thorough and exhaustive 
review of the conditions necessary for. securing the best possible 
results in the protection of iron and steel. against rust. The 
reading of the paper was followed by an equally comprehensive 
discussion. . As a record of. the best current practice it was 
apparently all that could be desired, but when the last analysis 
is made it will be found that there was little or nothing. in it 
of real novelty, and in this lies the reason for these comments. 
From time,-immemorial engineers and all who have had to do 
with the protection of iron and steel have urged that a proper 
cleansing of the syrface of the metal before the application. of 
the paint.is an absolute necessity, or at. any rate the best pos- 
sible means of insuring good results, the sand blast, being the 
best known means of cleansing them. Then must come the 
careful application of the coating with a good round brush, with 
which it must be well worked in; and not least of the require- 
ments is the use. of.a properly inert pigment, ground in the 
best quality of linseed oil. And then, when all of this has been 
done, there must be ample time allowed for drying. All of. this 
was’ emphasized in the paper and reiterated in the discussion, 
but not one man of all the painters present said that he was 
following these practices. Nor did anyone point to some other 
who was using the sand blast or allowing time for drying. As 
a matter of fact, we have a record of but one man in the whole 
wide range of railway mechanics who uses a sand blast for 
cleaning his tender tanks before painting, and he claims to be 
obtaining all the results that would be expected. There seems 
to be little difficulty in the matter of securing the desired mix- 
tures of paints, but their method of application is trequently 
as far from this theoretically ideal practice as the usual lack of 
cleansing the surface is from the use of a sand blast. . The 
paint is loaded with dryer, is put on with a brush as big as one 
used for whitewash, is given from six to eight hours to dry, and 
is laid on over all manner of rust and mill scale. Of course, 
this statement does not apply to passenger cars, but it does to 
almost everything else; to freight cars, bridges, elevated railway 
structures, roofs, buildings and floors. Anyone who has eyes 
has seen the ethics of the painting of metallic structures violated 
so long and so often that the times when really first-class work 
has been done are unknown. 

We know what is right; why don’t we do it? In the case 
of freight cars it may not pay to paint well or even decently, 
but surely for bridges and permanent structures it must be 
better at least to clean the dirt off the surface before applying 
the paint. If not, why does not someone in authority come out 
and squarely assert and prove that this idea of using a sand 
blast is an unnecessary expense, that paint ‘slapped on in any 
old way is just as good as when applied with an extra expendi- 
ture of elbow grease, and that-dirt on the surface is just the 
thing to afford a hold for the paint, serving to lock the new to 
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the old coats? This would make our theories conform to our 
practice and free our consciences from the burden of the thought 
of illy-performed duties. The nearest: approach to this was a 
long quotation in Mr. Marshall’s paper from a writer who advo- 
cated the artificial development of rust over the whole surface 
before the paint was applied. But the speakers. who discussed 
the paper rejected the idea as absurd, and left us stranded high 
and dry with the most beautiful theory in the world for the best 
means of protecting metal surfaces without the citation of a single 
example of a place where the aforesaid beautiful theory was put 
into practice. 





DIVIDED RESPONSIBILITY FOR RAILWAY MANAGEMENT. 


o_o of the points. on which the eastern railway presidents 
laid much stress in their recent testimony in the rate 
advance cases at Washington is that the financial credit of the 
railways of the country is now largely in the hands of the 
Interstate Commerce Commission. The managers still have the 
duty and responsibility of developing traffic and increasing oper- 
ating efficiency. To the extent that their efforts to do these 
things are effective they tend to increase net earnings and 
strengthen railway credit. Formerly if the results of their work 
along these lines were insufficient to maintain credit they could 
supplement it by changes in rates. That is a thing of the past. 
The Interstate Commerce Commission can now reduce rates 
and they cannot be advanced without its consent. The power 
to control rates 1s the power to prevent increases in traffic and 
operating efficiency from resulting in increases in profits. The 
commission, therefore, has as much, or more, power over rail- 
way. credit as the managers of the roads. 

At the hearing in Washington, Commissioner Lane chided 
those railway officers whose free speaking about the condition 
of American railways has hurt their credit abroad. No doubt 
there have been exaggerated statements made as to the serious- 
ness of the results that will come if the roads are not allowed 
to make all the advances in freight rates that they want to. 
But the railway manager nowadays is in a very delicate and 
trying position. He wishes the credit of his road to stand high 
because he desires to sell its securities at a good price. But 
he also wishes to earn enough to pay such a return on its 
securities as will make them permanently attractive. To pre- 


‘vent reductions in rates which will reduce its earnings and se- 


cure advances which will increase them, he has to present evi- 
dence showing his road’s needs. It is not enough to present 
this evidence to the commission alone. The commission is a 
fluctuating body. Its members are appointed for terms of only 
seven years. If it were convinced that a certain policy were 
right and adopted it, and the public were left unconvinced, the 
public could and would make changes in the commission which 
would cause a reversal of its policy. Therefore, the public 
must also be convinced. But when a road which really needs 
increased earnings presents fully and vigorously to the com- 
mission and the public the facts about its needs, it is pretty apt 
to hurt its credit. The wise railway manager will recognize 
the fact that credit, to be permanent, must be built on actual 
earning capacity, and will tell the facts when this must be done 
to secure needed increases in earnings, even if the effect be 
temporarily to injure his road’s credit. If others, in trying to 
get rates reduced or prevent them from being advanced, mini- 
mize his road’s needs, the railway manager, being human, is 
apt to get warmed up and magnify them. 

The division between the railway managers and the commis- 
sion of responsibility for the maintenance of railway credit is 
typical of the division of responsibility which is being made by 
government regulation in all railway affairs. Formerly it was 
the duty of the railways alone properly to equip their cars with 
safety appliances; and if they did not perform that duty they 
were entirely responsible. Safety appliance legislation has 
changed this. The commission now prescribes the standards 
to be used down to the minutest detail. The roads were before, 
aid still are, under a moral responsibility tc make their opera- 
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tion as safe as practicable. But the extent to which it 1s prac- 
ticable for them on their own iniative to make it safe has been 
much reduced, for they must use the appliances prescribed by 
the commission whether they think them good or otherwise. 
The government having assumed the responsibility of telling 
them exactly what appliances they must use, they are pretty 
sure, being human, not to do much more than the government 
requires. If the installation and use of the appliances prescribed 
unduly increase railway expenses, the railways can lay much 
of the blame on the commission. If the appliances prescribed 
are not satisfactory and adequate, and, in consequence, accidents 
do not decrease or do actuaily increase, much of the blame nat- 
urally will be laid on the law and on the commission. On the 
other hand, the commission naturally will try to put on the 
railways the blame for any bad results. In these circumstances, 
who is the public to hold responsible for accidents due to de- 
iective safety appliances? 

The ceaseless agitation of the railway question and the in- 
cessant hearings before state and interstate commissions are 
interfering most seriously with the fostering of traffic and with 
needed improveinents in railway plant and operating methods. 
Those in control of the financial affairs of the roads are refus- 
ing to allow money to be spent for extensions and improve- 
ments while the question of the amount that they shall be al- 
lowed to earn is pending. The operating executives, instead of 
giving all their time to the study of means of effecting econo- 
mies and increasing efficiency, are giving a large part of it to 
the preparation of data and arguments to be presented to com- 
missions, law-makers and people, in: support of the contention 
that the roads need more revenue. The traffic officers, instead 
of giving the bulk of their. time to the study of means of 
developing traffic along their lines, are devoting an entirely 
disproportionate part of it to preparing evidence and giving 
testimony to show that they need higher freight rates on the 
traffic that they already have. The tendency of these things is 
to prevent rates from being adjusted to fit changing commercial 
and industrial conditions and to hinder the provision of ade- 
quate transportation facilities. 

If this condition of things lasts long it will lead to serious 
tesults. If, for instance, operating officers continue to give 
time to the protection of the properties which they ought to 
give to improvements in methods and plant, and financiers con- 
tinue to withhold money which ought to be invested in improve- 
ments and extensions, the result is going to be—perhaps not 
this year, but, at any rate, when the commerce of the country 
gets back to normal—the worst shortage of facilities and con- 
gestion of traffic that the country ever saw. The question will 
arise then as to who is responsible. The railways will say it 
is because the government has not let them earn enough to 
make needed improvements and extensions. The commission 
will say, perhaps, as it said at the time of the car shortage in 
1906-7, that it is because the railway owners and managers, 
wanting in proper appreciation of their duty to the public, have 
not tried as they ought to provide needed facilities. Whom in 
that case will the public hold responsible? 

With every increase of government regulation, this baneful 
division of responsibility for railway management, between the 
commissions and law-makers, on the one hand, and the officers 
ef the railways, on the other, is going to become more marked. 
The public, in trying to fix the blame for shortcomings of rail- 
way management, is apt to be like the man who tried to sit on 
two stools and occupied the floor. The stockholders will be 
in much the same plight. They cannot call the government 
authorities to a direct accountability because the government 
officials are not accountable to them. And they cannot call the 
officers of the railways to an account for what the government 
officials do. 

The proper function of government regulation is to «xercise 
a broad, general supervision for the purpose of causing the 
‘directors and officers of the railways to do their duty. So long 
as government regulation is confined within these limits, the 
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managements of the railways can properly be called to account 
by the government authorities for their errors of omission and 
commission. But under our present system of regulation the 
government authorities are stepping in and themselves attempt- 
ing to perform the detailed duties of the directors and officers. 
But they cannot properly perform these duties. If the Inter- 
state Commerce Commission were composed of seven men with 
the wisdom. of seven archangels, it could not intelligently and 
completely do the work that congress requires of it without 
the sincere and zealous co-operation of railway officers; and 
this co-operation it never can get so long as it tries to perform 
duties which railway officers think—and in most cases rightly— 
is their own proper function. In these circumstances, instead 
of the commission’s being in a position to call the railway of- 
ficers to account for the results of railway management, it itself 
properly ought to be held to a strict accountability for the 
results of railway management. But the public is the only power 
that can call it to account; and how is the public, with its 
very limited facilities for learning who is right, when railway 
officers and commission differ as to the causes of bad results 
of railway management, to tell who is at fault? It cannot do 
it now and never will be able to do it. 

Just how the problem presented by this condition of divided 
responsibility is to be solved, it is impossible now to see. The 
Interstate Commerce Commission is not to blame for it, or, if 
it is to blame, is so only to a limited extent. The trouble is 
mainly with the laws for the regulation of railways which Con- 
gress has passed. The commission is not a law-making body; 
it is not a court; therefore, it can neither determine what the 
laws shall be nor nullify unjust or unconstitutional laws. As 
an administrative body, it is its sole duty to administer the laws 
that Congress passes in the spirit in which they are enacted. 
Tf the laws require it to try to perform the proper duties of 
railway officers, it must try to perform them. Any effective 
remedy of the situation must be applied to its cause; and its 
cause is the unfair and unwise public sentiment finding its nat- 
ural expression in equally unfair and unwise legislation. 





NORTHERN PACIFIC. 

igre increase in operating expenses on the Northern Pacific 

in the fiscal year ended June 30, 1910, was nearly $6,000,- 
000, or from $67,800,000 in 1909 to $73,800,000 in 1910. This is 
abnormal. In the first place, last year was the culmination of 
the very extensive betterment work which has been carried on 
during the past few years. This betterment work has cost 
huge sums, which were charged to capital account. The work 
has also been the direct and indirect cause of higher operating 
expenses because, in addition to the obviously higher cost of 
conducting transportation when improvements are made under 
traffic, the work has made maintenance of way expenses higher 
than they would be under normal conditions and higher than 
they probably will be in the future. The work has consisted of 
relocation of the old line, extensive double-tracking, reduction 
of grades and replacing light rail with 85 and 90-lb. rail. On 
June 30, 1910, 2,941 miles of main line was laid with 85 or 90-lb. 
rail, and it is estimated that by the end of the calendar year 
1910 all main line between St. Paul and Duluth, and between 
St. Paul, Duluth, Seattle and Portland will have been laid with 
heavy rail, with one or two minor exceptions where changes in 
curvature or grade are contemplated. 

It will be remembered that, under the rules prescribed by the 
Interstate Commerce Commission, the cost of replacing light 
tail with heavier rail is divided between expenses and capital 
account by charging to maintenance of way the cost of the same 
weight of steel, that was previously in track and charging only 
the cost of the additional weight of steel to capital account. 

During 1910 741 miles of main line was laid with new 90-lb. 
rail. The total cost of maintenance of way and structures was 
$10,800,000, an increase of $3,000,000, or 38 per cent., over 1909. 
The standards on main line to which the company is working 
are: 0.4 to 0.6 per cent. grades; 85 or 90-lb. rail; and 6 to 8 
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degrees curvature. The higher grades and sharper curves are 
on the western part of the line. 

A program of improvement and betterment similar to that 
carried out in regard to roadbed has been adopted for equip- 
ment. In 1910 there were 1,430 locomotives in service, an in- 
crease of 107 over 1909; 1,119 passenger-train cars, an increase 
of 114 over 1909; and 43,816 freight-train cars, an increase of 
2,318 over 1909. It is interesting to note that of the locomotives 
added in 1910, 40 were Mikado locomotives, with an average 
tractive force of 46,300 lbs.; six were Mallet compounds with 
an average tractive force of 64,940 Ibs.; and five were Mallet 
compounds with an average tractive force of 89,540 Ibs. 

The following table shows the unit costs of maintenance: 


1910. 1909. 

*Maintenance of way, per mile........... $1,324 $980 
yRepairs, per locomotive.............++-- 1,916 1,751 
i PRORENBEL CAT ... 2.2. cccese 524 448 

16 PE OE spaced sesvessane 58 42 





*Per mile of first, second, third, etc., track, the cost of two miles of siding 
and switch tracks being taken as equal to the cost of maintenance of one 
mile of main track. i 

+This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 

The figure for maintenance of freight cars is especially notice- 
able, and the annual report states that of the total number of 
freight cars on the road on June 30, 1909, only 1,744, or 3.98 


per cent., were in need of repairs costing $5 or more. The in- 
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$1,700,000 was from freight revenue, the remaining increase of 
$4,200,000 being almost entirely from passenger revenue. The: 
freight revenue was 3.85 per cent. greater in 1910 than in 1909. 
This is considerably less than the normal increase in freight 
revenue, and compares with an increase of more than 20 per 
cent. in freight revenue during the same period on the Great 
Northern. It, however, speaks well both for the Northern Pa- 
cifle and for the development of the country that the North- 
ern Pacific was able to show any increase in freight business. 
at all in 1910, since the road had to meet new and severe com- 
petition from at least four important sources. The Chicago; 
Milwaukee & Puget Sound more or less closely parallels the 
Northern Pacific all the way from the Missouri river to the 
Pacific coast. In many places through Montana and Idaho the 
two roads are but a few miles apart, and nearly all the local 
business through these states that is now going to the Puget 
Sound would of necessity have gone to the Northern Pacific if 
the St. Paul’s new line had not been built. 

The second important competitive force that the Northern 
Pacific is called on to meet is due to the loss of business that 
is being diverted from its line by a connection at Billings be- 
tween the Great Northern and the Chicago, Burlington & 
Quincy. Before this connection was made the Burlington had 
only the Northern Pacific to exchange traffic with at Billings. 
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crease in number of freight cars in service in 1910 amounted to 
5.59 per cent. of the total cars in service at the beginning of 
the year. 

An additional reason for the abnormally high cost of opera- 
tion in 1910 was the very severe weather in December and Jan- 
uary, and the strike of the switchmen. These two causes of 
higher operating costs may be classed as accidental, and cer- 
tainly a recurrence in the present year of anything correspond- 
ing to the switchmen’s strike after the increase in wages that 
has been granted is quite unlikely. 

Still another reason for extraordinarily high operating ex- 
penses was that the increase in gross business came largely in 
passenger business, necessitating a much larger passenger train 
mileage. Transportation expenses amounted to $24,000,000 in 
1910, an increase of $3,700,000, or over 18 per cent. More than 
half of this increase came from higher cost of labor, due both 
to the increase granted in wages and to the greater train move- 
ment. Passenger train mileage amounted to 12,600,000 miles in 
1910, an increase of 3,000,000 miles, or over 31 per cent., above 
1909. The Alaska-Yukon-Pacific Exposition was held in Seattle 
from June 1, 1909, to October 16, and accounted for a good 
part of the heavier passenger traffic on the Northern Pacific. In 
addition to this, the Flathead, the Coeur d’Alene and the 
Spokane Indian reservations were opened, and land registration 
was in progress from July 15, 1909, to August 5. 

Total operating revenues amounted in 1910 to $73,800,000, an 
increase over 1909 of $5,900,000; but of this increase, only 


Another source of competition has been the Duluth extension of 
the Minneapolis, St. Paul & Sault Ste. Marie, which parallels 
the Northern Pacific’s line from St. Paul to Duluth. Presum- 
ably this line is a heavy carrier of grain. 

President Elliott says that about half of the total business 
that is being done by the Spokane, Portland & Seattle is being 
exchanged with the Northern Pacific, and that nearly all of the 
trafic originating between Spokane and points east, and the 
Gray’s Harbor territory, in the state of Washington, and points 
south, including Portland and business handled via Portland, is 
now commonly routed over the Spokane, Portland & Seattle. It 
is probable, however, that this loss of business to the Northern 
Pacific is much more than compensated for by the business or- 
iginating on the Spokane road which is delivered to the North- 
ern Pacific. In any case, the business given to the Spokane road 
is eastbound business and can be easily spared. 

The outlook for future traffic is bright along the whole road. 
In the eastern part, the company has to build and improve its 
lines rapidly to keep up with grain production. The Dakota 
division, for instance, which is on the present western border of 
the hard wheat country, is building 200 miles of branches. 
Farming is spreading westward in Montana, and it is expected 
that stock raising will increase rather than diminish with the 
growing of diversified crops. In western Montana Indian lands 
are being opened, and, while the Indians retain the most fertile 
sections, white settlers are getting land which will be most 
profitable under “dry farming” or, more properly, intensive cul- 
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Irrigation in Idaho and Washington is bringing big 
returns in fruit growing, particularly, and in other high priced 
crops. 

The following table shows the results of operation in 1910 
compared with 1909: 


tivation. 





1910. 1909. 
Average mileage operated ........ 5,765 5,671 
Freight revenue ......cecceceee $48,758,736 $47,073,305 
Passenger revenue .....ccccees 21,333,313 17,330,608 
Total operating revenue ......... 74,525,826 68,460,747 
Maint. of way and structures... 10,842,955 7,847,050 
Maintenance of equipment...... 8,992,137 7,845,689 
DONO sac ci ee skiers ees acewsevs 1,036,404 919,199 
TEARGDOFBHON 6.60 oss cies sees 24,045,197 20,305,621 
Total operating expenses .. 45,987,405 38,020,005 
fA er ore ere ere eee 3,622,000 2,547,835 
Operating income .........ccccece 25,518,896 28,322,267 
Gross corporate income .......... 29,475,201 32,019,905 
Net corporate income ............ 22,296,259 21,639,350 
Interest and commisions on new 
stock subscriptions ......c.ee Gonwcatess 8,268,416 
SPIED Q.circ cca abnaiees Oenawe cee 17,360,000 14,105,000 
BRM G eieocics 6 Hoss ac aa tatorememier's 4,936,259 7,584,350 





BALTIMORE & OHIO. 


O understand the situation in Baltimore & Ohio affairs at 
the beginning of the last fiscal year it is necessary to get 


clearly in mind the physical characteristics of the road and the 
nature of its traffic, and to review briefly the financial history of 


the company. 
The Baltimore & Ohio has been characterized as both a trunk 
line and a soft coal road, but the importance of low-grade traffic 





WISCONSIN 


RAILWAY AGE 




















GAZETTE. 775 


country through which the road runs is the justification for these 
large expenditures. Gross earnings per mile of road in 1910 
amounted to $20,048. 

At the beginning of the last fiscal year the road was being 
worked just about up to its physical capacity. In the past five 
or six years ample sums have been spent on maintenance of 
way proper and on repairs of equipment, and in addition con- 
siderable sums have been spent on betterment to the road; in 
fact, in the testimony before the Interstate Commerce Commis- 
sion in the rate hearings it was shown that the company had 
put back into the property for improvement about 50 cents for 
every dollar paid in dividends. Nearly all of this, however, in 
the past five or six years has been put into road betterments 
rather than into additions to equipment. 

When the Baltimore & Ohio was reorganized in 1898 there 
was no radical scaling down of indebtedness or capitalization ; 
and the great success that the company attained after its reor- 
ganization was due in part to the great prosperity of the country 
that the road served, and in part to the fact that the company 
was fortunate in securing unusually efficient management. 

To repeat, first, the road runs through highly competitive terri- 
tory, which is capable of furnishing an enormous traffic of low- 
grade products; second, it has been necessary to spend very 
freely for additions and betterments to keep the road up to the 
development of the country; and third, while not overburdened 
with a top-heavy capitalization, the company has not had any 
particularly attractive proposition to put before investors when 
asking them for new funds. This, then, was the situation at the 
end of 1909, and the company found itself badly in need of new 
facilities if it was to handle the increased traffic that properly 
belonged to it. Especially was this true in regard to equip- 
ment. At the end of 1909 there were only 58 more locomotives 
in service than at the end of 1904; and there were actually 53 
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Baltimore & Ohio. 


The Cincinnati, Hamilton & Dayton and Pere Marquette are shown by a cross-hatched line. 


From Phiiadelphia to New York the B. & O. simply has 


trackage rights. 


entirely outweighs what may be stricily called trunk line busi- 
ness. About 65 per cent. of the total tonnage carried in 1910 
was products of mines, 43 per cent. of the total tonnage being 
bituminous coal. The comparatively small importance of such 
commodities as grain may be understood when it is noted that 
the tonnage of stone, sand and like articles totaled 4,600,000 tons 
in 1910, while the total tonnage of grain amounted to but 
1,300,000 tons. The coal tonnage originates at about the grade 
summit on the road and moves both ways. Most of the coal 
originates in the territory west of Cumberland and in the Con- 
nellsville district, part of it moving to the Pittsburgh district 
and the remainder to seaboard at Baltimore. At Cumberland the 
two lines, one coming from Chicago and the other from Cin- 
cinnati, join, and the road from Cumberland to Baltimore, which 
is double track, is compelled to handle the traffic brought to it 
from two double-track roads. 

The Baltimore & Ohio was originally laid out over difficult 
country. The road is exceedingly crooked and originally had 
high grades. This explains the great sums that have been spent 
in the past on rebuilding the road, and the productiveness of the 





less passenger cars and 39 less freight cars in 1909 than in 1904. 
In 1910, 284 locomotives and 15,000 freight cars were ordered. 
As we have said, the two-track line from Cumberland to Balti- 
more was having dumped on it the tonnage from two two-track 
lines terminating at Cumberland. It was absolutely necessary 
to add at least a third track from Cumberland to Washington 
Junction, and in time it will unquestionably be necessary to 
make this a four-track line. 

In January, 1910, Daniel Willard, vice-president of the Chi- 
cago, Burlington & Quincy, at the head of the operating de- 
partment, was elected president of the Baltimore & Ohio, and 
Oscar G. Murray was elected chairman of the board. Mr. 
Willard had the reputation on the Burlington of being one of 
the best operating men in the country and a tremendously hard 
worker. Before going to the C., B. & Q. he had been on the 
Erie, and previous to that had been general manager of the 
Baltimore & Ohio. The new management has laid out a general 
scheme for the betterment of the line to facilitate the handling 
of traffic and render operation more effective and economical. 

It is not unusual for industrial companies to make a revalua- 
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tion of a part of their plant and to write off on their balance 
sheet a sum for depreciation, and it is on this theory that there 
is an attainable rate of depreciation of plant that the Interstate 
Commerce Commission ordered the railways to make an allow- 
ance in their income accounts for depreciation of equipment. 
It is, however, quite unusual, except in a reorganization, for a 
railway company to write off from the asset side of its balance 
sheet a large sum covering the depreciation in value of plant 
in past years; but this is the course that has been taken by the 
Baltimore & Ohio under its new management. During the fiscal 
year 1910 a committee of officers of the operating, mechanical 
and accounting departments made a physical appraisal of the 
rolling stock and motive power of the company and reported that 
the book value ‘of the equipment, as shown on the balance sheet 
of June 30, 1909, was higher by $8,500,000 than the appraisal 
value which was fair in the judgment of these officers. On the 
recommendation of the executive officers, the board of directors 
approved charging to appropriated surplus this $8,500,000, writ- 
ing down the value of equipment in capital account by $7,- 
100,000 and crediting $1,400,000 to reserve for accrued deprecia- 
tion. 

This, taken in connection with the orders for new equipment, 
is possibly the most striking example in the annual report for 
1910 of the vigorous policy of betterment and physical organiza- 
tion, but it is only one of many. 

The total expenditures called for immediately when the gen- 
eral plan referred to by President Willard was decided on in- 
clude $5,550,000 charged to construction during the past year, 
$23,000,000 for 284 locomotives and 15,000 freight cars, and 
$20,000,000 for improvements to road, etc. 

To finance these improvements the Baltimore & Ohio found it 
necessary to issue short term notes, the bond market not being 
favorable for permanently funding the amount of money re- 
quired. The company sold $10,000,000 one-year 4 per cent 
notes dated March 10, 1910, and subsequently authorized 
the issue of $50,000,000 4%4 per cent. three-year notes dated 
June 1, 1910, and secured by the deposit of the B. & O.’s 
Reading stock and B. & O. Chicago Terminal first mortgage 
bonds. Of the three-year notes, $10,000,000 were. reserved to 
retire at maturity the one-year notes, and the remaining $40,- 
000,000 notes were sold. The balance sheet shows the results 
of this financing, but is not comparable with the balance sheet 
of 1909 because of the new form prescribed by the Interstate 
Commerce Commission. After the changes made necessary by 
writing off depreciation on equipment and taking into the gen- 
eral balance sheet affiliated companies, which is done this year 
for the first time, road and equipment investment up to June 
30, 1907, amounted to $266,000,000, and since, June 30, 1907, 
there has been $21,000,000 invested in road and equipment. After 
subtracting the reserve for accrued depreciation amounting to 
$6,000,000, total capital assets amounted to $281,000,000. Work- 
ing assets amounted to $79,900,000, of which $11,800,000 was 
cash, $7,400,000 stocks and bonds issued or assumed by the 
Baltimore & Ohio but held in the treasury, and $39,600,000 loans 
and bills receivable. Working liabilities amounted to $20,100,000, 
this sum including the $10,000,000 one-year notes. 

Total operating expenses amounted to $61,300,000 in 1910, com- 
paring with $51,200,000 in 1909. The greater part of this $10,- 
200,000 increase came in maintenance expenses; transportation 
expenses cost $29,700,000 in 1910 and $26,300,000 in 1909, an 
increase of $3,400,000. As is the case on other roads, and to 
about an equal extent, the increased cost of transportation was 
due to the increase in wages paid and to the higher cost of 
fuel due to the greater train movement. The following table 
shows the unit costs of maintenance: 


: 1910. 1909. 

*Maintenance of way, per mile........... $1,671 $1,896 
tRepairs, per locomotive .............006. 2,889 2,184 
= w) NOT BOT) .asncesasssne 690 590 

- terre err 70 56 


*Per mile of first, second, third, etc., track, the cost of two miles of sid- 
ing and switch tracks being taken as equal to the cost of maintenance of one 
mile of main track. 

+This is for repairs only and does not include renewals, depreciation or 
superintendence charges. 
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The larger maintenance charges have already been comment- 
ed on. 

Traffic statistics show that the total number of tons carried 
one mile amounted to 12,024,600,000 tons, an increase of 1,975,- 
300,000 compared with 1909. ‘The average distance each ton 
was carried was 191 miles, a decrease of five miles from the 1909 
figure; the average earnings per ton per mile were 5.77 mills,. 
a decrease of 0.4 mills; the average train load was 442 tons,. 
an increase of 14 tons over 1909. 

The total number of passengers carried one mile was 763,- 
450,000, an increase of 42,690,000; the average earnings per pas- 
senger per mile were 1.897 cents, an increase of 0.017 cents. 
The large increase in ton mileage and passenger mileage is re- 
flected in increases in earnings as shown by the table in the 
end of this review. 

The Cincinnati, Hamilton & Dayton, shown on the map with. 
its controlled line, the Pere Marquette, has been operated during. 
the entire fiscal year under Baltimore-& Ohio control. Among 
the advantages of control of this line are the new markets it 
affords to coal producers on the Baltimore & Ohio. Both the 
B. & O. and the C., H. & D. face new competition in the near 
future. The Hocking Valley line of the Chesapeake & Ohio 
will, within the next year or two, be given a considerable part 
of the coal tonnage consigned to the Lakes that the C. & O. 
is now turning over to the C.. H. & D. The Western Mary- 
land is building an &87-mile line from Cumberland to a connec-. 
tion with the Pittsburgh & Lake Erie. The same factors, how- 
ever, that make it necessary for the B. & O. to increase its 
facilities so greatly, namely, the industrial growth of the coun- 
try served by the road, bid fair to offset the competition. 


The following table shows the results of operation in 1910: 


compared with 1909: 





1910. 1909. 
Average mileage operated ........ 4,434 4,460 
DPS SROBTIBE. oc éxicc ssc cecee $69,408,113 $58,355,112 
Passenger revenue ...........- 14,485,585 13,551,238 
Total operating revenue .......... 88,901,252 76,412,856 
Maintenance of way............ 11,661,410 ' 9,694,560 
Maintenance of equipment...... 16,373,776 11,810,507 
BRRIUSC | oc ns pode spss eeies sun 1,877,203 1,717,388 
TEANEPOTATION 2. 00.022. 20sc0e 29,738,992 26,346,960 
Total operating expenses ......... 61,333,801 51,163,981 
MEE nich us sis bin ein'ssieie sexes csc nic 2,469,964 2,271,576 
Operating income ..........+++.. 24,497,854 22,438,050 
Gross corporate income............ 28,715,752 25,785,307 
Net corporate income ....... -. 16,247,587 *13,736,006 
Additions and betterments ... oe 415,761 549,572 
SMES ccc cg Gina ne wo Se ales es 11,474,213 12,472,982 
EE traci 2 Ot endd sukscsaeens 4,357,614 713,452 





*The income account for 1909 has been restated by eliminating debits and! 
credits of interest on bonds in treasury. 





OR seven months of the last fiscal year the Chicago, Rock 
Island & Pacific Railway was operated independently of 
the St. Louis & San Francisco. A controlling interest in the 
stock of the St. Louis & San Francisco had, previous to that 
time, been held by the Chicago, Rock Island & Pacific Railroad, 
all of the stock of the Railroad company being owned by the 
Rock Island Company. In January the Railroad company sold 
its interest to B. F. Yoakum and associates. As a matter of 
fact, the two properties, the Rock Island and the Frisco, were 
never operated as a closely-knit system. The Frisco is a 
homogeneous property in itself, but the Rock Island sprawls 
out into so many different sorts of territory that while a part 
of its system may have benefited from joint operation with its 
former partner, the operation of the company as a whole was 
not affected to any appreciable extent by the loss of the Frisco. 
To find any system that could be at all accurately compared 
to the Chicago, Rock Island & Pacific, it would be necessary 
to compile some sort of composite figures from the Hawley 
lines. If the Clover Leaf, the Alton and the Katy were combined 
they would form a system not so different from the Rock Island. 
And this explains the nature of the problems that have to be 
solved by the C., R. I. & P. management. They have to operate 
as a single unit a system of lines that are, geographically, three 
or more distinct units. 
For the first time the Rock Island annual report classifies 
lines as to main lines and branch lines. The main lines are as 
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follows: One running from Chicago to Colorado Springs, with 
lines via both Omaha and Kansas City; one running from 
Kansas City to a connection with the El Paso & Southwestern, 
which gives it its route to El Paso, Tex.; the line from Kansas 
City to Dallas, Tex., and the line from Memphis to El Paso 
are also classified as main lines, and the line running south 
from Little Rock, Ark., to Unice is treated as main line. In 
1904 less than two miles of track was laid with 85-Ib. rail, and 
only about 800 miles of track had rock ballast. At the end of 
the fiscal year 1910 more than 26 per cent. of the total 4,695 
miles of main line, first, second and third tracks, was laid with 
85-Ib. rail and 45.59 per cent. of the main line trackage was laid 
with 80-Ib, rail. Moreover, in 1910, 26 per cent. of this main 
line trackage was rock ballast. The chief efforts of the man- 
agement have apparently been devoted to improving the main 
lines; a large part of branch line mileage is still laid with light 
rails and is unballasted. 

In 1910 the Rock Island earned total operating revenue 
amounting to $66,200,000, which is greater by $5,000,000, or a 
little over 8 per cent., than the gross of 1909, but operating 
expenses amounted to $48,100,000, an increase of $5,600,000, or 
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Chicago, Rock Island & Pacific. 


13 per cent. over 1909, so that the operating income, after the 
payment of taxes, was less by $1,100,000 in 1910 than in 1909. 
After the payment of interest and rentals, the Chicago, Rock 
Island & Pacific Railway Company had $4,700,000 balance avail- 
able for dividends in 1910, as compared with $6,200,000 in 1909. 
Dividends of $3,700,000 were paid to the holding company in 1910 
and $3,900,000 in 1909, leaving a surplus of about $1,000,000 
last year, as compared with the surplus of $2,300,000 the year 
before. It will be remembered that the dividends paid to the 
holding company, the Chicago, Rock Island & Pacific Railroad, 
are used to pay the interest on Railroad company bonds. The 
Rock Island Company stock, which is the stock that is quoted 
on the New York Stock Exchange, simply represents control of 
the Railroad company which in turn controls the C., R. I. & P. 
Railway. The Rock Island Company’s organization is such that 
the preferred stock, of which there is $54,000,000, elects a ma- 
jority of the board of directors and therefore carries control 
of the company, notwithstanding that there is $96,000,000 com- 
mon stock. Neither the common nor preferred stock of the 
Rock Island Company is paying dividends. 

The $5,000,000 increase in operating revenue of the operating 
company was due to an increased revenue from both freight and 
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passengers. Freight revenue last year amounted to $42,200,000, 
an increase of $3,100,000 over 1909. Freight is about 64 per 
cent. of the total operating revenue. The number of tons of 
revenue freight carried totaled 19,200,000 in 1910, an increase 
of 2,000,000 over 1909, and the number of tons moved one mile 
totaled 4,567,000,000 in 1910 as against 4,160,000,000 in 1909. 
The revenue per ton mile on ihe Rock Island is 9.2 mills. This. 
is less by .2 mills than the revenue per ton mile in 1909, and is 
slightly less than the average revenue per ton mile on either the 
Frisco or the Santa Fe. 

The average haul of revenue freight in 1910 was 238 miles, or 
about four miles less than the average haul in 1909. The aver- 
age train load of revenue freight was 257 tons in 1910, or 7 
tons less than in 1909. Loaded freight car mileage totaled 
303,100,000 in 1910 as against 274,700,000 in 1909, and empty 
mileage totaled 122,400,000 in 1910 and 107,800,000 in 1909. 

From the geographical position of the Rock Island it is 
apparent that its tonnage is very diversified. In 1910, 31.93 per 
cent. of the total tonnage carried consisted of products of mines; 
12.34 per cent. products of forests; 22.13 per cent. products of 
agriculture; 19.55 per cent. products of manufactures, and 7.08 
per cent. live stock and animal products. The tonnage of every 
important commodity, with the exceptions of grain and _ live 
stock, was greater in 1910 than in 1909; the most notable in- 
crease in tonnage being, as might be expected, in manufactures. 
Last year 3,700,000 tons of manufactures was carried, which is. 
20 per cent. more than in 1909. 

Passenger revenue last year amounted to $19,400,000, an in- 
crease of 8 per cent. over 1909. The number of passengers 
carried one mile was 1,016,000,000. The average revenue per 
passenger per mile was 1.91 cents in 1910 and 1.88 cents in 
1909. This very low passenger rate may be in part explained 
by the fact that 1,346 miles of Rock Island lines lie in Oklahoma 
and 476 miles in Texas. In connection with the hostility of 
these states to railways it is worth while noting that the taxes 
of the Rock Island amounted to $2,900,000 in 1910. This is an 
increase of 26.68 per cent. over the taxes of 1909, and the 1909 
taxes were greater than the 1908 taxes by 26.87 per cent.; during 
this time there has been only a comparatively small increase in 
Rock Island mileage. 

As on other lines, the increase in operating expenses last 
year was due both to higher transportation expenses, because of 
greater train movement and increased cost of labor, and to 
more liberal expenditures for maintenance. Transportation last 
vear cost $25,200,000, or 10 per cent. more than in 1909. Main- 
tenance of way cost $10,700,000, or 18 per cent. more than in 
1909, and maintenance of equipment cost $8,500,000, or 13 per cent. 
more than in 1909. 

The following table shows the unit costs of maintenance: 


1910. 1909. 
*Maintenance of way, per mile........... $1,373 $1,146 
+Maintenance per locomotive............. 2,530 2,429 
ry PQSSENMET CAP 66 cc d:0.0% 820 801 
we 9  TEDOMMING, CBE = 5:6. 4:5:s)d04 0500 80 68 


~ *Per mile of first, second and third main track owned and leased. 

{This is the cost of repairs and charges for renewals and depreciation, 
but includes no superintendence or other overhead charges. 

For some reason not stated, the Rock Island, while making 
its annual report in other respects in the form prescribed by 
the Interstate Commerce Commission, does not show the cost 
of repairs, renewals and depreciation of equipment separately, 
so that the figures in the accompanying table are not comparable 
to those given in our columns for other roads, which include 
repairs only and take no account of renewals and depreciation. 
The company in its estimate of the average cost per mile for 
maintenance takes no account of the side track and spur mileage. 
If the maintenance of two miles of siding and switch track is 
taken as equaling the cost of maintaining one mile of main 
track, the maintenance figure for 1910 would be $1,206 per mile. 

The balance sheet as of June 30, 1910, shows total working 
assets of $34,300,000 and working liabilities of $10,000,000. Of 
the working assets, $4,500,000 was cash, an increase in cash of 
a little over half a million over 1909. Included in working 
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assets are $17,100,000 marketable securities; this includes $7,- 
500,000 Railroad company debentures sold to the Railway com- 
pany to cover the loss on the sale of St. Louis & San Fran- 
cisco stock and the retirement of collateral trust bonds secured 
on this stock. These bonds, of course, if they are ever to be 
sold to the public, will have to be guaranteed by somebody— 
presumably the railway company. 

Unusual interest attaches to Rock Island affairs this year, be- 
cause of the much-discussed transactions that have taken place 
in Rock Island stock. When the Frisco was divorced, B. F. 
Yoakum and his associates retired from the board of directors 
of the Rock Island Company and W. H. Moore and D. G. Reid 
were left presumably in undisputed control. In July, when it 
was announced that Kuhn, Loeb & Co. had taken over stock 
bought by the Pearson-Farquhar syndicate, it was understood 
that these holdings included a large block of Rock Island stock. 
Later it was announced that Phelps, Dodge & Co., who control 
the El Paso & Southwestern, had bought from Kuhn, Loeb & 
Co, this block of Rock Island preferred stock, amounting to 
about 20 per cent. of the total outstanding. Just why this firm, 
which has been identified with copper mining and smelting 
properties rather than with railways, should have arranged to 
acquire a considerable minority interest in Rock Island stock 
is really hard to understand. The investment cannot conceivably 
make any return in dividends in the near future. It may, of 
course, be considered an investment which Phelps, Dodge & Co. 
feel that they are justified in making without present return, 
in the hope that in time developments of the country and the 
development of the Chicago, Rock Island & Pacific Railway will 
make it profitable. There are also advantages to be gained by 
the El Paso & Southwestern through a closer relationship with 
the Rock Island. 

The following table shows the operation of the C., R. I. & P. 
in 1910, compared with 1909: 


1910. 1909. 
Average mileage operated......... 8,04 8,026 
Pree PEVERUE .oss ence scsunsa $42,218,880 $39,158,053 
Passenger revenue ............ 19,378,174 17,883,379 
Total operating revenue .......... 66,220,579 61,184,887 
Maint. of way and structures.... 10,673,387 9,051,830 
Maintenance of equipment...... 8,455,746 7.512,889 
PETE. kin beu Aas bee ees e EES 1,795,262 1,441,215 
DURCMIOD cecscc ands vseees 25,195,579 22,848,052 
Total operating expenses ......... 48,069,369 42,413,495 
5 EE SA GA Ie A ee peer 2,876,701 2,270,865 
CSRCTRIMNE EDOOME 2.2... 000050000008 15,274,509 16,400,527 
Gross corporate income .......... 15,497,741 16,611,998 
*Net corporate income ............ 4,747,881 6,166,231 
PER cs xccaGaseaksan sans vas> 3,743,272 3,930,019 
PEE Ach eve snes saseskevace cece 1,004,609 2,236,212 





*After the subtraction of $72,583 in 1910, and $16,577 in 1909, for better- 
ments on leased lines. 





NEW BOOKS. 





Power Signaling in Great Britain, British Colonies, Belgium, France and 
/taly.._ Report by L. Weissenbruch and J. Verdeyen to the Interna- 
tional Railway Congress. Printed in the Bulletin of the Congress, for 
July, 1910, page 3319. Brussels, Belgium. 


Power signaling in the countries named is the subject, though 
not the title, of a full and careful report (Report No. 4) which 
was prepared as above for the congress held last summer. Mr. 
Weissenbruch is director of safety appliances of the Belgian 
state railways, and Mr. Verdeyen is assistant to Mr. Weissen- 
opruch. The subject which was allotted to these gentlemen was 
the general one of improved centralization of switch and signal 
operation, but, as the authors observe in their introductory note, 
there is no improvement to be noted except in power signaling, 
or, as they would call it, “fluid-operated cabins’; and so they 
confine themselves to this. The report fills 40 pages of the 
Bulletin and contains a succinct history of what has been done 
in this field, in Europe, beginning back with the water-pressure 
system of Bianchi & Servetaz. The salient features of this and 
the later systems: the M. D. M. system of the Northern of 
France, the Westinghouse, the Taylor, the Webb & Thompson, 
the Ducousso & Rodary, the Siemens & Halske, the Siemens 
Brothers and others, are carefully described, with drawings. 
Mention is made of A. H. Johnson’s system, which was in- 
stalled experimentally on the Metropolitan Railway of London. 
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RAILWAY CAPITAL AND CAPITALIZATION. 





BY WILLIAM Z. RIPLEY. 
Professor of Economics, Harvard University. 





II. 


Having allowed for duplication of capital within a given sys- 
tem, it is then necessary to reckon with outside investments. 
These may consist of holdings of stocks and bonds in other rail- 
way systems, or they may represent investment in other enter- 
prises than transportation. As for the first of these, investments 
in other railways outside its own system, these are somewhat 
imperfectly given by the Report on Intercorporate Relations. 
The amount of what are designated as “Minority Holdings” of 
railways in other roads, however, in all probability gives returns 
sufficiently accurate for our general purposes. They include all 
of the investments of this kind which are substantial in amount. 
Majority holdings in other companies would bring those roads 
“within the system,” as just described; and would appear in the 
tables under that heading. As for the miscellaneous investments, 
their scope is surprisingly wide. It is clear that the value of all 
these investments must also be subtracted from the total of 
securities outstanding for each system, in order to leave only 
the net capitalization dependent upon earnings from operation 
for its support. The following table has been thus constructed 
for a number of important railways, finally reducing this net 
capitalization in each case to a mileage basis for purposes of 
comparison. These roads are arranged in an ascending scale, 
with reference to this last figure—net capitalization per mile— 
which is the basis for all subsequent calculations: 

A matter of extraordinary difficulty has been the treatment of 
corporations “held jointly” by several different systems. These 
are usually terminal companies in the larger cities. The Chicago 
& Western Indiana Railroad Company, for instance, operates 
some 48 miles of line and is capitalized at $33,750,000. It is 
owned jointly by the Atlantic Coast Line, the Erie, the Wabash, 
the Grand Trunk and the Rock Island. It would seem as if 
properly the proportionate share of its total capitalization held 
by each participating road should be an allowable deduction from 
the total outstanding securities of that road in determining net 
capitalization. The data for doing this, however, aside from the 
statistical labor involved, are not available in many cases. And 
what, from the point of view of principle, is even more im- 
portant, if this were done, the proportionate division of income 
to each participant would need to be likewise made. Inasmuch, 
lhowever, as the earnings of these companies, thus jointly held, 
are not usually included in the statements of individual systems, 
it seems fairer to eliminate them entirely. Otherwise, at a later 
point in our calculations, as will appear, we should be taking 
account of their capital issues, while still neglecting to include 
their earnings. Therefore, in the case of all these jointly held 
companies—such again as the St. Louis Terminal Association and 
the Richmond-Washington Company—their mileage roughly to- 
talized, and the aggregate of their security issues (given sepa- 
rately in a column in our table) have in each case been elimi- 
nated entirely. This procedure is radically different from the 
method properly adopted in the Report on Intercorporate Rela- 
tions, which, as has been said, sought to determine, not the par- 
ticular, but the general capitalization of the entire railway net. 
The deduction of the total rather than the proportionate capi- 
talization of these jointly held companies, from the total out- 
standing capitalization of each participating system, in order to 
ascertain net capitalization, obviously over-corrects the error. 
It weighs the results on the side of conservatism, making the 
capitalization of each participating road appear less than it 
should be. Strong companies which own all their own terminals, 
instead of dividing ownership with other roads, are made to 
appear more heavily capitalized by comparison than they show!d. 
And, from the operating point of view, it is absurd, of course, 
to eliminate these terminal companies at all. Where would the 


New Haven and Boston & Albany roads be without the Boston 
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Terminal Station? Yet the capital of $14,500,000, representing it 
has been eliminated from our calculations altogether; and, worse 
than that, this total capitalization has been deducted from each 
participant. The main plea in extenuation, however, is that 
greater error would result from any other course. 

What shall be said of this procedure, as applied to other 
jointly held companies, than mere terminal associations? The 
Chicago, Indianapolis & Louisville (Monon) is jointly owned by 
the Louisville & Nashville and the Southern Railway. At the 
date of our calculations the Chicago & Alton was jointly held 
by the Union Pacific and the Rock Island. Other notable in- 
stances of roads in this class are the San Pedro, Los Angeles & 
Salt Lake and the Colorado Midland. The maximum of be- 
wildering complexity in ownership appears in the Little Kanawha 
Syndicate or the Southwestern Construction Company.* A num- 
ber of different roads are interested in the former, but the 
Southern Railway owns about 40 per cent. of its capital stock. 
In this case, as in many others in this class, such substantial 
investments appear in our tables and are duly accounted for 
under the head of “Minority Holdings” or investments “Outside 
the System.” To deduct them again from gross capitalization, as 
jointly held companies, is undoubtedly duplication. Yet how 
can it be avoided; and if it could be, would it materially affect 
our conclusions? 


The answer is positive. The exclusion of such jointly held 
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as frequent at normal instances. The prime fact is that before 
any definite financial conclusions as to the relative burden of 
capitalization of individual properties are permissible, a number 
of important considerations must be taken into account. Most 
of these are purely technical and involve detailed information 
as to physical facts. In the first place, the above figures are 
based upon miles of line and not upon miles of track. Systems 
like the Pennsylvania, largely double tracked and in part four 
tracked, cannot fairly be compared with single-track lines. This 
company recently reported 4,877 miles of extra and siding track 
in addition to its 3,679 miles of first track. Here is a possible 
error in comparisons of over 100 per cent., unless the additional 
cost of such trackage be added to that of “roadway” or of 
“main line.” Careful allowance for such differences should 
always be made. The physiography of the country must be 
known. The low capitalization of the Northwestern, St. Paul 
or Atchison systems, built across open plains, by comparison 
with the Union Pacific or the Denver and Rio Grande, con- 
structed across the Rocky Mountains, is partly accounted for on 
that ground. No comparison of capitalization is fair until the 
density of population is known. This has compelled enormous 
expenditures for abolition of grade crossings in the Eastern 
States, an expense not imposed upon roads in the West and 
South. Nor is a comparison of capitalization of two roads in 
the same region fair until expenditures for this purpose are 
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Holdings Minority Misc. Jointly Net 
Total Within Holdings in Investments Held Capitaliza’1 
System Mileage* Outstanding System Other Systems (Approx.) ( Approx.) per Mile 
United States............. 216,804  — $18,227,196,000 $5,075,702,000 $479,510,0007 $460,302,000 $58,050 
C, Me St Patls..%..0.. 7,244 251,131,000 13,899,000 1,116,000 12,800,000 30,800 
Chicago & North Western.. 7,631 291,304,000 25,673,000 18,800,000 2,661,000 7,000,000 31,000 
Missouri Pacific........... 6,885 514,872,000 169,597,000 37,155,000 8,658,000 67,000,000 33,700 
Illinois Central............ 5,700 481,689,000 162,036,000 2,000,000 93,000,000 39,400 
Seaboard Air Line......... 2,878 217,291,000 73,067,000 123,000 861,000 . 26,000,000 40,700 
Southern Railway.......... 9,176 779,393,000 137,976,000 6,969,000 2,150,000 196,000,000 47,500 
Chicago, Rock Island & Pac. 14,504 1,510,310,000 636,172,000 580,000 15,285,000 133,700,000 50,000 
Atchison, Topeka & Santa Fe.... 9,442 809,700,000 308,200,000 14,800,000 9,000,000 50,600 
Boston & Maine........... 3,340 212,759,000 26,084,000 33,000 700,000 1,000,000 55,000 
Great Northern............ 6,097 484,738,000 118,343,000 490,000 13,776,000 57,600 
Southern Pacific........... 9,733 1,092,597,000 458,909,000 55,095,000 8,500,000 58,600 
Union Pace. ..s00000000 7,665 937,006,000 264,051,000 136,789,000 30,590,000 8,900,000 64,800 
Northern Pacific.......... 6,549 509,422,000 44,206,000 18,500,000 20,000,000 65,000 
Denver & Rio Grande..... 2,782 348,408,000 87,871,000 7,440,000 242,000,000 82,000 
New York Central........ 8,730 1,068,173,000 215,232,000 61,705,000 16,500,000 36,600,000 84,500 
Pennsylvania ........-+0+- 10,045 1,674,416,000 437,195,000 126,472,000 76,806,000 163,600,000 86,400 
Norfolk & Western........ 1,886 185,662,000 17,165,000 24,900 1,754,000 88,000 
Great Western............- 1,410 188,374,000 54,592,000 800,000 6,300,000 90,000 
Tie RSs SS Raa ea asian ares 2,609 315,550,000 54,900,000 19,100,000 105,000,000 92,500 
NW TENET sc oaic ewe ale aaie-s%e 2,755 436,559,000 118,007,000 57,250 37,400,000 15,000,000 96,600 
Baltimore & Ohio.......... 4,600 865,847,000 294,062,000 31,486,000 7,400,000 42,700,000 106,000 
PRE MEM atts elosis.s 4455-6 1,034 134,915,000 11,981,000 1,851,000 4,569,000 6,800,000 115,000 
Renate ees es ag BG's cites 2,288 531,522,000 115,791,000 2,686,000 25,500,000 4,500,000 169,000 
OES Ses SR SS Se er 2,373 565,706,000 109,427,000 3,006,000 9,101,000 43,600,000 169,000 
*Owned, less jointly held. +Holdings, outside the system. 
companies makes little difference in the final result for most known. The New Haven has abolished nearly all its grade 
railways. This is particularly true of the Union Pacific and the crossings. The Boston & Maine still has thousands of highways 
New York Central. For others like the Reading and the Atchi- unguarded. Entirely apart from the relative proportions of 


son, the net capitalization is actually increased by elimination of 
jointly held corporations. For some few roads, notably the 
weaker companies, this factor is of greater moment. The net 
capitalization per mile of the Wabash company was brought down 
by eliminating jointly held companies from $119,000 to $92,000 
per mile. The Illinois Central’s capitalization came down from 
$52,000 to $39,400 per mile. There can be no doubt that in any 
detailed computation ownership of the jointly held companies 
should be apportioned; and allowance for them made. In this 
case, however, it seemed fairer to the few companies detri- 
mentally affected to rule them out. And this at a considerable 
expenditure of statistical labor has been done, in order to be 
on the safe side. 

Turning now to our table of figures, the most surprising fea- 
ture is the wide range of capitalization, from $30,800 per mile 
for the St. Paul road to nearly six times that figure in the case 
oi the Erie Railroad. Nor is any broad classification of systems 
Possible. The granger roads and those of the less densely popu- 
laicd regions seem to be in a general way relatively low in 
capitalization; while the great trunk lines and the coal roads are 
heavily laden with stocks and bonds. Yet exceptions are almost 
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duplicate trackage, always in favor of the New Haven road, this 
difference deserves consideration. The value of terminals must, 
of course, be distributed over the whole line. Roads like the 
Pennsylvania, New York Central, Northwestern or Illinois Cen- 
tral, with enormous holdings of real estate in the primary centers 
of population, are in a class by themselves. Railways either tap- 
ping no very large cities, or, if so, relying upon rented property 
or trackage rights, lack one of the principal bases for a heavy 
capitalization. 

Yet further allowance must be made before drawing final con- 
clusions as to capitalization. It makes a great difference as to 
the age of the property and the conditions under which it was 
promoted and built. All the pioneer roads had to sell bonds at 
heavy discount in order to secure funds. These debts maturing 
at par, the charge for discount on bonds may have been a heavy 
item of initial cost. The Western Pacific, financed during the 
panic of 1907, did not realize, it was alleged, over $40,000,000 in 
cash from the sale of $50,000,000 of bonds at par. Here is an 
expense of $10,000,000 to be charged to cost of construction. On 
the other hand, the Pacific Coast extension of the St. Paul 
system was financed by sale of its own stock to its own share- 
holders at par. The only additional construction cost was the 
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interest on the investment during the period of construction, be- 
fore earnings began to come in. The only offset for these heavy 
expenses of pioneer roads is the fact that they are not only 
seasoned properties, but enjoy all the advantages of appreciation 
of real estate values incident to the growth of the country. 
Surely the land grant roads have received full compensation for 
the heavy expenses of financing in the early days from this 
source. 

It is equally important to consider the structure of the system. 
The Chicago Great Western is nearly all main line, such as it is. 
Its capitalization figures are not reduced by much lightly built 
branch mileage, as is the case with the Southern system. The 
Louisville & Nashville and the Queen & Crescent Route both 
serve the same territory in large measure; yet the former has 
an intricate network of branches on its trunk, while the latter is 
a single direct through line, with almost no feeders. Or again 
one system may be held together by leases, while another actually 
owns its roads in fee simple. This feature undoubtedly helps to 
explain the high capitalization of the New Haven system, by 
comparison with its neighbor, the Boston & Maine. And then 
finally, of course, full details are needed as to the relative worth 
of the rolling stock. Many thousands of dollars per mile of line, 
more or less, may profitably be invested in this way without 
seemingly affecting operation. The difference between two sys- 
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purely private point of view, the aspect of the investor in shares 
of the parent Boston & Maine Company, the capitalization of 
$26,000 per mile is the basis of all calculations; inasmuch as the 
larger part of the system is held together by guaranteed rentals. 
The capitalization of the present company is based upon the 
surplus earnings of these lines above their fixed rents. From 
the standpoint of the public, which bears the aggregate burden 
of the rates, the figure of $55,000 is the significant one. The 
Boston & Maine in its individual capitalization as a parent com- 
pany has provided for only 51 per cent. of the capital stock of 
the Maine Central, this being the proportion which it owns. 
But the shipping and traveling public are concerned with the 
entire capitalization of both the parent and subsidiary lines, 
allowance for duplication being properly made. Yet this method 
of calculation does not always enhance capitalization, as in the 
preceding instance. Sometimes it may actually reduce it. This 
is true of the Northwestern system. This new mode of com- 
putation reduces its average capitalization by about $3,500 per 
mile. There can be no doubt, however, that substantially dif- 
ferent results follow from this mode of computation; and it is 
believed that these results, if compiled with great care for each 
company, especially if market price for securities instead of par 
could be used, would be entitled to greater weight for all pur- 
poses of comparison of road with road, or in connection with 
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tems will appear only when the items of expenditure for rental 
of equipment or interest on car trust securities are compared. 
The foregoing comments upon the intricacies of railway 
finance suffice to show why new modes of calculation of net 
capitalization are imperatively demanded. The customary method 
of figuring mileage capitalization is to divide the sum of stock 
and funded debt issued by the miles of line. Such a calculation 
considers the finances only of the parent company. It was suit- 
able to old-fashioned, simple railroad organization. But in a 
complicated group of owned, leased and controlled roads it fails 
to give a true representation of the state of affairs. Nor are the 
figures for one road in any wise fairly comparable with those 
of another, differently organized financially. How great a dif- 
ference this present mode of determining capitalization may be 
from the one customarily employed may be illustrated by the 
case of the Boston & Maine Railroad Company. Its nominal 
capital stock and funded debt, as of June 30, 1906, amounted to 
$60,280,000, or $26,000 per mile for 2,287 miles of line operated 
directly. Our figure for the entire group with a mileage of 
3,369 in the Boston & Maine system was $55,000 per mile of 
line. This wide difference of upward of 100 per cent. is due to 
the fact that our calculation comprehends the capitalization of 
each separate unit in the system, such as the Boston & Lowell, 
capitalized at $40,000; the Maine Central at $42,000, and the 
Fitchburg Railroad, capitalized at $105,000 per mile. From a 


the discussion of overcapitalization or rate regulation than those 
currently quoted. 

The next step in our analysis is to compare earning power 
with true capitalization. A comparative exhibit of this sort is 
afforded by our second set of figures. The mileage in each 
system is approximately the same as in the preceding table of 
net capitalization, from which, in fact, the results as to capitaliza- 
tion are brought forward. This purports to be no more than a 
rough calculation, for the technical difficulties of exact com- 
parison are very great. The results are, of course, as of June 30, 
1906, that being the date of the official statistics used in com- 
puting capitalization. Many important changes in railway group- 
ing have since occurred, such, for example, as the readjustment 
of railway investments in the anthracite coal roads, the develop- 
ment of later Union Pacific and New Haven finance, and the 
reorganizations of 1907. Moreover, even for the given date, it 
is extremely difficult to compute results for the systems exactly 
as classified in the official Federal report used for computing net 
capitalization. Many roads within a system, held together by 
ownership of a bare majority of stock, report financial results 
separately. It has been necessary to piece these together. But 
the larger units have alone been taken into account. 

An attempt has, however, been made to piece together a suff- 
ciently large proportion of each “system” to render the returns 
fairly representative. Thus, by combining the operating returns 
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for the Pennsylvania Railroad, the Pennsylvania Company, the 
Philadelphia, Wilmington & Baltimore, the West Jersey & Sea 

hore, the Northern Central and the Long Island railways, a 
sufficient proportion of all the Pennsylvania system’s mileage is 
comprehended to permit grafting the results upon the figures of 
net capitalization derived from the preceding table. Equally diffi- 
cult is it to secure entire uniformity because of the different 
forms of accounting employed. Most of these figures have been 
taken from the Manual of Statistics for 1907, supplemented by 
examination of individual reports. The greatest ambiguity is 
in the treatment of fixed charges. The practice respecting sink- 
ing funds is quite varied. The North Western regularly credits 
its income from “Omaha” stock against fixed charges, thus re- 
ducing them substantially. In this table taxes are included with 
fixed charges for purposes of comparison. Nor has it always 
been possible to treat rentals uniformly; but in the main it 
would appear that guaranteed rentals like those on the Boston & 
Maine system are included with fixed charges; while rentals 
contingent upon earnings, as in the Pennsylvania group, are 
excluded from the statement of fixed charges, as given. It 
should also be noted that these figures for earnings are those 
reported for parent companies. They are not compiled, as were 
the data concerning capitalization by aggregating the precise 
returns for each separate corporate unit. Jointly held terminal 
companies are seldom included in statements of the great sys- 
tems. Undisclosed profits or losses may readily disappear in 
intercorporate accounting within each system. It has recently 
been charged that the Illinois Central has not made clear its 
obligations assumed in the guarantee of bonds of the Yazoo & 
Mississippi Valley road. It is probable, however, that the balance 
is heavily on the profit side; in other words, that more surplus 
earnings are left undivided than losses are concealed. As for the 
figures of traffic density, weighted averages of the component 
parts of each system have been computed when not reported for 
the system as a whole. The principal exceptions are the Penn- 
sylvania, New York Central and Union Pacific, where only 
parent company results are given. 

In comparing net earnings with capitalization, how does one 
know that the properties are being uniformly maintained out of 
expenditures for operation? May not some be deteriorating 
through postponement of proper maintenance, while others are 
being steadily improved by a liberal policy in this regard? A 
case in point is the experience of the Chicago & Alton under 
Hawley management. This road initiated 4 per cent. dividends 
in 1907, showing them, however, as barely earned. In the suc- 
ceeding two years expenditures for maintenance of way dropped 
from $3,120 per mile of line to $2,494 in 1909. Had not the 
road been thus “skinned,” as it appears, the dividends would 
have been far from earned. The property has not recovered 
from the recent Harriman piratical raid sufficiently to render 
such tactics safe. Yet a bold comparison of expenditures for 
maintenance of way and equipment per mile of line would be 


unfair. The need for such outlay varies more or less in pro- 
portion to the load of utilization. Maintenance, if compared, 
should be given in terms of density of traffic. Thus in 1907 the 


Union Pacific expended $3,175 per mile of line for maintenance 
of way; the North Western expended only $2,333. But the 
density of traffic of the Union Pacific road is 60 per cent. 
greater. Maintenance of way expenditure in terms of 100,000 ton- 
mi'cs of freight density are only $268 for the Union Pacific, against 
$31 for the North Western, per mile of line. Despite appear- 
ances, due regard being paid to density of traffic, the North 
Western is pursuing the more conservative policy of the two. 

The principal conclusion supported by this second table is that, 
as a rule, the net return upon the net capitalization of all Ameri- 
ca railways as a unit, after settlement of fixed charges, is far 
from excessive. From an average of 6 per cent. for the United 
Sites, this balance for interest and dividends ranges from less 
than 3 per cent. on the Chicago Great Western to 10 per cent. 

‘he Union Pacific. The D., L. & W., with net earnings of 
' per cent., is abnormal, as already noted. Of course, the 
‘val rate of return on the capital stock of parent companies 
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is higher than this, they being the residuary legatees of profits 
after interest on bonds and subsidiary companies are cared for. 
But even with this allowance the rate appears not to be ex- 


cessive, as inspection of the last column demonstrates. For 
comparison the returns for other countries are as follows: 
Capitalization Net Earnings Per Cent. 
Per Mile Per Mile Net Earnings 

ie of Line of Line to Capitalization 
Great Britain, ’06......... $267,000 $9,380 3.45 
France (6 Co.’s.), °04.... 133,000 6,500 4.9 
ee a ree 64,200 4,680 7.28 
United States, ’06.......00. 58,050 8,500 3. 


This low rate of return for American railways, as a whole, 
being expressive of a ratio between two variables, may be due 
to either one of two facts. Either the earnings are unduly low, 
or the capitalization is too high. As to the second assumption, 
whatever may have been true of conditions a generation ago, it 
certainly does not appear that at present the capitalization is 
unduly high, as measured in terms of cost or physical value. 
And this comparison with leading European states appears to 
support this view, when our railway net is considered as a 
whole. For our capitalization per mile of line is distinctly the 
smallest in the list. But, on the other hand, when we take the 
average for the United States and line up individual companies 
alongside it, the ill effects of excessive capitalization in specific 
instances at once appear. This comparison may perhaps best be 
effected by putting our railway systems into typical groups, 
ranging in order from what may be termed financially con- 
servative systems to unwisely ordered ones. At this point, how- 
ever, it should carefully be noted that these comparisons should 
not always be regarded as indictments of existing managements. 
Nowhere than in the field of corporate finance is it clearer that 
the evil men do lives after them. The notorious past of some 
of these companies, like the Erie under Jim Fisk and Jay Gould, 
or the Chicago & Alton, as reorganized by the late Mr. Harriman, 
must be held accountable for their present financial hardships in 
a large measure. The difficult task of rescuing these properties 
from their slough of overcapitalization requires talent of a high 
order coupled with infinite patience. 

Reasonable capitalization, from one point of view, being en- 
tirely a matter of relativity between two variables, it makes little 
difference whether low capitalization and modest earnings or 
high capitalization and rich returns be coupled up. But in either 
case it is imperative that the burden of fixed charges be low 
in order that the balance may be satisfactory. The first two 
groups of properties therefore at the head of the list of con- 
servatively financed roads are both characterized by fixed 
charges of from $1,000 to $3,000 per mile; that is to say, by 
fixed charges absorbing less than half and ordinarily not more 
than one-quarter or one-third of net earnings from operation. 
The balance remaining, therefore, is sure to be satisfactory; that 
is to say, from 4 to 8 per cent. on net capitalization. But the 
marked contrast between these two groups in the first class is 
that one is capitalized between $30,000 and $50,000 per mile, with 
earnings per mile centering about $3,000; while the other is 
capitalized very much higher, at $50,000 to $100,000 per mile. 
(Baltimore & Ohio alone exceeding that figure, but its net earn- 
ings are correspondingly large, viz., from $4,000 to $7,000 for 
the same unit.) This difference in earning power is, of course, 
‘argely the result of differences in density. The granger roads 
all have less than 1,000,000 ton-miles of freight traffic per mile; 
while the second group rises to 5,000,000 ton-miles per mile of 
line. (The Great Northern alone has a density more closely 
allied to that of the granger roads. Its profits result from 
phenomenal economy in operation.) The important point is that 
the relativity between the two variables is such that the net earn- 
ings stand to capitalization at between 6 and 10 per cent; and that 
the fixed charges to be deducted are relatively moderate in amount. 

Fixed charges, it will be noted, on the Delaware, Lackawanna 
& Western are enormous—$11,600 per mile of line. This is 
more than twice the fixed charges on the Erie. But earnings 
are likewise so phenomenal, more than twice those of the Penn- 
sylvania or New Haven systems, that, while fixed charges absorb 
two-thirds of net revenue, a substantial balance remains. This 
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balance focussed on the small capital of the parent company ex- 


plains the phenomenally high market price of its securities. 


Capitalization Per Cent. Net Per Cent. Fixed 
Charges 


Per Mile to Capitaliz’n. to Net Earnings 
Crass I.—Group A: 
Northwestern ......... $31,000 9.2 30 
Tis DS a eet 30,800 8.9 30.4 
Illinois Central........ 39,400 9 46 
ON: Stevens sukenne 50,600 6.6 37 
Group B: 
Great Northern ........ $57,600 7.2 43 
Union Pacific.......... 64,800 10 21 
Northern Pacific........ 65,000 7.4 24 
Norfolk & Western.... 88,000 6.2 34 
Pennsylvania .......0+. 86,400 8.3 42 


The prejudicial effect of a heavy burden of fixed charges may 
next be demonstrated by segregating in a second class the com- 
panies thus characterized. But at the same time the systems in 
this class all enjoy ample or high net earnings. In other words, 
while heavily burdened, they possess sufficient earning power in 
normal times to support it. The real test of this group is 
applied in times of depression. Under these circumstances the 
stability of the surplus after fixed charges is apt to be endan- 
gered. By way of contrast, the Pennsylvania, in the preceding 
group of roads with low fixed charges, having financed its new 
improvements by stock issues instead of bonds, witnessed during 
the depression of 1908 a decline of gross earnings of $52,400,000, 
while reducing its net earnings after fixed charges by only 
$2,971,000. The Union Pacific, having followed the same policy, 
is equally impregnable financially. 

Capitalization Per Cent. Net Per Cent. Fixed 


harges 
Per Mile to Capitaliz’n. to Net Earnings 
Crass II. 
Boston & Maine........ $55,000 6.9 80 
New York Central...... 84,500 6.5 63 
Oe aaa 96,600 8.7 47 
Baltimore & Ohio...... 106,000 7.2 43 
Re oe Gece kicees 169,000 4.1 64 


Among these five companies, fixed charges (including fixed 
rentals) consume between $3,000 and $4,000 per mile; that is to 
say, from 40 to 80 per cent. of net earnings. This is a burden 
of fixed charges approximately twice as great as in the first 
class. But, on the other hand, the rate of their earnings, some- 
times attaining nearly $8,000 per mile, a comfortable balance 
usually remains, nevertheless. Systems in this class are com- 
monly so financed that this balance after fixed charges and 
rentals, while seemingly small, is focussed upon a parent com- 
pany, in itself modestly capitalized. The result is that a normal 
rate of return is thereby established. This point has already 
been illustrated by the case of the Boston & Maine. But the 
peculiarity of several of these companies is the fluctuating nature 
of this rate of return. Alternately fat and lean balances follow 
changes in industrial property. On the other hand, the fixity of 
the return upon much of the capitalization concentrates the 
growth for future years upon a small basis of capital stock. The 
financial potentialities of some of these companies may be very 
great. Yet for the present they do not afford the guarantee of 
steady returns, possessed by the groups of roads in the first class, 
as fortified by the advantage of low fixed charges. 

Most of the companies in this group, it should be observed, 
are financially strong by reason of heavy density of traffic, high 
rates or both, giving them an ample earning power per mile of 
line. But in the case of other companies not in the enjoyment 
of such high earnings, the disadvantage of proportionately heavy 
fixed charges is very clear. Nor is it possible to overcome this 
disability readily even by maintaining the total capitalization upon 
a low basis. This may be shown by the following group of 
roads, assignable to a third general class. These are capitalized 


Per Cent. Net Per Cent. Fixed 
Charges 


Capitalization 


Per Mile to Capitaliz’n. to Net Earnings 
Crass III. 
ee ee ey ee $40,700 4 73 
Missouri Pacific........ 33.700 6.7 80 


at less than $50,000 per mile, with earnings proportionately low, 
but they are at the same time saddled with fixed charges which 
absorb three-quarters or more of their net earnings. Low earn- 


ing power—whether resulting from low density as on the Sea- 
board, or from low rates applied to a fair density of traffic as 
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on the Missouri Pacific—and high fixed charges are a dangerous 
combination, even with modest capitalization. 

Railways in the fourth class, as respects their financing, are 
characterized by abnormally high capitalization, ranging from 
about $50,000 per mile of line on the Rock Island system to over 
three times that figure on the Erie Railroad. This absolutely high 
capitalization is not by itself their main claim to distinction; 
inasmuch as several properties in the preceding class were capi- 
talized above $100,000 per mile. The prime characteristic is a 
distorted relativity between capitalization and earning power. 
But it must be firmly grasped that it is this relativity and not 
the absolute volume of capital outstanding which is of moment. 
The Reading, capitalized nearly thrice as heavily as the Southern 
and with fixed charges equally greater, earns $7,000 net per mile, 
as compared with $1,800 on the Southern. But in both cases 
capitalization is so huge by comparison with earnings that a 
negligible balance remains for distribution. Net earnings from 
operation to meet fixed charges usually in this class of roads 
yield less than 4 per cent. on capitalization. Obviously not much 
balance can be expected after fixed charges are paid out of this. 
At this point, however, one may note a further subdivision of 
the roads in this fourth class. The first group (A), heavily 


Capitalization Per Cent. Net Per Cent. Fixed 


harges 
Per Mile to Capitaliz’n. to Net Earnings 
Crass IV.—Group A: 
Chicago Great Western... $90,000 2.8 48 
Bock Tele... <<<0<000 50,000 5 74 
Group 

SRMERAR ce \cc0u soba ie $47,500 3.8 82 
JO ern 92,500 3.5 93 
J TS ee 169,000 4.1 64 

Ee oe casas ea ae ees 169,000 3.9 78 


capitalized in proportion to earning power, is somewhat more 
favored in respect of fixed expenses; less than half of net being 
devoted thereto on the Chicago Great Western. Strongly con- 
trasted therewith is another group (B), even more heavily 
capitalized both absolutely and in terms of revenue power; and, 
moreover, utterly swamped by fixed charges, which absorb as 
much as nine-tenths of the relatively scanty income. All the 
roads in this group (B), whether with high or low fixed charges, 
may assuredly be characterized as overcapitalized from every 
point of view. Entirely apart from every consideration of value 
of the physical property, even the criterion of reasonable earning 
power in relation to capital issues, utterly fails. Indefensible 
financing is clearly expressed in the market value of their junior 
securities. In most instances the causes of financial impotence 
lie buried in the past. Present managements appear to be striv- 
ing manfully to rescue them from collapse. But the difficulty is 
enormous. Factors which on conservatively financed roads make 
for prosperity, on roads of this class become almost unsupport- 
able burdens. Thus, even growth of traffic, entailing as it does 
the necessity for heavy capital outlay, brings no relief. For, 
there being no adequate surplus earnings over fixed charges to 
draw upon, there is no recourse except to issue more securities. 
The one road in this group somewhat more favored than the rest 
is the Reading. Product of scandal and fraud of a generation 
ago, it is nevertheless true that its tangible assets of undeveloped 
coal lands are of great value. Its potential strength has, how- 
ever, always been its actual weakness. Staggering for a genera- 
tion under a burden of debt incurred in order to acquire a future 
monopoly of this indispensable commodity, its general traffic, 
together with its large share of the hard coal trade conducted at 
monopoly prices, seem likely to carry it on to a successful issue. 
Time, which with its ever-recurring interest periods so preys 
upon its fellows in this financial class, must ultimately prove its 
salvation. But in the meantime the public is taxed to pay in- 
terest upon the value of the coal supply of the indefinite future. 
The foregoing analysis of the finances of individual systems 
has, it is hoped, firmly established the fact that reasonable capi- 
talization is entirely an affair of proportionality. Mere absolute 
figures can afford little index as to financial status, either from 
the point of view of the investor or the public. A modest capiial 
issue per mile of line may represent an improper fiscal policy; 
while sound warrant for heavy capitalization may be at hard. 
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MARVIN HUGHITT. 





The retirement last week of Marvin Hughitt from the presi- 
dency of the Chicago & North Western and his election as chair- 
nian of the board of directors was an interesting event in the 
history of railways in this country. Mr. Hughitt was almost, if 
not quite, the dean of the presidents of large American railways. 
He became president of the Chicago & North Western in 1887. 
Sir William C. Van Horne did not become president of the 
Canadian Pacific until 1888. E. P. Ripley did not become presi- 
dent of the Santa Fe until 1896. Alexander J, Cassatt was not 
elected president of the Pennsylvania Railroad until 1899. James 
J. Hill became president of the St. Paul, Minneapolis & Manitoba 
in 1883 (four years before Mr. Hughitt was elected president of 
the North Western) and was elected president of the Great 
Northern in 1889; but he retired some time since from the duties 
of the presidency to those of 
the chairmanship. The only 
man who is now president of 
a large American railway and 
who was president before Mr. 
Hughitt was elected president 
of the North Western, it is be- 
lieved, is Milton H. Smith of 
the Louisville & Nashville. 
But Mr. Smith’s service has 
not been continuous. He was 
president of the Louisville & 
Nashville from 1884 to 1886, 
was vice-president from 1886 
to 1891, and was then again 
made president. 

Mr. Hughitt’s resignation to 
assume the less active, but 
hardly less responsible, duties 
of the chairmanship of the 
board is in accordance with a 
precedent which has been set 
within very recent years by a 
number of railway presidents, 
including James J. Hill, George 
B. Harris, of the Burlington, 
and Oscar G. Murray, of the 
Baltimore & Ohio. W. H. 
Newman also recently retired 
to a place on the New York 
Central’s board; and J. T. 
Harahan has confirmed a re- 
port that he will soon retire 
from the presidency of the 
Illinois Central to become 
chairman of its board. The 
changes in the presidencies of 
large railways have come so 
fast lately that it is evident 
the younger generation will soon be responsible for their man- 
agement. 

Mr, Hughitt’s career stands out as one of the most successful 
i the annals of the railways of this country. He will always be 
recognized as one of the most conscientious and able of railway 
nanagers. When he became president of the Chicago & North 
Western in 1887 it operated a total mileage of less than 4,000 
sles. This did not include the Chicago, St. Paul, Minneapolis 
“ Omaha, which in 1887 had a mileage of 1,340 miles. Mr. 

lughitt was president of the latter road for five years before 

S87. In 1910 the North Western operates 7,629 miles, and the 

nicago, St. Paul, Minneapolis & Omaha, 1,739 miles, Mr. 
‘ughitt retired from the presidency of the Chicago, St. Paul, 
inneapolis & Omaha two years ago and was succeeded by Wil- 
m A. Gardner, who now succeeds him on the North Western. 
The increase in the mileage of the North Western system con- 
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veys but a faint idea of the development which took place in 
the property under Mr. Hughitt’s active management. He is 
sometimes referred to as a “conservative” railway manager. A 
better statement would be, in the parlance of modern politics, 
that he has been a “conservative progressive.” There has been 
uothing sensational about his methods, but they have been con- 
stantly progressive, and in the very best sense of that word. 
He has apparently had two ideals. One has been to make such 
extensions and improvements as would develop the maximum 
traffic and enable it to be handled with the maximum economy, 
thereby making the property a& profitable as possible to those 
who invested their money in it; and the other has been to give 
the public the very best service that it was possible to render. 
Perhaps the latter ideal occupied the foremost place in his mind. 
In any event he has succeeded in realizing both ideals in a pre- 
eminent degree. His conservatism is illustrated by the fact that 
he never allowed himself to 
be tempted into building an 
extension to the Pacific coast. 
The North Western for years 


has had very _ satisfactory 
through traffic arrangements 
with the Union Pacific and 


other Harriman lines. It has 
delivered a good deal of busi- 
ness to them, and they have 
delivered a good deal to it. If 
it had built to the coast it 
would have become a competi- 
tor of, instead of a connection 
with, the Harriman lines, and 
it is questionable if it would 
have been as profitable for it 
to have entered into the Pa- 
cific coast competition as it has 
been for it to maintain its 
present traffic arrangements. 
On the other hand, Mr. Hugh- 
itt has shown an unflagging 
perseverance in building exten- 
sions and branches everywhere 
in the North Western’s imme- 
diate territory. A consequence 
of this steady, but never sen- 
cational, development has been 
that the road has never been 
to any considerable extent bur- 
dened by unprofitable branches. 
Hardly a railway in America 
has a finer dividend record. It 
has never failed to pay a divi- 
dend in any year since 1878. 
From 1887 (when Mr. Hughitt 
became president) to 1894, it 
paid 6 per cent. on its common 
stock. In 1895 it paid 4 per cent.; from 1896 to 1899 it paid 
® per cent.; in 1900 it paid 6 per cent., and since then it has 
regularly paid 7 per cent. Its ability always to meet its obliga- 
tions to its bondholders and stockholders has been due both to 
its conservative but steady development and to the fact that its 
securities have never been the subject of manipulation. 

While the road has been constantly strengthened by strategic 
extensions to every part of its territory, millions have been spent 
both from earnings and from capital to put it in fine physical 
condition. It has been double-tracked from Chicago to Omaha, 
from Chicago to Milwaukee and most of, the way from Chicago 
to St. Paul and Minneapolis. Its equipment, roadway and struc- 
tures have been kept in excellent condition. It has an exceptional 
mileage of block signals, and is to-day universally recognized, 
mainly as a result of Mr. Hughitt’s management of it, as one 
of the best railways in the world. 
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Its service to the public has been such as only such a railway 
is able to give. When the Wisconsin Railway Commission fin- 
ished its hearing on the passenger-rate question about three and 
a half years ago, one of the commissioners remarked that the 
only criticism he had to make of the North Western was that 
the service it rendered was too good; that it gave the public 
really more than the public could in reason ask. The large sub- 
urban business of the company at Chicago has been a thing in 
which Mr. Hughitt has taken special interest and pride. 

Some time ago the Wells street station in Chicago became 
inadequate properly to take care of the 45,000 or more people 
who pass through it daily. It was in keeping with Mr. Hughitt’s 
policy that, as a new station was needed, one should be built 
which should gratify the civic pride of the people of Chicago 
and should serve the road’s needs for vears to come. The new 
North Western passenger station and terminals, which are near- 
ing completion, will, it is estimated, have a capacity for handling 
250,000 people a day, and are a splendid monument to Mr. 
Hughitt’s civic spirit. The inception of the station, the plan- 
ning for it, and the carrying out of the plans were all his. 

Mr. Hughitt’s disposition to give the public a square deal, and 
even more than a square deal, has manifested itself in innumer- 
able ways. It is not generally known that he was one of the 
very small minority of railway presidents who five years ago 
iavored President Roosevelt’s plan to give the Interstate Com- 
merce Commission the power to substitute reasonable rates ior 
those which it found unreasonabie. 

While he has been a man of many and important works he 
iias been and still is a man of very few words. Anybody who 
lias any business with him can see him at his office, and is re- 
ceived and treated with the courtesy traditionally characteristic 
ct a “gentleman of the old school.” But as Falstaff said of him- 
self that he not only was witty, but was the cause of wit in 
others, so it might be said of Mr. Hughitt that he is not only 
brief, but he is the cause of brevity in others. When he has 
summed up a situation in his crisp, concise way, there is not 
much more to be said. 


He does not entirely dislike publicity, but he hates to have it 
overdone. When he has allowed himself to be quoted in the 
press his statements always have been very brief, and the conse- 
quence is that while his name is known to people throughout 
the courtry, his views on public questions, including even regula- 
tion of railways, are not widely known. 


Mr. Hughitt says emphatically that while he has retired from | 


the presidency of the North Western he has not retired from 
active work, but that the position te which he has been elected 
is one with rather comprehensive duties and authority, and that 
he expects to devote himself to them in much the same way 
that he has devoted himself to the duties of president. 

Mr. Hughitt was borne in Genoa, N. Y. He began railway 
work in 1856, with the St. Louis, Alton & Chicago, now the 
Chicago & Alton, as superintendent of telegraph and trainmaster. 
In 1862 he became 1 superintendent on the Southern division of 
the Illinois Central. While he was holding this position the 
government called on the road to move a large detachment of 
troops at a time when traffic was heavy. Mr. Hughitt himself 
took his place at the despatcher’s key and performed the task 
without interference to traffic. Immediately after the troop; had 
been moved, the government ordered that they be transierred 
back from whence they had come. Although he had been at the 
key 36 hours Mr. Hughitt stayed at it for 36 hours more, and 
finished the job. Soon after he was appointed general superin- 
tendent of the Illinois Central. In 1870 he went with the Chi- 
cago, Milwaukee & St. Paul as assistant general manager. The 
next year he became general maanger of Pullman’s Palace Car 
Company, and in 1872 was appointed general superintendent of 
the Chicago & North Western. He became general manager in 
1876, vice-president and general manager in 1880 and has been 
president since 1887. 

What is perhaps his strongest characteristic is one which it is 
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rather hard to formulate. Reserve and self-reliance each come 
close to expressing it. He does not like to act with other people 
or other companies in the management of his own business. This 
independence and confidence has no tinge of obstinacy. While 
quick in his decisions, he is equally quick to see the value of the 
other man’s opinion. This quality of his has kept the Norti: 
Western independent and free from any agreement binding its 
policy or management. Its contracts with the Harriman Lines 
are purely traffic agreements, and its financial relation to the 
New York Central is not an inter-company relation, but is only 
owing to the fact that the Vanderbilt family have individual 
holdings in the stock of the North Western. 

The reserve he has in his official work is also evident in his 
personal relations with other men. He does not gossip, particu- 
larly about other people and other railways; he is always a 
diplomat. Somehow he fixes in his own mind the status of every 
one with whom he comes in contact; and if the man is worthy 
of trust, he goes to almost any length in trusting him. He does 
not make mistakes in these judgments. This personal reserve 
adds dignity to his attractive personality, and he is the more 
popular for it. 

The list of offices he has filled shows only operating positions, 
but he was a general superintendent at a time when every de- 
partment of a road reported to that officer; so he had opportu- 
nities, not now given to operating officers, of learning the details 
of traffic and other departments of railroading. That he took 
full advantage of these opportunities is sure, for he knows how 
to concentrate. He goes right to the bottom of a subject, get- 
ting into his hands everything that pertains to it, draws his con- 
clusions or takes action, and then throws the work back over 
his shoulder and is ready for something else. 





WILLIAM A. GARDNER. 





Wiliiam A. Gardner, vice-president of the Chicago & North 
Western in charge of operation, has been elected to succeed 
Marvin Hughitt as president. Mr. Gardner already was presi- 
dent of the Chicago, St. Paul, Minneapolis & Omaha. He now 
becomes the administrative head of the entire North Western 
system. Mr. Gardner’s promotion marks the achievement of 
an ambition of many years. He has long ranked among the 
very leading railway operating executives of the United States. 
It is understood that he has had inviting offers to leave the 
North Western, by the acceptance of which he could have 
become the president of a large railway system before this. 
But all of his railway career, except a short part of it when 
he was a boy telegraph operator, has been on the North West- 
ern. He has seen it grow from a system of 2,000 miles to one, 
including its subsidiaries, of almost 9,500 miles. He has risen 
step by step through all grades of the operating department. 
He knows the road as perhaps no other man except Mr. Hugh- 
itt’ knows it. He knows and loves the North Western and the 
North Western knows and loves him. Not unnaturally, there- 
fore, he preferred to stay and take his chances with it. 

No one who knows him or is familiar with his career will 
question that he will at once step into the front rank of Ameri- 
can railway presidents. His life has been spent in the op- 
erating department. But he is much more than an operating 
man. He is a many-sided man of affairs—and many-sided men 
are the kind needed to manage American railways under pres- 
ent conditions. It used to be that if a railway president 
were an honest man and an able and experienced executive, 
he had ail the qualifications needed. His executive ability and 
experience made sure that the property would be well operated; 
his honesty made sure that the stockholders would receive «ll 
to which they were entitled. That day is past. The modern 
railway president, in order te make a first-rate success, must 
be not only an honest and able executive but also a student and 
a diplomatist—a railway statesman. Mr. Gardner measures «ip 
to these requirements. 

That he is a diplomat is shown by the fact that he is por- 
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conally extremely popular with newspaper men, business men 
aid public men who know him, and also with the officers and 
employees of the North Western, from the top to the bottom, 
aithough he has always courageously and vigorously defended 
the right of the railways to the same sort of public protection 
that is given to other commercial concerns, and has been 
a firm disciplinarian in dealing with all his subordinates. The 
public likes him because, while vigorously defending the rights 
of the railways, he has always frankly conceded and tried to 
give to the public everything to which it is entitled. The em- 
ployees like him because, while a firm disciplinarian, he is a 
just and kindly one; and every man feels he can get from him 
a square deal. “I have always tried to be a good subordinate,” 
he said in a newspaper interview after his election as president. 
A good subordinate is pretty apt to have good subordinates. 
Then, Mr. Gardner has an uncommonly attractive personality. 
He can refuse a request from 
a community or from em- 
ployees and leave a better feel- 
ing than many men would 
leave if they granted it. 

He is a good student, both of 
books and of men. He was 
one of the earliest among rail- 
way officers to recognize the 
fact that the roads must sub- 
mit to reasonable regulation. 
He has been one of those who 
have seen most clearly that in 
order to create a more favor- 
able public sentiment toward 
the roads it is as necessary to 
reduce the number of things in 
railway administration that are 
not defensible as to defend 
skilfully and courageously 
those things that are defen- 
sible. His utterances on pub- 
lic questions have been infre- 
quent, but they always have 
been effective. He doesn’t pose 
as an after-dinner speaker, but 
there are few busy railway 
men who can make as witty 
and entertaining a post-pran- 
dial talk. His testimony in the 
recent hearings before the In- 
terstate Commerce Commission 
at Chicago in the rate advance 
cases was an extraordinarily 
strong statement of the case of 
the railways on both economic 
and practical grounds. No 
man could have given it who 
had not been a sound student 
as well as a_ hard-working 


and keen-thinking railway 


executive. It was not only a strong argument, but it 
was illuminated by numerous epigrams which epitomized 
the railway case in a nutshell. When counsel who was 


cross-examining him called attention to the North West- 
ern’s large surplus as evidence that its rates were high enough, 
he replied: “The surplus expresses an efficient administration 
as well as a remunerative rate. If the position were swept 
away that efficient administration produces a surplus as well as 
Ich rates, there would be no incentive for efficient administra- 
tion.” When reference was made to the fact that the railway 
ercises the right of eminent domain and it was contended 
(set for this reason the road’s earnings may properly be held 
“wn to a lower basis than those of a commercial concern, he 
r lied: “The exercise of the right of eminent domain, while 
i. may give the power to regulate railways, does not render 
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the North Western immune from the ordinary commercial 
rules when we undertake to borrow money.” He was asked 


how the commission was to know how long a road would go 
on increasing the amount of improvements which it regarded 
as maintenance, and replied, “The physical condition of a rail- 
way is like a case of typhoid fever; it never stands still, but 
always gets better or worse.” “If prospective business de- 
mands greater expenditures for up-keep, we shall have to 
make them.” 

As the operating executive of the North Western, it has 
been his duty largely to carry out Mr. Hughitt’s policy of de- 
veloping the strategic possibilities of the road and the possi- 
bilities of better and more economical operation, and at the 
same time, in co-operation with the traffic department, to give 
the public the best practicable service. How well he has done 
his part is indicated by the present excellent physical condition 
of the road, the service that 
it gives and its financial results. 
Perhaps no other railway man- 
agement has learned better the 
lesson of the blockade of traffic 
four years ago than did the 
management of the North 
Western. The thing most 
needed to enable the railways 
better to handle their growing 
traffic is improvement in termi- 
nals; and during the last few 
years very extensive enlarge- 
ments and improvements have 
been made by the North West- 
ern in its various terminals, 
particularly in those at Milwau- 
kee and Chicago. In both these 
cities it has built outer belt 
lines to take as much of its 
through traffic as poss‘ole out- 
side of the city limits. It has 
made and is still making large 
additions to, and improvements 
in, yard facilities, particularly 
at Chicago. 

Mr. Gardner is only 51 years 
old. He was born at Gardner, 
Ill., and began railway work in 
1872 as a telegraph operator on 
the Chicago & Alton at Le- 
mont, Ill. Six years later he 
went to the Chicago & North 
Western as a clerk and was 
later made operator in the office 
of the superintendent. For five 
years from 1885 he was assis- 
tant superintendent of the Wis- 
consin division and was then 
made superintendent. He was appointed assistant general super- 
intendent in October, 1896, and three years later was made gen- 
eral manager. In January, 1906, he was elected vice-president, 
and became president also of the Chicago, St. Paul, Minneapolis 
& Omaha in October, 1907. 

He is a slender, gray man of a nervous temperament. While, 
perhaps, there cannot be said to be very much iron in his con- 
stitution, there is a deal of steel in it, and he knows how to 
take care of himself, which is often better than having an 
“fron constitution.” He is a fast, systematic, tireless worker, 
and under him the North Western will have a public-spirited, 
efficient, progressive administration. 





The Chilean Government has 1,677 miles of railway completed 
and 1,346 miles under construction, while private interests have 
1,920 miles completed and 106 under construction. 
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BRIDGE AND BUILDING CONVENTION. 





‘The twentieth annual convention of the American Railway 
Bridge and Building Association was held in Denver, Colo., 
October 18 to 20. The following subjects were taken up in 
committee reports: 

PROTECTING EMBANKMENTS AGAINST CURRENTS. 

E. L. Loftus (Q. & C.), Chairman of Committee——In many 
instances serious washouts occur because ordinary trestles have 
been built where there should have been larger clear waterways. 
In well-driven pile bent trestles the earth may be scoured from 
around the piling, and cause the bridge either to be washed 
away, or the flow of water retarded and a washout occur at 
the approach of the trestle or other point, and frequently rise 
to flow entirely over the roadbed on either side of the structure. 
A stream may overflow and fill in the land on the upper side of 
the road, and if this condition is allowed to continue a few 
years it may become necessary to raise the track in that vicinity, 
particularly if the soil is of a sandy nature. It is often the case 
that culverts are placed under roadbed sufficiently large to carry 
the water, but they become choked with drift and the fill is 
washed out. Such danger can be obviated by making the open- 
ing larger, and, of course, any brush or obstruction at or near 
the mouths of culverts or trestles should be removed as often 
as such accumulations occur. When several panels of a trestle 
are washed out and it is desired to pass trains quickly, a good 
plan is to point piles and work them into the soil with cant 
hooks. When all the piles have been set and braced, place sash 
near the grade and jack them in. After all of the bents have 
been placed in this manner, with the track standing sufficiently 
high to allow for settling, run empty cars over the structure to 
settle it, and then block up. Then run over the loads, after 
which allow the engines to cross, but the first engine should not 
move faster than ten miles per hour. Work done in this man- 
ner will require close attention until piles can be driven. Fre- 
quently such a temporary structure can be built and traffic re- 
sumed before a pile driver can reach the defective point. The 
piles for this temporary structure can sometimes be cut from 
woods near the washout. 

When a low fill is washed out and the track is not turned 
over, it can readily be lined back to its original bed without 
taking it apart; but, if the track is turned over it is cheaper 
to first remove the ties from the rail. In that event have the 
ties placed on the roadbed and the rail moved to one side by 
lifting it with a large force and dropping it upon the ties with- 
out uncoupling. ; 

Where the overflow occurs frequently the track should be 
raised above the danger line. Until this can be done the trestle 
should be securely anchored and the track ballasted with heavy 
stone or slag. If it is not possible to secure either kind of bal- 
last, a Bermuda sod is very good. The track also should be 
anchored at such points. This can be done by driving piles 
alternately 30 ft. apart. A very cheap and effective way is to 
bore holes near the ends of the ties alternately 30 ft. apart, and 
drive a 1\%4-in. bolt into the roadbed, leaving the nut on the 
upper side. The work of driving can be done from a push car. 

A wash or slide may occur at the side of a fill or near the 
mouth of an opening. Such trouble is frequently due to the 
manner in which water 1s permitted to strike the opening, and it 
can frequently be obviated by changing the current. Should it 
not be practicable to change the water course where it runs 
parallel with the roadbed it may be riprapped with heavy stone. 
In such a case it is a good plan to dig a good foundation 2 ft. 
below the surface, begin the wall in the ditch and run it up at a 
slope of 2 to 1. The bottom of the ditch or channel should be 
floored with heavy stone. Such construction will frequently 
answer the purpose of a concrete wall and can be built much 
cheaper. A wall should be used at the ends of all trestles that 
are subject to wash. In cases where slides have occurred, caused 
by the current undermining the roadbed, and rock cannot be 
secured, it is advisable to drive piling at the lower edge of the 
fill and begin a wall of timber well under ground. Timber of 
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12-in. x 12-in. size should be placed on the side of the piling 
nearest the track. This construction will hold securely unti! 
the timber decays. 

If the earth is of prairie formation it is subject to cracking 


during dry weather, and when the rains begin the water is ab- 


sorbed by the cracks, and if the fill is inclined to slide, from an, 
cause, it is more liable to do so after heavy or continuous rain- 
fall. This can be prevented by ballasting and spreading the 
ballast to the slope from the ends of the ties to the outer edge 
of the fill. A spread of 4 to 6 in., to retain the moisture, is 
required. The cracks will not occur where the sun is kept from 
the earth. Clay or soil of a sandy nature will answer when 
ballast cannot be obtained. If the fill is of a sandy nature the 
entire embankment is inclined to wash, but if a spread of 4 in. 
of cinders be placed on the fill to the edge of the slope, on 
either side of the ties, the bank will not wash at all on top and 
not nearly so badly on the sides. The falling water, being ab- 
sorbed by the cinders, does not flow down the sides of fills with 
such force. 

After the track is placed back on the roadbed and trains 
begin to move, the pile driver should begin work to replace 
temporary trestles. Slag or stone should be used to ballast the 
track and fill up small washes, but if neither stone nor slag is 
available the next best material with which to surface is clay. 
The timber used for cribbing should be removed as the track is 
surfaced. 

Where heavy drifts of debris accumulate against a trestle or 
piers a derrick car with a wrecking crew can be used advan- 
tageously; in fact, much more satisfactorily than an engine with 
block and fall. In removing drift to relieve a structure it is 
sometimes advisable to use dynamite. Where heavy washing 
or scouring is being done by the currents and rock is not avail- 
able, use bags of sand freely, as they can frequently prevent bad 
breaks in the roadbed. 

There are cases where nothing in the way of a temporary 
trestle would be advisable, and piles must be driven with ex- 
tension drivers from both directions. Where there is no water 
to interfere, frame bents should be erected in addition to driv- 
ing piles; but if plenty of 12 x 12 timber and cross ties are 
at hand cribbing can be used to advantage. The foundation for 
cribbing should be built of 12 x 12 timbers or stringers, and 
placed so as not to interfere with the driving of piles after the 
traffic has been resumed. This can be quickly and effectively 
done by building pens. Bents can then be driven between the 
pens. Again, if there are enough long 12 x 12 pieces, use them 
after getting the foundation timbers in. This can be done 
quickly, particularly if the timbers are handled with a derrick 
car. 

When a bridge is found to be settling, due to scour under a 
pier, it is necessary to drive a bent on either side of the pier 
as quickly as possible. After getting two bents in on either side 
and the bridge seated on the timbers and bolted, the trains can 
be passed with safety until the pier is reset. If it is not possible 
to drive piles, place false bents until the settling can be stopped, 
after which drive the piling as directed. Sand bags or stone 
dropped around the pier frequently prove beneficial. 

Should a wash or slide occur on one side of the roadbed, 
where the bank is still good on the opposite side, and the track 
cannot be lined over far enough to carry the trains, drive piles 
eight feet apart near the rail and place a 12 x 12 timber on the 
piles longitudinally under the rail, to support the track. 

The New Orleans & Northeastern has used piles for pro- 
tecting the embankment along the shore of Lake Pontchartrain 
against storm waves from the lake. The road was originally 
on a pile trestle, which was later filled by means of a floating 
dredge which was operated on the opposite side of trestle from 
the lake. The material used in filling was composed of shells, 
sand and marshy soil. 

The protecting piles vary in length from 26 to 40 ft., depend- 
ing on the depth of the water. They are driven about 1¢ in. 
centers and on a line 100 ft. from center of the main track. 
Spacing the piles 16-in. centers allows 4 to 6 in. between the 
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piles from the surface of the water to the bottom of the water. 
The storms beat more or less sand and shells between the piles 
and material filling has resulted. In addition, the space allows 
the waves to break, and part to go through, whereas a solid wall 
would cause the waves to fall back and undermine. 

The piles are cut off 8 ft. above low water. The driving is 
done with a “creeper,” or land driver, and the overhang is about 
18 ft. Every 18 ft. two outside piles are driven and temporarily 
capped to carry the driver. The cost for driving is 15 cents 
per foot of pile. Some of these pile butts show “cat faces,” or 
scars, from cutting for turpentine. These are very rich and 
resinous, and extend down 2 ft. and over, and as the piles in 
the water are always wet, but little decay has resulted in some 
fifteen years. 

Considerable trouble has been experienced with sliding em- 
bankments of the Yazoo Canal along the tracks of the Alabama 
& Vicksburg, at Vicksburg, Miss. This embankment 
is about 40 ft. above zero water and apparently has a sub- 
drainage during the low stage of the river, causing the bank to 
slide. A method for stopping the slide, suggested by an engineer 
of the United States government, was to drive piling close to- 
gether in rows, these rows being at least 50 ft. apart; but this 
method failed. Later it was decided to drive piling in a manner 
similar to that of foundation work, spacing the piles from 4 to 
6 ft. apart in all directions, which stopped the slide altogether. 
For this work a floating pile driver equipped with a No. 1 
Vulcan steam pile hammer was used, weighing 10,500 Ibs. The 
piles were driven with the butt ends down, which offers more 
resistance and strength at the bottom of the slide where it is 
most needed. The driving of 40 or 50 piles constituted a day’s 
work. 

H. Rettinghouse (C. & N. W.).—Experience on the Missouri 
river has shown that the driving of piles does not remedy the 
sliding of embankments, in many cases apparently aggravating 
the trouble. The only method applicable to such conditions is 
to use willow mattresses, woven with wire, laid on the bank 
and extending down into the water, loaded with rock. 

William Spencer (C. & N. W.).—The C. & N. W. uses rip- 
tap of heavy stones with the cracks filled in with small pieces. 
The company gets its stone at the quarries at a cost of 40 to 
60 cents a ton and it costs 25 cents a ton to place it. 

J. M. Staten (C. & O.).—Along the James river we have had 
considerable trouble with washing out on a fill 2 to 8 ft. high. 
We remedied this by driving two small chestnut piles about 
10 ft. long into the embankment at intervals of 30 ft. The 
piles were driven near the ends of a tie and directly under it, 
the tie being removed during the operation. When the piles 
are in place the tie can be relaid, and a 1-in. hole bored through 
the tie and into the pile. Into this hole is dropped a %-in. 
drift bolt from 18 to 24 in. long. The bolt hangs loose, allow- 
ing the track to move up and down freely under trains, but is 
absolutely prevented from moving horizontally, as is the case 
in a washout. We have experienced no trouble in keeping the 
track in surface and line. ~ 

Mr. Scribner (St. L. S. W.).—We sometimes build a guard 
cut into the stream to divert the current where a bank is being 
scoured. 

J. N. Penwell (L. E. & W.).—In many places where slight 
scouring is feared the planting of a few willows or other suit- 
able trees cn the bank will form an efficient protection. 

Mr. Gumphrey (C., R. I. & P.).—In places where silt overlies 
quicksand, after a season of high water the quicksand flows out 
into the stream to fill in the holes left by the scouring of the 
high water and the bank above the quicksand falls noticeably. 
In this case surface protection does no good and we have 
been unable to devise a means of preventing the trouble. 

CAST IRON PIPE CULVERTS. 

A. A. Page (B. & M.), Chairman of Committee—A large 
number of requests for information were sent to the members 
and 87 replies were received. A large number would take great 
care in putting in a substantial foundation for the pipe, using 
old bridge timber for grillage and a cradle, or a concrete founda- 
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tion the whole length, of the pipe, or concrete piers under the 
joints, thus practically avoiding the danger of pulling apart. 
Various methods were suggested for repairing broken pipe or 
joints that were pulled apart, some using rods with turn-buckles, 
or with a long thread, to draw the pipes together. Many, how- 
ever, advocated digging the pipe up and relaying, or digging 
down to the joint and repairing with concrete. 

The following are among the letters received: 

W. C. Cushing (Penna. Lines).—In placing cast iron pipe 24 
in. or more in diameter, build under each joint a block of con- 
crete, 12 in. thick, 24 in. wide, and 48 in. long, parallel with the 
track. The pipe should be laid in position before the concrete 
is placed, so that it will get a good bond on the hub of the pipe. 
The ground around the pipe, for its full length, should be care- 
fully tamped. We recommend that where pipes are put in under 
tracks in service the stringers supporting the track be left in 
place for several months, until the ground has become well 
settled around the pipe, before the full weight is thrown on it. 

In slips, the best method of holding the pipe in place is to 
carry the small concrete piers to the bottom of the slip, if this 
is not too deep. In cases where the slips have been deep, we 
have driven pile foundations, three piles in a row, spaced 2 ft. 
on centers, parallel with the track, and spaced 4 ft. center to 
center parallel with the pipe. The top of the piles were con- 
creted and the pipe laid on the concrete. Where a culvert in a 
slip was treated as above, in 1907, no movement has since 
occurred, either in the pipe or in the slip. 

M. M. Barton (P. R. R.).—I have laid one 4-ft. and one 6-ft. 
(diameter) cast iron pipe in 12-ft. sections in the bed of the 
drainage canal, where there was a soft mud or muck bottom. 
In these cases we constructed a raft of old trestle timber the 
entire length of the culvert, with a bolster or cradle spiked on 
the raft for the pipe to rest in and keep it in line. We then 
floated the raft in place under the roadway, anchoring it to the 
pile trestle bents which support the track. After it was secured 
in position we laid the pipe at low tide and followed with the 
fill. The 4-ft. pipe has been in about seven years and the 6-ft. 
pipe more than three years, and both are in good condition. 

R. G. Develin (P. R. R.).—On the mountains, or where our 
pipe culverts have much of a fall, we clamp them together with 
three clamps, these being about 3 x % x 16 in., bolted to the pipe 
on the inside. We do not put any clamps on the bottom of 
the pipe, as we want to leave the bottom surface as smooth as 
possible. We have been doing this for some years and have 
had no trouble with our pipes pulling apart. 

B. F. Gehr (P., C.,, C. & St. L.).—My experience with laying 
cast iron pipe in soft ground is to place a cement pier just back 
of each bell; and, if under a heavy fill, also at the center of the 
pipe section, on a uniform grade. If the so‘l is such that it is 
necessary to build cement piers and there is still fear of settling 
a small amount under the track, it is well to leave the line of 
pipe crowning in the center. In addition, holes may be drilled 
in ends of the pipe and %-in. rods may be run through from the 
inside and bent over on the outside. I would use four clamps 
at each joint for a 3-ft. pipe and more or less according to the 
size of the pipe. This arrangement will prevent the sections 
from pulling apart. 

A good method of repair when pipes are pulled apart is to 
draw them together with a steamboat ratchet or screw buckle. 

W. Renton (B. & O.).—We had one pipe culvert with pile 
foundation settle to one side on account of soft ground on that 
side. We had to uncover it and couple up the pipe, which was 
36 in. in diameter, and after we got it in place we used a 2%-in. 
rod 60 ft. long, running it through the pipe and anchoring it at 
each end. Another culvert settled and the pipe pulled apart. 
We put it back to place on a concrete foundation, buried it in 
concrete, and have had no trouble with it since that was done. 

We have laid cast iron pipe culverts in soft ground on timber 
foundation, 10 or 12 ft. wide and the full length of the pipe. 
We generally use for this purpose second-hand bridge timber. 
Water covering the timber prevents decay. 

D. B. Taylor (B. & O.).—The method I have used in clamp- 
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ing the pipes together is by using a hoop shape made either of 
round or flat iron, size 1% in. for 24 to 36-in. pipe, with three 
or four eyes in this, equal distances apart, placed on the ex- 
treme upper end of the culvert. Have this hoop shape made 
the exact size of the large part of the bell end of the pipe, and 
then similar hoops made to be placed below each of the bell ends 
of all the lower joints, to fit the outside of the pipe neatly, with 
six to eight eyes in them for the rod connections. The rods 
have threaded ends with nuts, to be tightened with a wrench and 
equally adjusted. 

R. H. Reid (L. S. & M. S.).—Where we have placed iron 
pipe in extremely soft ground we have sometimes driven piles 
on both sides of the culvert line, capping these piles crosswise 
under the pipe, just back of the bell, so as to form a two-pile 
bent under each 12-ft. section of iron pipes; or, if the conditions 
warrant, we put two bents of two piles each under each section 
of pipe and place the pipe on saddles, the saddles being cut out 
to fit the curve of the pipe. We then fill in carefully over the 
pipe. In addition to this, where we have found it necessary, we 
have placed iron rods entirely through the pipe on the inside, 
with hooks over each end of the pipe with one or two turn- 
buckles in the rod for drawing them up tight. 

In other cases of soft ground where the conditions have not 
been bad enough to require pile bents, we have placed old ties or 
old bridge stringers for saddles and have laid the pipe directly 
on them, clamping the pipe together with rods, as above men- 
tioned. In one or two cases we have drilled holes in the pipe 
near the end and fastened the sections together with iron straps 
bolted through these holes. Where pipe culverts have pulled 
apart in soft ground, it is generally necessary to dig out one or 
two sections at each end, depending upon conditions, and close 
up the joints by resetting the pipe; and, if conditions seem to 
require it, place the iron rod clamp through the pipe culvert, as 
above noted. These methods have given general satisfaction 
and are still in use. 

C. A. Stelle (W. & L. E.).—We have, on different occasions, 
used two methods. One has been in use for some time at Fre- 
mont, where the filling is settling next to the river. In this we 
have put a 1%4-in. rod through the 48 ft. of 24-in. pipe and a 
heavy iron bar at each end. We then screwed the sections to- 
gether. This was done several years ago and the plan has been 
successful, although once the thread on the rod stripped and 
allowed the pipe to part. We, however, replaced this rod, and 
have had no further trouble. 

At several other places on our line where the pipe had been 
placed on soft ground, I have used, in one instance, old car sills, 
laying about three of these sills in the bottom of the ditch, and 
placing the pipe on the same, thus providing against one section 
dropping below the other in case of pulling apart. This method 
has been successful in two instances, and in a third instance 
I have used 12 x 12-in. timbers with good results. 

J. P. Canty (B. & M.).—It has been our practice when in- 
stalling iron pipe under tracks to drive two rows of plank 
sheeting parallel to line of culvert and about 12 in. farther apart 
than the outside diameter of the bell end of the pipe between 
which, after excavation has been made to proper depth, a floor 
of concrete about 6 in. thick is laid. Upon the latter the cast iron 
pipe is placed, and the space outside of the pipe, between it and 
sheeting, is filled with concrete. We also cover the pipe on top 
to depth of 6 in. with concrete. The culvert pipe is thereby 
enclosed in a concrete casing that is square on the outside, the 
dimensions being about 12 in. greater than outside diameter of 
the pipe. As an additional precaution the plank sheeting is 
sometimes left in place. 

With concrete heads on these culverts, the foundations of 
which are carried about 3 ft. 6 in. below the bottom of the cul- 
vert opening, we have had no trouble. The length, height and 
thickness of head walls will, of course, depend upon the height 
of the fill behind the same. Cases where pipes were broken 


under the track or pulled apart have not bothered us, as I now 
can recollect, except in places where there have been compara- 
In these situations we simply put temporary 


tively low fills. 
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stringers under rails, resting on the earth at the ends, of sufficient 
size to carry the load for the opening desired, and after ex- 
cavating down to the pipe, relaid it as outlined above. In deep 
fills, where extremely long piles would be necessary to make an 
opening down from the track for such cases, I would advise 
tunneling from the end of culvert, if it was not possible to 
remedy the trouble from the inside of culvert pipe. 

C. S. Knickerbocker (N. Y., O. & W.).—It has been our 
practice to put rods the entire length of the culvert, inside the 
pipe, and the same on the outside, to prevent the iron pipe from 
pulling apart. In this case, of course, the ends are enclosed in 
concrete, which is part of the parapet wall. 

F. L. Stuart (Erie) —While it is true that no pipe should 
be put in where the foundations are so soft that it is liable to 
pull apart, in unimportant work the risk is sometimes taken, on 
the score of economy. In such cases I think the plan which 
offers the most hope of holding the pipe together is to lead the 
joints, put in a gravel foundation, build head walls and tie them 
together independently of the pipe. My idea is that the tying 
of the head walls would give some play to the pipe, whereas if 
clamps were put on at each joint they virtually make a girder 
of the entire pipe, and a settlement of the embankment will break 
this girder much sooner than it will open up the pipe with the 
head walls tied together. 

Thomas L. Dunn (Maine Central).—I have put in very few 
pipe culverts on concrete or masonry foundations. In putting 
them in on soft ground I have generally laid the pipe on timber, 
making a solid bed of ordinary second-hand cedar cross ties 8 ft. 
long. Such a bed is more elastic than masonry, and I think the 
pipes are less liable to pull apart. Ordinarily, too, when laying 
pipe culverts in soft ground the earth is very wet and the timber 
therefore lasts indefinitely. In two or three instances where 
pipes have pulled apart, I have simply had the pipes jacked up 
to grade and thickened up the timber bed under them. Then 
if they were pulled apart more than 2 or 3 in. I have had a 
short piece of pipe put in and made connection with a sleeve. 
If pipes were pulled apart but 2 or 3 in., I would put a belt of 
concrete around the pipe. 

G. A. Wright (Illinois Traction System).—About the best 
thing to prevent pipe from pulling apart that I know of is to fill 
the chime of the bell end with good, rich cement mortar, well 
packed in. This will hold the sections together under ordinary 
conditions. I have found it necessary, in some places, to put 
rods from end to end, with strong hooks to reach over the ends 
of the pipe and turnbuckles to draw them up tight. In some 
places where one or two joints have been added to the pipe 
already laid to widen the bank for second tracks or sidings, I 
have placed these rods on the inside of the pipe. These pipes 
added for wider fills I have found the hardest ones to hold to 
place, as the new fill generally slides down the slope of old one 
and carries the pipe with it. 

As to repairing them when pulled apart, I have pulled them 
back with a heavy chain and steamboat ratchet. In some cases 
I have found it necessary to excavate down to the top of the 
pipe and alongside to about the center of diameter, before being 
able to move them. The rods used were made up in 12-ft. 
lengths, and these sections were coupled together with welded 
eye. Old bridge rods were utilized for the material. 

A. S. Markley (C. & E. I.).—After laying pipe in place fill the 
bell around the spigot end of the pipe full of grout made of one 
part cement and three parts sand. Care should be taken that the 
grout is well mixed and stirred up while pouring, so that the 
sand and the cement will not separate. Care should also be 
taken that a clay roll or pipe jointer is held firmly against the 
beli of the pipe, to prevent the grout from escaping through an 
open seam. This method has been our practice for the past ten 
years and has proved very successful. Previous to using this 
method, in a good many cases, joints of pipe would partly 
separate, more particularly those on the outer ends of high 
banks, until the bead on the spigot end of the pipe would pull 
apart sufficiently to engage in the groove in bell end. In some 
cases, very rarely, the ends of the pipe will pull out of the bell, 
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disconnecting the joint. Where the ground was soft and 
the pipe likely to settle irregularly and out. of line, the 
cement calking not being likely to hold, I have put three 
rods of about 1 in. diameter, depending on size of pipe, 
hooked over ends of pipe, with turnbuckles in the cen- 
ter of each rod, on the inside of pipe, to pull the sections 
firmly together before filling. The rods are divided at equal 
distances apart. If advisable the joints can be grouted, as above 
explained. After the pipe has thoroughly settled to a firm 
foundation the rods can be removed. P 

The only successful way of repairing pipe that is pulled apart 
under heavy banks is to dig them out and reset them. Under 
light banks, with open joints near the ends, I have jacked the 
ends up in line and pulled them together with crab and block 
and fall, either by anchoring the same at opposite ends of the 
pipe or by using jacks instead. Where the pipe has crushed 
under heavy banks I have lined them with one row of brick, 
laid rollerways, in cement mortar. This was done where the 
pipe was sufficiently large to take care of the water after lining. 
In one case this was done under a 60-ft. bank, and a 36-in. pipe 
flattened 3 in. out of true shape. This happened ten years ago 
and the pipe is still in good condition. In this case the pipe 
was broken under the center of the bank. At ends of the pipe, 
where it was undisturbed, no brick was placed. Where the 
brick terminated a sloping offset of cement mortar was put in 
to prevent drift, etc., from lodging against it. No trouble has 
been experienced in consequence of the installation of these 
brick. 

Lee Jutton (C. & N. W.).—In repairing an open joint in a 
cast iron pipe culvert when the distance from base of rail to the 
bottom of the culvert is 5 ft. or less, the pipe should be dug out 
and relaid, at the same time providing a good foundation. When 
it is not advisable to do this, the joint can be repaired with 
concrete and cement. To do this the dirt should be taken out, 
as much as possible, under and around the pipe at the open 
joint and the space thus formed filled with concrete, finishing on 
the inside with cement mortar. If the waterway can be reduced 
at the culvert to be repaired, then a 6-ft. length of pipe having 
no bell may be put inside to cover the open joint. The difference 
in diameter between the two pipes should be enough to allow 
2 or 3 in. of concrete to be placed between them. At the up- 
stream end of the short length, the concrete should be tapered 
off, so that there will be no abrupt obstruction to the water. 

J. D. Moen (C. & N. W.).—In my opinion, the manner of 
making repairs would be governed altogether by conditions. It 
the pipe is large enough for a man to work inside—say 36 in. 
or over—and the aperture is not too great, it might be cleaned 
out properly and filled with cement concrete. In cases where the 
pipe has pulled apart and either end has not settled below the 
line of the other section, a steel jacket might be fitted tightly on 
the inside to prevent any leaking or wash. If repairs are made 
with concrete, as mentioned above, it, of course, would be diffi- 
cult to fill the upper part of the aperture. 

J. M. Caldwell (C. I. & L.).—To repair pipe when it has 
pulled apart, I use old boiler iron bent to the diameter of the 
pipe, placing two pieces, with flanges, at the top side of the 
pipe and bolting them together through the flanges. We have 
discontinued using ordinary cast iron pipe and now have cast 
iron pipe in 3-ft. lengths, with a lock joint. This lock joint 
prevents. the pipe from pulling apart. 

The discussion brought out little additional information re- 
garding handling cast iron pipe, but attention was drawn to 
some substitutes for cast iron. Regarding the use of concrete 
pipe culverts on the Southern Pacific, G. W. Rear said: 

When an expensive foundation is necessary an iron pipe 
should not be used. We use concrete pipe in 3-ft. lengths up 
to 36 in. in size. For larger sizes we build concrete arches in 
place. We find we can put in four or five concrete pipes for 
the cost of one cast iron pipe. We do not use any reinforcing 


bars unless the pipe is large enough to be built in place. We 
make four sizes in stock, 12 in. 24 in., 30 in., and 36 in., all 
We do not use concrete pipe unless it 


without reinforcement. 





RAILWAY AGE GAZETTE. 


789 


is 3 ft. or more from the top of the pipe to the base of rail. 
We use a 1:2:3 or 1:2:4 mixture of concrete and let it age at 
least 30 days before laying. The pipe has a recessed bell and 
spigot included in the thickness of the wall. We prefer to use 
good parapet walls to make the water go through the pipe and 
not through the embankment. If concrete pipes separate, the 
joints can be cemented from the inside. 

In regard to the use of concrete pipe on other roads the fol- 
lowing points were brought out: 

Mr. Rettinghouse—We are trying an experiment on 8-ft. 
lengths of concrete pipe and find it can be made and placed 
for about one-half the cost of cast iron pipe for 48-in. size and 
about two-thirds the cost for 36-in, size. The greatest objec- 
tion to cast iron pipe is its uneven strength. Pipe for drainage is 
second-class material unfit for pressure work. Data should be 
collected to allow specifications to be drawn to insure an even 
quality of pipe for drainage purposes. 

A. E. Killam (Intercolonial)—We use both cast iron and 
concrete pipe, but in soft ground always put a concrete founda- 
tion under either type. We allow concrete pipe to season one 
year before laying and have had no failures. Some pipes are 
in service in climates having a temperature as low as 50 deg. 
below zero, but even in these extremes we have had no crack- 
ing due to water freezing in cracks. 

The use of corrugated iron pipe for railway work was con- 
demned by several members on account of its liability to rust 
and mechanical destruction. Lock-joint pipe was also declared 
unsatisfactory by many, for in soft ground the locking feature 
is declared to be inadequate to support the load. 


BUILDINGS AND PLATFORMS FOR SMALL TOWNS. 

C. H. Lake (M. R. & B. T.), Chairman of Committee.— 
Where but a small amount ef freight or passengers are handled, 
it would seem that a combination freight and passenger station 
should be used. The platform should be less than a foot above 
the rail and not less than 10 nor more than 16 feet wide. The 
length should be governed by the maximum length of train 
scheduled to stop at that town. A small platform on level with 
a car floor may be desirable, inside, or at the end of the freight 
room, but should not be near enough the track to endanger pas- 
sengers or employees. 

The station should, wherever practicable, be placed on the 
side of the track nearest the town. When, as is usually the 
case, the station is located near a street that crosses the track 
it should, if practicable, be located so far from such street that 
the local passenger trains scheduled to stop there do not ob- 
struct the street. At stations where such street or highway 
exists, the waiting-room end of the station should be toward 
the street or road and the freight room at the far end. This 
will overcome, in a large measure, the danger of passengers 
walking or stumbling over freight left lying on the platform 
at or near the freight room. 

For stations where but a small amount of freight is handled, 
a house track back of the station is not desirable. Where, 
however, a large amount of freight is received, as is occa- 
sionally the case in small towns and on busy roads, and consider- 
able time would be lost by local freight trains getting out of 
the way of other trains, a track back of the station is desirable. 
With such an arrangement merchandise freight received in 
large quantities may be unloaded by the station or other forces 
into the freight rooms, and local freight train crews may be 
unloading while waiting for through trains to pass. 

Elevators, coal bins, cotton and broom corn platforms, stock 
pens and such structures may then advantageously be located 
along the side track, but far enough from the station or other 
important buildings as not to endanger them 
take fire. 

Ordinarily, section hand car and tool house should be placed 
next to the main track and outside the side-track limits. Much 
time is frequently lost by section workmen being prevented 
from leaving their tool houses by trains standing on the main or 
side track within the side-track limits. 

Coal bins, coal boxes, privies or other out-buildings must 


should they 
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be located to suit the general conditions of the town, climate 
and surroundings. In northern climates it is probably best to 
store the coal in a bin partitioned off in the freight room. 
If this is not practicable, an outside building or covered box 
may be used. A coal house adapted to the needs of a station 
in Dakota would be out of place in Florida. 

As to the materials of which a station platform may be 
built, our attention has been called to the use of locomotive 
or ash-pan cinders, in a manner that is serviceable, neat in ap- 
pearance and on a scale of cost that is appropriate for build- 
ings of cheap or moderate construction. Cinders soon pack 
down hard and make a good surface to walk upon, and one 
that will keep dry under foot. By the use of a curbing next 
to the track, the cinders can be retained at the desired grade. 
On some of the roads or at stations where cheap construction 
is suitable such curbing is made by using old sway braces, with 
split pile butts for stakes. To provide a smooth surface for 
trucking to and from the trains, old bridge stringers are laid 
flush with the top of cinder surface, in two lines parallel with 
the track, and at the proper distance therefrom to permit loaded 
trucks to be pulled alongside the trains. 

The discussion was confined almost entirely to the advisability 
of providing a freight track behind the station. It was pointed 
out that such a track is dangerous because it may be used 
for a passing track, and it is objectionable because cars may 
be left standing on it and thus cut off the access to the freight 
room. On the other hand it is desirable because it allows 
freight to be unloaded without blocking the main track or in- 
terfering with passengers. It was decided to refer the sub- 
ject back to the committee for further consideration. The 
model plans presented with the report were not accepted. 


SUPERELEVATION ON BRIDGES. 

J. P. Snow (B. & M.), Chairman of Committee.—Supereleva- 
tion of the outer rail for curves on bridges may be obtained by 
one of the following general schemes, or a combination of two 
or more of them: 

1. By building the masonry bridge seats out of level or by 
using beveled shoes of different heights under the bridge bear- 
ings, as in Fig. 1. 

2. By building the stringers or girders supporting the ties so 
that their tops will be out of level (Fig. 2). 

3. By capping the trestle bents, either pile or frame, out of 
level or the equivalent of using a tapered cap, a tapered shim 
on a level cap or by tilting a framed bent on inclined footings 
(Fig. 3). 

4, By tapering the ties, as in Fig. 4. 

5. By shimming under the ties, as in Fig. 5. 

6. By shimming under the high rail, as in Fig. 6. 

Thirty replies were received to a large number of circulars 
sent out by the committee, and the first five of the methods 
above received approximately equal numbers of advocates. No. 
6 has no supporters. 

Ballasted-floor bridges are not here specifically considered. 
They solve the question of superelevation at once, without spe- 
cial consideration; although for bridges of this class on curves 
some provision should be made to prevent trackmen or the 
action of trains from throwing the rails from their exact pre- 
scribed position, else there may be trouble from improper 
clearance. 

1. In Fig. 1 the girders are inclined from the vertical. For 
moderate elevation it is advocated by twelve replies. Some 
doubt the advisability of this inclination, on account of the 
action of the live load; but one thoroughly competent engineer 
considers that the girders in this position support the loads 
more conformably to the calculations. It is likely that high- 
speed trains will strain the transverse bracing less, and slow 
trains more, than if the girders were vertical. af 

Several object to Sketch “a,” on account of the difficulty of 
building the masonry. If of concrete, however, such difficulty 
is not apparent. Many advocate securing part of the elevation 
in this way and the balance in the ties. Several replies class this 
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scheme as bad practice. It is, of course, out of the question 
for truss spans. 

2. Thirteen replies favor the scheme in Fig. 2. A few object 
to it on account of dapping the ties across the grain. Cases are 
numerous where ties have split when so dapped, necessitating 
bolts. The scheme is applicable to deck and through girders as 
well as to truss bridges. 

3. The method shown in Fig. 3 applies only to timber trestles, 
either pile or frame. Fifteen approve one style or other of this 
figure. A féw object to “a” as difficult framing or as being 
unsightly. Plans “b” and “c” require an excess of timber, and 
“co” furnishes a bad joint for inducing decay. Plan “d” is 
advocated by only one reply. The purpose of this style seems 
to be to secure square framing. 

The committee is not a unit on this matter, but those having 
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the largest number of trestle bridges prefer style “a 
rience no difficulty in its use. 

4. Seventeen expressed approval of some style of tapered tie 
(Fig. 4). All should have a certain minimum depth under the 
low rail equal to the standard for the stringer spacing in use. 

Several members object to tapered ties of any kind, holding 
that the regular stock size for straight-line bridges should be 
used in all cases to simplify labor and material carried for 
repairs. Style “b” allows the use of a smaller stick than “a” for 
a high elevation and is just as efficient. Style “c” is the standard 
on the Boston & Maine road for metal bridges. It is some- 
what expensive, in that it has to be adzed to shape; but bridges 
on curves are of no great length, and the labor item for a give 
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bridge is hardly appreciable. Its advantage is that the depth at 
the thin end is not reduced too much for properly holding the 
guard timber, and that the low rail is not canted away from 
the traffic, as it is on all other inclined ties. Style “d” is advo- 
cated by one reply as a good method on a double-track deck 
with long ties. The shim is 8 feet long and is well bolted to 
the tie. 

5. Nine advocate shims under the ties (Fig. 5). Several 
object to these on account of their getting out of place, ete. 


Plan “b” was used by the Baltimore & Ohio, when 16-in. timber © 


was in style. Plan “a” does not give sufficient elevation and 
can hardly be subject to this objection. Style “c” is advocated 
by some and objected to by others. It is a longitudinal timber 
as wide as the girder flange and bolted thereto. Style “d” is 
used on solid plate-floor bridges without ties. It is objectionable 
on block signal lines, as perfect insulation is uncertain, which 
necessitates cutting the bridge out of the circuit, so that a car 
on the bridge or a broken rail on it would not put the signal 
at danger. . 

6. The scheme as portrayed in Fig. 6 received no support 
among the replies, except for temporary work. 

All the schemes shown except No. 3 apply to metal bridges. 
It is well agreed that timber bridges of all kinds should have 
the stringers placed in a plane parallel to that of the rails. In 
the case of trestles, it is the opinion of the committee that there 
is no valid objection against framing the caps to the proper 
inclination to receive the regular standard straight-line tie. In 
timber stringer bridges resting on masonry, tapered wall! plates 
should be used. 


For metal bridges any of the schemes described will give good 
service if the fitting of the ties to the bridge and of the bridge 
to the masonry is perfect, so that no movement will occur. 
The simpler these fittings are the more certain it will be that 
good fits will follow. To secure favorable conditions of sim- 
plicity, the masonry should be level, and the lower face of the 
tie should be parallel to the plane of the top flanges of the 
stringers. These conditions reduce us to “b” of Fig. 1 or to 
Fig. 4. Our replies indicate that not over 4 in. superelevation 
should be obtained by scheme 1; hence if more is required it 
should be obtained wholly by 4 or by a combination of 1 and 4. 

After a short discussion a resolution was passed declaring the 
sense of the association to be that superelevation should be 
obtained as shown in Fig. 3 “a” for pile trestles and frame 
bents; as in Fig 1 “a” for I-beam and deck plate girder spans 
of medium length if concrete bridge seats are used; as in Fig. 
1 “b” for I-beam and deck plate girder spans of medium length 
if masonry bridge seats are used; and as in Fig. 4 “a,” “b” or “c” 
for through truss and girder .spans and for long deck plate 
girder and deck truss spans. 

WIRE GLASS. 

E. E. Wilson (N. Y. C. & H. R.), Chairman of Committee.— 
From a total of sixty-five circulars sent to members of the 
association who have in hand the erection and maintenance of 
buildings in which wire glass is or could be used, the committee 
received fourteen replies. Of the fourteen replying nine re- 
ported that they do not use wire glass at all; two use it par- 
tially; two use it extensively, and one reports having stopped 
using it. Owing to the incompleteness of our information, we 
do not feel that we are in a position to make any recommenrida- 
tions on the subject. 

Wire glass costs about 50 per cent. more than plain glass. It 
is less liable to do damage after being broken, on account of 
the wire preventing pieces from falling. Plain glass with a 
wire netting hung underneath, to prevent pieces of broken glass 
from falling, is not efficient, as the netting may rust away so 
quickly that its renewal is quite an item of expense. 

Large sizes of wire glass are not economical; first, because 
of the additional cost of large sizes; second, because of the 
additional chance of large sizes being broken. Sizes 24 in. x 36 
in. in skylights and sizes 36 in. x 40 in. in doors and partitions 
are economical sizes. 
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The gas and smoke from locomotives, because of their influ- 
ence on the metal framework of train sheds and skylights of 
roundhouses, is the primary cause of the breaking of much 
glass. Contraction and expansion of metal frames is also a 
serious cause of breakage where glass is tightly fitted to the 
frames. Glass set horizontally or at an angle breaks more 
readily than glass set vertically. Wooden bars for frames or 
sash are preferable to steel, on account of the effect of gases 
on steel bars; also there is less liability of breakage by expansion 
and contraction where wood is used. It is not practicable to 
use wire glass in roundhouse doors and windows, but it can be 
used in skylights and monitors of roundhouses, in train sheds 
and in roofs of shops and in station buildings. 

Wire glass windows and partitions in buildings will withstand 
extreme heat without breaking and falling out, and thus prevent 
the spreading of fire to some extent. Several fire chiefs from 
the larger cities have recommended that it be used wherever pos- 
sible to do so. 

Below are three of the letters received: 

H. H. Pollock (P., C., C. & St. L.).—As almost all glass around 
engine houses and shops is broken by flying pieces of steel, such 
as rivet heads, etc., I do not think wire glass would reduce the 
cost of maintenance, for it would certainly break under such 
conditions. We aim to use small size glass around our engine 
houses and shops, so that when a missile goes through the 
damage is small. Glass such as we use will cost about 4 cents 
per light. 

George W. Andrews (B. & O.).—We use a large amount of 
wire glass in buildings on this system, principally in skylights 
of train sheds, warehouses, stations, etc. Our main office build- 
ing in Baltimore has all windows in the fourteen stories of 
polished wire glass, the sizes used running anywhere from 18 in. 
square up to 24 x 60 in. The glass used is both rough, 
ribbed and polished; usually rough or ribbed on skylights and 
polished in doors and windows. 

I consider it practicable to use wire glass in any opening 
where glass may be required. It is not economy to use it for 
all purposes, as the glass costs practically double that of plain 
glass. 

We have experienced a great deal of trouble with wire glass, 
caused by cracks due to expansion and contraction, the cracks 
very often causing leaks, especially in skylights. 

I believe this could be overcome in a great measure by allowing 
more space between the skylight bars, thus giving the glass room 
to expand. 


My recommendation in this matter would be to use wire glass 
in all skylights and in all buildings that it is desired to make 
fire-resisting. I do not think it would be economy to put it in 
buildings of a temporary character or in frame buildings, other « 
than in skylights, as first mentioned. 

M. M. Barton (Penna.).—We use wire glass in train shed 
skylights and monitors, pier shed skylights and in buildings 
where fire protection is deemed necessary. We use the rough 
glass for skylights and monitors, and polished article in doors 
and windows of buildings. 

Rough wire glass 22 or 24 in. wide by 72 to 90 in. long and 
3 in. thick costs 22 cents per square foot. This is used in sky- 
lights on train sheds, piers and freight houses. Rough glass 
(not wire) of same dimension sizes costs 13 cents per square 
foot. Polished plate of same dimensions costs 48 cents per 
square foot. None of this glass will hold am even thickness. 
Variations of 1-32 to 1-16 in. are frequent. Polished, wire and 
common plate glass in the trade is listed % in. thick, but varies 
the same as does the % in. thick rough. Polished % in. thick 
wire glass, in sizes up to 18 in. x 24 in., costs 40 cents per 
square foot. Rough glass 23 in. x 23 in. by 1 in, thick in use 
on veranda over sidewalks, Broad Street Station, costs 70 cents 
per square foot. Florentine glass used in elevator door shafts 
and partitions, also figured rolled glass % in. thick with a 
variation of 1-32 in. costs 12 to 15 cents per square foot. These 
prices are based on 1909 net quotations. At present there has 
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been a sharp advance in the price of all glass, especially polished 
wire and plate, which have advanced 40 to 60 per cent. 

It is practicable to use wire glass in roundhouse doors and 
windows, but I do not approve of its use for this purpose. 

It is economical to use in windows and partitions where the 
glass is vertical, panes not over %4 in. thick and in sizes up to 
1X in. x 24 in. When this size is exceeded the cost advances 
75 to 80 per cent. 

Since the liability to breakage in wire glass is less than it is 
with plain glass, I believe the cost of maintenance is less than 
it is with the plain glass. 

Mr. Clark.—In some places we are compelled by city ordi- 
nances to use wire glass for skylights, but it is not economical 
for windows and doors. 

Mr. Staten—We have used wire glass for train shed roofs 
and had trouble with leaks. They were stopped by stuffing them 
with any material convenient, and the result was very unsightly. 

Mr. Rettinghouse——The use of wire glass in roundhouses is 
advisable if wooden brads are used to hold it in instead of putty, 
which falls out easily and causes a large percentage of the 
breakage. 

Mr. Cahill.—Putty must be used on horizontal surfaces to 
make watertight joints. The objections to putty can be de- 
creased if the sashes are well primed before puttying to prevent 
the dry wood absorbing all the oil from the putty. 


HOOPS FOR WATER TANKS. 

T. E. Weise (C., M. & St. P.), Chairman of Committee.— 
The committee received a very generous response to the in- 
quiries sent out and the replies show a wide range as to 
experience and opinion. 

Four styles of hoops are being used for tanks of 50,000 to 
100,000 gallons capacity: (1) flat hoops, (2) square hoops, 
(3) round hoops, (4) segmental hoops, also variously Gesig- 
nated as half round, half oval, or half elliptical. 

‘ Until quite recently flat hoops were used almost universally 
for tanks of all sizes. There are many who advocate this 
style as the best for the tanks under consideration, claiming 
that they have a more uniform bearing on the staves, do not 
crush the fiber of the wood, and if properly put on and cared 
for will outlast the staves. The Illinois Central cites an in- 
stance in which they took down a 100,000-gallon tank with 
flat hoops, that had been in service 16 years. The hoops and 
also those portions of the staves under the hoops were found 
in perfect condition, and the tank was again erected at another 
location without any substitutions. 

The experience of other members of the association has been 
quite to the contrary. Flat hoops have been removed after a 
comparatively short service, badly corroded on the inside and 
with the staves under the hoops badly decayed. Location of 
the tank is quite a factor in the life of a hoop. If located at 
a terminal, perhaps next to an engine house or a clinker pit, 
the hoops will deteriorate rapidly. There are also instances in 
which the kind of water in the tank is especially injurious to 
the hoops, and location near salt water is also a severe test. 
In some cases the decay of the staves under the hoop seemed 
to be directly due to the rusting of the iron. 

It is quite generally recommended that flat hoops be given 
two coats of graphite, asphalt or mineral paint before erection 
and that the staves also be painted at least one good heavy 
coat on the outside. Taking off the hoops and cleaning them 
on the inside is considered an expensive operation and im- 
practicable. 

Flat hoops are the standard on the III. Cent., the L. S. & M. S., 
the T. P. & W., the Mich. Cent., the P. C. C. & St. L., the 
Cent. of Ga, the M., St. P. & S. S. M,, the C. & S., the 
C.& N. W., the B. & M., the Nor. Pac., the Intercolonial, the 
N. Y. C. & H. R,, the M., K. & T., the P. & L. E,, the Florida 
East Coast, and possibly some others. 

There is great variation in the dimensions of flat hoops. 
In thickness they run from % in. to 34 in. and in width 


from 3 in. to 6 in. Some roads use a uniform thickness and 
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vary the width, some use a uniform width and vary the 
thickness, while others use various widths and thicknesses. There 
is also much variation as to spacing, but for obvious reasons the 
wider and thicker hoops are placed near the bottom of the tank 
and the narrower and lighter ones toward the top, placing the 
lower hoops quite close together and widening the space as they 
approach the top. 

On the Florida East Coast all the hoops are of the same 
size, namely, ¥s in. x 3 in. and the lower six hoops are put 
on in pairs. 

In recent years it has not always been easy to obtain wrought 
iron flat hoops, and therefore steel hoops are used. Steel hoops 
are found to be quite brittle, and quite often break while being 
tightened, or as the result of the swelling of the tank, or on 
account of unusual weather conditions. The most serious ob- 
jection is that they corrode more easily than wrought iron. 

Galvanizing of steel hoops lengthens their life, but does not 
eliminate the brittleness, and many claim that the galvanizing 
covers surface defects that would otherwise cause the rejection 
of the material. When galvanized hoops are used, they should 
be inspected before and after galvanizing. 

Round hoops have come into use only within the last few 
years and seem to be proving very satisfactory. Wrought iron 
is considered the best material and is more easily obtained in 
this form than in the flat shape. Mild steel is sometimes used, 
in the round hoop as well as in the flat hoop, but the same ob- 
jection of brittleness is present. 

One argument in favor of the round hoop is that fully 90 
per cent. of its surface is exposed to view; deterioration is more 
easily discovered and painting is more effective. With the 
flat hoop, at least 40 per cent. of its surface is next to the 
staves and practically inaccessible. 

A number of railways, such as the P. & R., the M. & St. L, 
the L. & N., the W. & L. E,, the C., M. & St. P., and the 
L. E. & W., are using round hoops exclusively in the con- 
struction of new tanks. The M. & St. L. is also using round 
hoops in repairing old tanks, either by adding them to make 
the tank safer or substituting them for worn out flat hoops. 

It is claimed that because the round hoop has less bearing 
surface on the stave it crushes into the fiber and not only 
weakens the stave, but induces decay. Others who have had 
experience say that if the hoop is properly put on there is no 
appreciable crushing of the fiber. 

The round hoop forms a ledge or pocket on the upper side 
which allows the accumulation of dirt, cinders and moisture. 
Some claim that this is not a serious matter because the sun 
and wind evaporate the moisture before harm can result. It 
is also claimed that where flat staves are used the hoop does not 
touch the center of the stave and moisture is not retained. 
This may depend on whether the wood is soft or hard; some 
tanks have been examined that showed no such drainage space. 
On the W. & L. E. it is the practice to calk the round hoops 
with oakum and fill the top space with roof cement to shed 
water and also to protect the hoops. 

The committee received no report from any railway that 
is using square hoops as a standard. The Illinois Central has 
one tank equipped with hoops %4 in. x 2 in., which may be 
called square hoops for all practical purposes, that have been 
in service for about 20 years, and the hoops, which are of 
wrought iron, show no great sign of deterioration. 

E. L. Loftin, of the Vicksburgh, Shreveport & Pacific, writes 
that his company uses steel tanks entirely, but that a great 
many wooden tanks with square hoops are used in that part 
of the country. The hoops are from 1% in. square to % in. 
square, put on in three sections, with lugs similar to those 
used with round hoops. 

The segmental hoop has one flat side and does away with the 
objection to the round hoop of crushing into the wood and of 
collecting and holding dirt and moisture. It has all the advan- 
tages of the flat hoop, -with the added one of being narrower 
for the same strength; and, because it is heavier at the center, 
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it is not weakened so quickly by corrosion. The N. Y. C. & H. 
R. has used half round noops for tanks on some divisions. 
The Southern Indiana built a 20 ft. x 30 ft. tank with seg- 
mental hoops the past summer and is well satisfied with it. 
Material of this section is a standard shape and is carried in 
stock, hence it does not have to be specially rolled. 

Flat and segmental hoops are fastened or brought together 
by pairs of lugs made of either cast or malleable iron. In 
some cases the lugs are riveted to the ends of the hoops, while 
in others they are clamped on by a wedge, which is assisted 
by a slight kink near the end of the hoop. The pair of lugs 
is then brought together by either one or two bolts or, more 
properly speaking, rods with nuts at each end, and in this 
way the hoop comes into proper contact with the tank. 

Another form of lug that does away with the riveting is 
in use on the Michigan Central. In this method the hoop 
is bent to fill a hollow in the lug castings, which are clamped 
together with U-bolts. 

K. Peabody, of the N. Y. C. & H.R, tells of one style 
of lug in use on that road that is rather interesting. The hoops 
are bent back on themselves and welded. Through the ioop 
thus formed, a vertical iron rod 2% in. in diameter is passed. 
Each end of this rod is drilled for a 1% in. bolt Two such 
‘bolts with 6 in. thread on each end are used to tighten the 
hoops. This method prevents any cocking up of the lug. 

Segmental hoops are riveted to cast iron lugs. As used by 
the Southern Indiana, the hoop is bent up around a rounded 
portion of the lug and a hole is punched through it so that the 
bolt passes through both lug and hoop. 

Square and round hoops are brought together by very simple 
Jugs made up of a single casting having two lateral holes 
through which the threaded ends of the hoops are passed and 
fastened with nuts at opposite sides. The hoop is brought 
into the required contact with the tank by tightening these 
nuts. This simple lug and the way in which it is applied is one 
of the arguments in favor of the round hoops. The lug 
adopted by the L. & N. as its standard is the style generally 
used. 

It is the usual practice in tanks from 20 ft. to 30 ft. in diam- 
eter to have the hoops in three sections, although there is some 
difference of opinion as to what is best. The C. & S., the 
L. E. & W., and the P. & L. E. use two sections. The Mich. 
Cent. and the W. & L. E. use four sections for tanks 30 ft. in 
diameter. There are others who apply the lower and heavier 
hoops in four sections, and those above in three and sometimes 
two sections. 

The two-section hoop is difficult to erect, and by using more 
sections the stress on the staves can be more uniformly 
distributed. 

It is quite generally recommended that the tank should have 
one or two good coats of paint on the outside before the hoops 
are applied, and that the hoops should have one good coat of 
mineral or, graphite paint on the inside, and two coats if 
practicable. The outside of the hoop should be painted with 
the same kind of paint, and as frequently as the remainder of 
the tank, at intervals varying from three to five years. 

So many factors enter into the durability of tank hoops, 
such as material, kind of water in tank, proximity to engine 
terminals, manufacturing plants, salt water, etc., that the de- 
cision as to which hoop is best to use must be very largely a 
matter of personal judgment and familiarity with local 
conditions, , 

C. A. Lichty (C. & N. W.).—There is no doubt that the 
wrought iron hoop is much better than the steel one; and 
considering its length of life it is also more economical. The 
material is more important than the shape. 

Mr. Clark.—The Baltimore & Ohio has adopted the wrought 
ron hoop and will not accept anything else. 

James Dupree (South. Ind.).—The thin flat hoop and the 
round hoop expose too great a surface and therefore corrode 
more quickly. The thin hoop has the advantage that it fits the 
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staves closely. The round hoop is compact and easily inspected. 
But the advantage of the flat hoop is slight because it does not 
fit close enough to exclude water, and the advantages of the 
round hoop are outweighed by the fact that it crushes the 
wooden staves and catches water and dirt. The half round or 
segmental hoop is compact, does not expose as much surface 
as the other forms, and does not hold water or dirt. Such a 
hoop should have a life as great as that of the wooden tub. 

After some further discussion a motion was passed recom- 
mending the flat wrought iron tank hoop for all sizes of tanks. 

FIREPROOF OIL HOUSES. 

G. W. Rear (S. P.) Chairman of Committee.—The storage 
should be of sufficient capacity to permit of emptying tank 
cars or barrels promptly and with as little labor as possible. 
The delivery of oil should be in charge of the regular store- 
keeper and be issued on requisition, so that it can be properly 
accounted for. This method of handling tends greatly to 
economy in its use. Consequently it is necessary that the oil 
house shall be near enough to the general store to permit of 
having the delivery pumps or faucets in the storeroom; and 
while it is possible to pump the oil a considerable distance, it is 
seldom possible to place the oil house at any great distance 
from other buildings, as the usual layout of terminal provides 
very cramped space for the necessary buildings. 

The committee believes that buildings can he built and sys- 
tems of handling devised which will permit the oil house to be 
placed anywhere that may be convenient without increasing the 
fire hazard. 

The building itself should be of fireproof construction, de- 
signed especially for the handling and storage of oil, and 
should be equipped with facilities for filling cans and barrels 
for shipment to small stations, and for the unloading of oil 
received. 

The storage room should be underground, if possible, and 
should have concrete walls, floor and ceiling. The second floor 
and roof should be of fireproof construction, but may be of 
concrete, brick or steel frame, with galvanized iron roof and 
walls, as may be desired. The fill boxes, pumps and drip pipes 
should be on this second floor. 

The oil should be stored in suitable tanks of such a size as 
will permit of prompt unloading, whether delivered in tank cars 
or barrels. This permits cars to be released and barrels or 
drums to be returned without delay, and greatly reduces the 
loss from leakage. 

The tanks should, be dust-proof and should be placed low 
enough to permit emptying oil into them by gravity. If the 
drainage will not permit placing the tanks below the grourd 
level, it will generally pay to elevate the receiving track. 

The tanks should be made of hearth steel with lap 
riveted seams and well calked. No substituted for caiking, such 
as red lead paste, paper felt, etc., should be permitted, for in time 
they will dry or crumble and fall out, leaving a leak. 

Before the tanks are put to use air pressure should be ap- 
plied, to make sure that they are tight; and manholes with 
removable covers should be provided so that the tanks can be 
inspected or cleaned. 

Indicators should be provided to show quantity contained, 
in gallons or otherwise. 

The tanks should be equipped with suitable automatic vents 
to allow air to escape or be drawn in when filling or emptying, 
and those used for volatile oils, especially gasoline, benzine, 
naphtha, etc., should have a special vent pipe run to the out- 
side of the building and to a sufficient height to insure against 
evaporation. This will permit gases to escape in case of ex- 
cessive heat, thus removing all possibility of explosion. 

It is probably best practice to bury tanks containing gasolene, 
benzine and naphtha, in the ground, or place them in a special 
vault outside of the regular oil house. 

Where tank cars are used, supply pipes should be furnished 
leading from the cars to the tanks, a separate pipe being used 
for each kind of oil. These pipes should be permanently con- 
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nected to the tanks and equipped with flexible connections to 
attach to cars. These flexible connections should be arranged 
so that they can be swung out of the way when not in use, and 
should be equipped with caps or valves to keep dirt and air 
out when not in use. Steam pipes for heating the oil in the 
cars may be necessary, and if so, should be provided. 

If the terminal point furnishes oil to smaller stations, steel 
barrels or drums should be used, and separate pumps or fau- 
cets should be provided for this service; but the committee is 
of the opinion that the best method of supplying oil to small 
stations is by a supply car equipped with tanks of sufficient ca- 
pacity, and by pumping the oil through hose direct to the tanks 
in the local oil house. This method is in use on several 
large roads, and they report a large saving from loss by waste 
and leakage, which is bound to occur in shipping oil in cans 
or barrels. 

For making small deliveries of oil to engines, mechanics, etc., 
the best method is to use an automatic measuring pump, one 
having a continuous meter being the best. Several very re- 
liable pumps for this purpose are on the market. 

For filling barrels or large cans the oil can be handled by 
hand or power pumps, or by the use of compressed air. While 
it has generally been believed that the use of compressed air for 
handling illuminating oils is objectionable, on account of de- 
deterioration caused by moisture in the air, there is a strong 
opinion on the part of storekeepers and practical men that the 
use of air does not deteriorate the oil for practical purposes. 
Several roads uSe air pressure in some part of the handling 
of all their oils, and seem convinced that if there is any de- 
terioration it is not to such an extent as to be noticed by the 
ordinary observer. Air pressure is of particular advantage in 
handling oil from supply cars, as the air can be taken from the 
train pipe, and other power is not likely to be available. 

The Atchison, Topeka & Santa Fe has a combination store 
and oil house at Topeka, Kan., 50 ft. x 150 ft., with 31 tanks in 
the basement, varying from 220 to 10,000 gallons capacity. 
It has a covered platform 20 ft. wide along one side of the 
building, the entire length. The house is built of fireproof con- 
struction throughout. The basement walls and floor are of 
concrete, and the floor of reinforced concrete. The 
system of handling cil is described as follows: 

“From our new oilhouse at Topeka is handled the entire 
supply of lubricating and illuminating oils for the Santa Fe 
system. We have a storage capacity of 150,000 gallons, which 
includes paints and oils such as raw and boiled linseed oil, 
turpentine, etc. We have 31 storage tanks with 31 long distance 
self-measuring pumps of the S. F. Bowser make. In fact, 
the plant complete was installed by the Bowser people. We 
also have seven steam pumps with which oil is transferred from 
one tank car to another. All of our oil on the Santa Fe sys- 
tem is handled in tank car lots with one or two exceptions. 
We have storage tanks of sufficient capacity for two or three 
months’ stock at practically all of our terminals. 

“With this new improved oilhouse and storage plant at To- 
peka it enables us to transfer oil from Union Tank Line cars 
to our own at Topeka, thereby cutting out the mileage and per 
diem charges on foreign cars. Under the old system the Union 
Tank Line cars were sent to the farthest point, Richmond, 
Cal., on our system or south to El Paso and Galveston, and 
by the time the car was returned home we had from $25 to 
$35 charges covering the car. We have cut out this extra ex- 
pense and have 25 cars of our own in service for handling of 
headlight, mineral seal, signal, engine, car and valve oil. We 
can transfer 200,000 gallons in ten hours at this plant. 

“At the outside terminals we have what is known as the com- 
bination oil and storehouse. We have discontinued building 
the old style oilhouses separate and distinct from the store- 
house; instead, we build a concrete basement under the store- 
house platform ranging from twenty to one hundred feet away 
connected up with the Bowser long distance self-measuring 
pumps, placing the pumps in the end of the storehouse so that 
the man issuing the material and supplies can also take care 
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of the oil department as well. By this arrangement we have 
eliminated the first cost of the oilhouse and have reduced the 
cost of handling by reason of the combination which does away 
with the special men that would have to be employed to take 
care of the oilhouse, which means one during the day and 
one at night. We might say from $90 to $100 per month rep- 
resents decrease in handling by reason thereof. 

“The delivery of oil to stations is handled from the supply 
car direct. We have storage tanks at each station based on 
their issues and the stock is replenished monthly from the 
supply car which is equipped with a hose connection so that 
we can fill the storage tank in two or three minutes. By this 
system we do away with the two, five and ten-gallon cans. This. 
system seems to be very satisfactory indeed by reason of cut- 
ting out entirely of local shipments. 

“We have the Bowser system of self-measuring and metering 
pumps at all points and since their installation we have been 
able for the past two years to show a slight overage in each 
of the different grades of oil. Prior to this time we were, 
at the end of each year, from one to three per cent short.” 

The report was accepted with the recommendation that the 
subject be continued next year. 


REGULARITY AND SAFETY. 

Mr. Rettinghouse read a paper on “Regularity and Safety,” 
which followed closely the outline of an address given by Ralph 
C. Richards, general claim agent, Chicago & North Western, ad- 
vocating greater safety for railway employees. Mr. Richards’ 
article appeared in the Railway Age Gazette of September 2. 

NEXT YEAR’S REPORTS. 

The subjects for committee reports for 1911 include the fol- 
lowing, which are carried over: 

Best Method of Numbering Bridges. 

Buildings and Platforms for Small Towns. 

Sash, Size and Kind of Glass That Is Not Economical for 
Roundhouses and Shop Buildings. 

Plans of Fireproof Oil Houses. 

In addition to these, the following new subjects will be 
considered: 

Best Method of Fireproofing Frame and Trestle Bridges. 

Derricks or Other Appliances for Handling Heavy Material 
in Supply Yards. 

Pumping Engines, Best Kind and Ones Most Economical to 
Use, Gasolene, Oil or Electric. 

Records of Bridges, Buildings and Other Structures Showing 
Cost of Construction and Maintenance. 

Concrete Tank Construction and Recent Developments and 
Suggestions. 

Advisability of Using Brick Veneer for Station Buildings. 

Roofs and Roof Coverings. 

It was decided to hold the next convention in St. Louis, Mo., 
October 17-19, 1911. 

The exhibits, which were in the lobby of the hotel, included 


the following: . 

Allith Manufacturing Co., Chicago.—Door hangers, fixtures, asphalt, ready 
roofing. Represented by W. D. Jameson. 

Harry H. Huested——Samples Arrowhead and Protection roofing. 

Barrett Manufacturing Co., New York.—Barrett specifications, 
sented by L. P. Sibley, William S. Babcock, Harry B. Nichols. 

Phillip Carey Co., Cincinnati, O.—Samples Carey’s roofing, standard and 
roofing paints. Represented by J. P. Stagg, John L. Morse. 

Paul Dickinson, Inc., Chicago.—Designs of smoke jacks, chimneys and 
ventilators. Represented by J. A. Meaden. 

Eastern Granite Roofing Co., New York.—Samples of Granite, Tisbest 
and Evertight roofing. Represented by H. Henning, C. F. Barstow. 

Fairbanks, Morse & Co., Chicago.—No. 12 gasolene hand car, No. 26 
section motor car, three Barrett jacks. Represented by C. W. Kelly, Edward 
M. Fisher, J. T. Gratiot. 

H. W. Johns-Manville Co., New York.—Samples Ruberoid and J. M. 
asbestos roofing.’ Represented by F. M. Gilmore, P. C. Jacobs. 

The Leahon Co,, Chicago.—Samples Roofrite rubber roofing, Polar Bear 
insulating paper and paints. Represented by Thomas Leahon. 

Luitweiler Pumping Engine Co.—Model Luitweiler deep well pump. 
Represented by E. D. Williams. 

Otto Gas Engine Works, Chicago.—Designs coal chutes, water softening 
plants, pumping plants. Represented by O. C. Lazenby, R. E. Gurley. 

Standard Railway Equipment Co., Pittsburgh, Pa—Samples Monarch mica 
web and mica surface roofing. Represented by E. Payson Smith, 


Straight Scale Co.—Model straight track scale. Represented by William 
M. Welsh. 
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TRAIN ACCIDENTS IN SEPTEMBER. 





Following is a list of the most notable train accidents that 
occurred on the railways of the United States in the month of 
September, 1910. This record is intended to include usually 
oniy those accidents which result in fatal injury to a pas- 
senger or an employee or which are of special interest to 
operating officers. It is based on accounts published in local 
daily newspapers, except in the case of accidents of such mag- 
nitude that it seems proper to write to the railway manager 
for details or for confirmation: 


Collisions. 

No. persons 

Kind of——~, _,—reported 

Date. Road. Place. Accident. Train. Kil’d. Inj’d. 
a arr Lake Ariel, be. Power, 2 8 
6. Wheeling & Lk, E..Run Junction. xc. Ft. & P 1 12 
12. C., C, C. & St. L..Brightwood. xc. EP &p. 2 2 
12. Phila. & Readg.....Coatesville. xc, Ft. & Ft 2 0 
16. Chie. Bi. Os o660 Holt, Mo. be. or. 1 19 
18. Mobile & Ohio ....Beech Ridge. be. Ft. & Ft 4 2 
*18. L. S. & Mich. So... Westfield. rc, Ft. & Ft 1 0 
20. Boston & Me.......Concord,N.H. xc. P. & Ft 0 5 
*91, Penn, Lines .......Delaware. rc, Ft. & Ft 4 2 
22. Mich. Central ..... St. Charles. xc, Ft. & Ft 2 0 
28. Southern Indiana..Terre Haute. be. Ft. & P 2 19 
24. Phila. & Readg....Norristown. xc, Ft. & Ft 2 0 
26. Missouri Pac.,......Herman. be. P. & Ft 3 0 
28. Chic., M. & St. P...Cannon Jnctn. xc. Ft. & Ft 1 3 

Derailments. 

No. persons 

Cause Kind reported 

Date. Road. Place. of derlmt. oftrain. Kil’d. Inj’d. 
2. St. L. & San Fran..Frchmn’s Bayou ms, Pass, 1 1 
2. Boston & Albany... Riverside. ms. Pass, 0 6 
5. Illinois Cent....... Council Hill. brakeshoe. Pass. 1 8 
+7. Great Northern ...Coram. unx. Pass. 2 15 
8. Oregon R.R. & N... Wyeth. ms. Pass. 1 2 
12. Hock’g Valley......Lemoyne. b. rail. Pass, 3 12 
12. Louis. & Nash.....Pocono, Ky. ms, Pass, 2 0 
18. Norfolk & West’n..Delorme. unx, Ft. 2 1 
14, Kan. City So...000 Noame. d. switch. Pass. 1 1 
20. St. L. & San Fran..Olathe. boiler. Pass, 2 0 
eS ee eee Conant. d. track, Pass. 1 30 
723. Chic., R. I. & Pac..Clayton, Kan. flood. Pass. 16 13 
24, Del., L. & Westn... Utica. derail. Pass, 1 0 
30. Northern Pac. ..Missoula, boiler, Ft. 1 0 

Other Accidents. 

7; Galt & Tet... cae Seabreeze. boiler. Ft. i 1 
15. Mo., Kan. & Tex...Coffeyville. boiler. Pass. 2 0 


The worst disaster in this record, that at Clayton, Kan., on 
the 23d, was due to a very unusual flood, caused by a cloud- 
burst which occurred some distance from the line of the rail- 
way. This accident was reported in the Railway Age Gazette 
of September 30. All of the men of the train crew were killed 
except the rear brakeman and the porter. 

The collision at Run Junction, Ohio, on the 6th, was caused 
by the running away of a locomotive. This engine, after a 
slight collision near Massillon, ran uncontrolled to Run Junc- 
tion because it had been abandoned by its engineman. 
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1 Abbreviations and marks used in Accident List: 

re, Rear collision be, Butting collision xc, other collisions b, 
Broken——d, Defective unf, Unforeseen obstruction—unx, unexplained 
——derail, Open derailing switch ms, Misplaced switch acc. obst., Ac- 
cidental obstruction malice, Malicious obstruction of track, etc. boiler, 
Explosion of locomotive on road fire, Cars burned while running——P. 
or Pass., Passenger train F. or Ft., Freight train (including empty en- 
gines, work trains, etc.) Asterisk, Wreck wholly or partly destroyed by 
fire Dagger, One or more passengers killed. 
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Two of the accidents of this month happened to trains on 
which were officers of the road. At Lemoyne, Ohio, on the 
12th, the superintendent of motive power of the road was killed; 
while at Delorme, W. Va., on the 13th, the president and the 
general manager of the road had a narrow escape when their 
special train ran off the track and wrecked the station build- 
ing at Delorme. In this case a road foreman of engines and 
the locomotive runner were killed and the station agent was 
severely injured. 

The trains in the butting collision at Holt, Mo., on the 16th, 
met on a high trestle, but fortunately neither the engines nor 
any of the cars fell through. The westbound train was No. 
1 of the Rock Island road, which uses the Burlington tracks 
at this point. All of the passengers injured were in the smok- 
ing car of the Burlington train, which fell down a bank. It 
is said that a moment after the Burlington train had passed 
Holt, the agent discovered that it had no right to the road and 
he spent considerable time telephoning to farmers along the 
line in the hope of stopping the train, but he accomplished 
nothing. 

The collision at Beech Ridge, Ill, on the 18th, was due to 
the non-delivery of an order to one of the trains, and the 
telegrapher was arrested on a criminal charge. The ‘reports 
say that testimony was presented at the coroner’s inquest to 
the effect that this telegrapher had been under the influence 
of intoxicating liquor. Another account says that this man 
was not the regular telegrapher at this place. 





Of the 10 electric railway accidents reported in the news- 
papers as occurring in the United States in the month of Sep- 
tember, four were attended with fatal resuts. Derailments due 
to misplaced switches occurred at Detroit, Mich., and Roches- 
ter, N. Y., one person being killed in each case. Near Tipton, 
Ind., on the Indiana Union Traction Line, a butting collision 
was charged with six deaths and six injuries; and at Bluffton, 
on the Fort Wayne & Wabash Valley Line, in the same state, 
occurred the great disaster reported in the Railway Age Gazette 
of September 23, page 563. In this 42 persons were killed and 
seven injured. The third one of the three electric-car disasters 
occurring about that time, happened in October (Staunton, III, 
October 4, on the Illinois Traction System). 





PACIFIC TYPE LOCOMOTIVE; CENTRAL RAILROAD OF 
BRAZIL. 





Two Pacific type locomotives, said to be the heaviest engines 
as yet shipped to South America by the Baldwin Locomotive 
Works, have recently been completed by that company for the 
Central Railroad of Brazil. The total weight is 189,100 Ibs., of 
which 116,900 Ibs. are on the drivers. The tractive effort is 
29,130 lbs., making the ratio of adhesion 4.01. While a number 
of special details have been incorporated to suit the road’s 














Pacific Type Locomotive for the Central Railroad of Brazil. 
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standards, the design in general follows domestic practice quite 
closely. 

The details of the superheater are shown on the drawing, the 
superheater pipes being located in 20 tubes, 5% in. in diameter. 
These are grouped in four vertical rows. The superheated 
steam headers are connected transversely by an equalizing pipe, 
located in the bottom of the smokebox. Imported Cardiff coal 
is used for fuel. The grate is composed of 15 water tubes, 
running lengthwise of the furnace, and alternating with plain 
cast iron bars. The drop plates also extend lengthwise, and are 
placed at the center. A brick arch is supported on water tubes. 
The boiler is of the extended wagon top type, 66 in. in diameter 
at the front end and 75 in. at the dome ring. The crown of 
the firebox is flat and is supported by T-bars hung on expansion 
links. 

The steam distribution is controlled by inside admission piston 
valves, 12 in. in diameter, which are placed with their centers 
5% in. outside the cylinder centers. The links are placed out- 


side the leading driving wheels and are mounted on cast steel 
bearers, which serve as supports for the reverse shaft bearings 
also. 


In accordance with the road’s practice, the Belpaire com- 
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Ratios. 


Total weight + tractive effort. cscs eee aheens ose ie 6.49 
Weight on drivers ~ tractive Se SNR IS 4.01 
Tractive effort X diam. drivers + equiv. htg. surface.* .534.20 
Total equiv. heating surface* + grate area........+++- 86.23 
Firebox heat’g surf. + total equiv. htg. surf.,* per cent. 4.15 
Weight on drivers + total equiv. heating surface*..... 31.52 
Total weight ~ total equiv. heating surface*.......... 50.99 
Volume both cylinders, cu. ft.......cccccccccccscccccs 11.76 
Total equiv. heating surface* ~ vol. cylinders ssakaaee 315.30 
Grate area = ‘vol. Cylinders .....cccccscecceecs caewes 8.65 


*Equivalent heating surface = evaporating heating surface (2,762 sq. ft.) 


plus 1.5 times the superheater heating surface (631 sq. ft.) = 3,708 sq. ft. 


Cylinders. 
BM Sicicheaut chteGeucagss sense nese e ie assed eee Simple 
ee ES Sne re Prey Pry eee ee ya reer rere ery. 21Y, in, 
eee er err rere ree ri 28 - 
Valves. 

OS ey Serio SEL Pood Balanced piston 
IEE Honea s cane eon pues Obes suheres ee ses te sGekcuoes 12 in. 
Wheels. 

Driving, ey CIE REI. 554 ayaa caer aban eewienae 68 in. 

ES a eee ye tery errs es 

nt PT Se er ee en ec arr 9x 12 in. 

TIN REN A UIOUOE 6 5 sa 59 6 64 00 60's oo hb 000 889 4908 30¥% in. 

OR SEMEMEE, 5 0's 660 ooo 549008 6 8 ve we ewe 5% = 
ERE EOE 5 h.9 5 46 0 0565 0 4044649049444 OOO 

I ERIK, SOTEID +0 4 6.055055 6% 00 ob 060 504s al6< 74x 2 - 

Boiler 
SEE Ge The eben wee Ness see aba sss olsen ak eue ses Wagon top 
WP MENNRINE. on p gah so 5 S50 bee ees: 5'5 peu ww amiee 180 Ibs. 





Superheater on the Pacific Type Locomotives for the Central Railroad of Brazil. 


bined screw and lever reversing gear is used. The valves are 
set with a constant lead of x in. The cylinders are placed 90 in. 
between centers and are lined with hard bushings % in. thick. 
Both the piston and valve rods have front extensions. 

The engine frames, driving boxes and driving and engine 
truck wheel centers are of cast steel. Phosphor bronze hub 
liners are used on the driving wheels. The rear truck is of the 
Rushton type, with inside journals. Automatic air brakes are 
used on the driving and tender wheels, and the le Chatelier water 
brake is applied to the cylinders. The tender frame is built of 
8-in. channels, and the trucks are of the equalized pedestal type 
with forged and rolled steel wheels. 


The principal dimensions and ratios are as follows: 
Genera! Data. 


Ly, ee rere h eee ere ee eee ee ee 

ee ee oe yy er ee es ees Cardiff oat 
PON NE TELE OEE. Pee eT eee ree ee te. 5 ft. 3 in. 
EMMI GERGEE, 5 ocss cee ben bheh sas een se nen eee ce 29,1380 Ibs. 
W eight Ph RE MN Hs Sas sasha es Sees s oa pe 189,100 ss 
BENG occas tee vabedsanue seeeue ys 116,900 “ 

4 Sr IME. 556 ida deb bes eh ses an sens 36,600 “‘ 

ad SAUER MEM: 2.5 oe suGey ti bp heb bb bse ee 35,600 “* 

as of engine and tender in working order.... 258,000 “ 
W heel base, ROU (65. bhp chp sied hens ones blesses 11 "ft. 8 in. 
total (cdo SESE RANE SESW eCbERG eee wee SOR 

ify “e ne 4 Lia 


ee eee ee 5 


Onteide diamrter OF HOSE TINE. <6.<c oss os 0.006000 60 snevies 66 in. 
Firebox, WT RN SERIE, Cacia see 0545 5ssen ene sens 66x 94 * 
ONE. SEOUL: 50 <0 sien ss ou nes ee ae wn siae cue er 67% “ 
i NM MK ba anaclapebassaseeehseuaakeus © oS 
= plates, thickness...C., 34-in.; T, “' in.; S. & B., ¥e-in. 
* DPCOMORDE acbvccce saan vase » +in.: S.& B., 3 in. 
Tubes, number and diameter........... 20, “ous jn. ; 210, 2 in. 
EE: AENEID sss wb bn 0s oe dis assess 06s sw ale'slo aud saae 18 ft. 9 in. 
Heating surface, POOR 5 65cbups ee ss Krsna sas eae 2,591 sq. ft. 
DOO “Soa ccs sa sue asss so hae ee ae St ig 
a4 Sf nn cedar esic SOE EE Oe re 631 “ 
“ii sd SERA SEIDES 05050 356s 65s 500wsds a... 
sg ” RMA” tie eWa See eiasls seh OS whence 3,393 “ 
ASD ANNI As aeons sie'b's Oh OSs 5 3408S is oa eines i 
Tender 
Pee RUMI Ss nin so TM hs BAW SE GS ROWE ORS Sone 86% in. 
pe Serr ee eee ree 4%x8 “ 
UIE ARORON. 5 diiids Wn 6 NWN b0000% sss 506d eewebewwe 8,000 gals. 
Sn ER ws Sho eew es abs euwnsheses ssesnusa Wen cesee 7 tons 





Press despatches from Paris say that it has been officially 


stated that the French loan to the Turkish Government had not 
been as yet definitely consummated. An official note issued at 
Paris confirmed the report that an agreement had been reached 
between Turkey and France for the floating of a $30,000,000 
loan in the French capital. The note added that France had 
obtained the guarantees demanded from Turkey. 
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DOUBLE TRACK RAILWAYS IN GEORGIA AND 
FLORIDA. 





The railway map of Georgia given herewith is printed for 
the purpose of showing all sections of railways in the state on 
which there is more than one main track. The termini of the 
sections are as shown in the table below. In the state of 
Florida we can find only two places where there is a double 
track. One of these is on the Atlantic coast line between 
Callahan and Jacksonville—21 miles. This is shown on the 
map now presented. The other section is from Goulding to 
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Double Track Railways in Georgia, and Part of Florida. 


Peninsula, on the Louisville & Nashville. This will be shown 
in connection with the map of Alabama. No map of Florida 
will be printed. 


GEORGIA. 
No. Approx. 
tracks, miles, 
Atlantic Coast Line. 


*Fairfax Junction to Union Junction........ 2 
*Southern Junction to Savannah ........... 2 
Central of Georgia 
Mtiante to: Hapeville so i6 6 6c sisi os tisises o-o00's 2 9 
Experiment to Orchard Hill...........02e00 2 7 
Southern, 

Mogerann: 66: ARGON oie oi 6oa sv ccs wuin cas een eu 2 21 
ROW SHINEE sida kk oceanaecwekecevas 2 3 
Nashville, Chattanooga & St. Louis. 

Atlanta; Ga. to Tila Parle. oceve ek edacieun 2 5 


*Not shown on map. 





RAILWAY BUILDING IN SIAM. 





The southern line of the Royal Siamese State Railway is now 
in course of construction. With rapid work it is expected to 
complete the line in five years. A contract for bridges of struc- 
tural steel amounting to about $30,000 has just been awarded to 
a British firm, without any public tenders having been had there- 
for. This is sufficient material to bridge the 250 miles of rail- 
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way already under construction. It is estimated that structural 
bridge steel will be required for the remaining bridges to the 
value of $125,000, but it is intimated that they will all be ordered 
from the same British firm. Before next June 20,000 tons of 
rails and 2,000 tons of fastenings such as bolts, etc., will be re- 
quired, and these will probably be put to public tender. Within 
two years locomotives and rolling stock will be asked for. 





AND TRAFFIC IN - AUSTRIA- 


HUNGARY.* 


TRANSPORTATION 





BY LOGAN G. M’PHERSON. 


Between the developing countries of northern Europe and 
the backward Balkan states lie Austria and Hungary, inhabited 
by a mixture of races whose coalescence continues to be a slow 
and laborious process. Of manufacturing in general, the making 
of glass, cotton and woolen goods and machinery, there is a 
good deal in Bohemia, the Austrian province that borders Ger- 
many, but the most of this country, as well as nearly all of 
Hungary, is devoted to agriculture, the raising of the grains and 
of livestock, and to the production of lumber from the extensive 
forests. These conditions imply a less advanced stage of industry 
and commerce than is to be found in Germany, France or 
Switzerland, and therefore a less highly developed system of 
transportation. 

The Danube extends through Austria and Hungary to the 
Black Sea. The Moldau is also a principal river of Austria; 
in Hungary are the Tisza, the Drava and other rivers. Of all 
of these a marked characteristic is that they carry but little 
sediment in suspension. Both countries, especially Hungary, of 
which: nearly one-half during an earlier geological era was a 
great lake, were long subject to frequent and excessive inunda- 
tions from overflows. These have been prevented and facilities 
for navigation enhanced by the regulation of the streams, that 
is, by the building of rigid walls to confine their currents and 
by the making of cuts through bends to render the channels less 
tortuous. 

The first expenditure in the line of such improvement seems 
to have been upon the Moldau as early as 1640. Further ex- 
penditures, of which there is no definite record, were made upon 
one river and another during the next two hundred years, but 
a comprehensive plan for the improvement even of the Danube 
was not entered on until 1860, four years after the tolls on 
that river had been abolished by the treaty of Paris. The rivers 
in both Austria and Hungary are now nearly all regulated. 

The principal river improvement in Hungary has been the 
clearing of the channel of the Danube at Orsova through a series 
of formidable rocks known as the Iron Gates, which caused 
rapids and cataracts that were a menace to navigation. 

There has not been a great deal of canal construction in either 
country. A canal was built through Vienna from one point on 
the Danube to another point in 1867, and in one or two places 
access to the Adriatic was facilitated by the construction of 
canals. A canal projected to connect the Moldau with the 
Danube has been completed to a length of 56 miles, and another 
from Parkowitz to Melnik for a distance of 80 miles. In 
Hungary the Francis Canal was built between 1840 and 1850, but 
is now little used. The only really serviceable canal in this 
country at this time is that with a reach of 88 miles connecting 
the Danube and the Tisza. It occupies the channel of a very 
old canal whose resuscitation has cost about $40,000 a mile. Dur- 
ing the 40 years beginning with 1867 the Hungarian government 
appropriated over $48,000,000 for the improvement of waterways 
and over $5,250,000 for the maintenance of existing construction. 
In 1908 it voted an additional $39,000,000 to be used in yearly 
instalments of $1,500,000. Dykes in the lowlands, constructed 
by associations of landowners at a cost of about $71,000,000, 
have been placed under government supervision which grants 
them an annual subsidy of about $1,200,000. At this time only 








*A preliminary report to the National Waterways Commission. 
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about 50,000 acres of Hungary remain subject to serious floods, 
and the various cuttings have reduced the total length of the 
rivers by 1,065 miles. 

The total length of rivers and canals in Austria navigable for 
steamers is 830 miles, for barges and rafts an additional 3,370 
miles, and for rafts only an additional 2,400 miles, or 6,600 miles 
in all. In Hungary 1,924 miles are navigable for steamers and an 
additional 1,165 miles for small boats and rafts. Steamers along 
the Tisza, the connecting canal and the Danube carry grain 
from Hungary to Vienna, but have little return loading, obtain- 
ing only a small share of Austrian and German manufactures 
for Hungary, the Balkan States and Turkey. By far the greater 
use of the tributary streams of both countries is for the con- 
veyance of rafts of logs and lumber. The only ports of either 
country are on the Adriatic, Trieste in Austria and Fiume in 
Hungary, and these are accessible only by rail. 


Neither Austria nor Hungary charge tolls for the use of the 
inland waterways, with the exception that Hungary by interna- 
tional agreement is permitted to charge tolls for the use of the 
channel made by it through the Iron Gates, which is of benefit 
to the commerce not only of Hungary but to that of Austria 
and the Balkan states. In Austria the entire capital, expenditure 
and expense of maintenance was formerly borne by the national 
government, but now it compels the cities and the provinces to 
participate. In Hungary the entire capital and maintenance 
expenditure is borne by the state. Moreover, the two national 
lines of steamers on the Danube receive an annual subsidy of 
800,000 florins ($400,000) each, for which their only obligation 
is to devote the boats to the use of the government in time of 
‘war. The canal in Hungary connecting the Tisza and the Danube 
is, however, controlled by a private company under the super- 
vision of the government. It charges tolls which permit it to pay 
1% per cent. interest to the bondholders. A transport tax 
charged in Hungary on the rivers and canals was maintained by 
the government for a period of about 16 years, but the 
revenue was turned into the general budget. This aroused 
complaint from the water carriers, which led to the abolition of 
the impost. The boats that ply on the streams of both countries 
are mostly paddle-steamers and modern barges owned principally 
by companies. 

Many projects for the extension of canals have been dis- 
cussed for several years, both in Austria and Hungary, and 
definite plans and estimates have been made for certain of the 
projects. The whole matter is subject to the exigencies of poli- 
tics and buffeted one way and another as one party or another 
comes into power. 

The first concession for a steam railway in Austria was given 
on March 4, 1836, for a line from Vienna to Gallicia, which was 
opened in 1837. The next concession was in 1839 for a line from 
Vienna to Raab and Gloggwitz. These were built by private 
capital, but the concessions reserved the right to the state to 
take over and work the lines. By 1840 90 miles had been placed 
in operation, which did not prove profitable, and requests were 
made on the state for assistance. The government perceiving 
that private capital could not be relied on for building an ade- 
quate railway system, adopted, on December 19, 1841, a program 
for the construction of a network of state railways. This com- 
prised a line from Vienna by way of Prag to the Saxon frontier 
at Bodenbach, and another from Vienna to Trieste on the Adri- 
atic. The construction of small short lines was left to private 
companies. 

The operation of the private lines continued to be unprofitable. 
The state extended aid by the purchase of shares, incurring an 
expense for this purpose that by the end of 1848 amounted to 
26,000,000 florins ($13,000,000). The government thereupon 
adopted the policy of taking over all of the lines. This brought 
heavier burdens than anticipated. The receipts of the railway 
taken over did not meet expectations; and the political situation, 
in which a factor was the necessity of obtaining money for gen- 
eral purposes, led to a further alteration in the railway status. 
Under the belief then held that projected lines would be carried 
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to completion more rapidly by private companies, a new law 
was enacted on September 14, 1854, which lengthened the dura- 
tion of the concessions from 50 to 90 years, but also retained 
for the government a large share of influence in the administra- 
tion. 

A number of new companies were formed, largely by the aid 
of foreign capital, and in 1858 the state lines, aggregating at this 
time 1,488 miles, were taken over by the private companies. 
Notwithstanding the financial crisis of 1857 and the depression 
caused by the war of 1859, the railways of Austria rapidly ex- 
tended until the commercial crisis of 1873 not only brought an 
end to the subscription of private capital for further construction, 
but involved the existing lines in great pecuniary difficulties. A 
number of derelict concessions were canceled, construction under 
way was abruptly terminated, and the private companies made 
heavy demands for assistance, ‘which the government was obliged 
to grant. The following years were a period of transition. The 
unwillingness of financial circles to participate in railway opera- 
tions and the necessity of constructing useful lines, as well as 
the constant effort to ameliorate the bad condition of the work- 
men, caused the commencement of a new era of direct participa- 
tion by the state in construction and operation. In 1876 it 
entered on the construction of a number of small lines, and was 
soon obliged to take over several private lines that were hope- 
lessly involved. This policy has continued until in 1906, when 
of the 13,388 miles of railway in Austria the state operated 67.95 
per cent. 

In Hungary the first railway was built in 1846, but develop- 
ment was not rapid. The first construction was by private com- 
panies, but the state had given guarantees of which it was called 
on to perform to such an extent that nationalization was here 
also entered on, and it has continued with even greater progress 
than in Austria. Of the 12,951 miles in Hungary in 1908, 83.5 
per cent. were worked by the state. In these percentages given 
in either country as of lines worked by the state are included 
both the lines owned directly by the government and the lines 
operated by it on behalf of private companies. Concessions 
for new lines are still made in either country, but under strict 
requirements, and they are not being availed of except for 
lines of secondary importance. 


The following memoranda as to the operation of the railways 
of Austria and Hungary is taken mainly from the report of 
the Board of Trade Railway Conference of England, which has 
made expert investigation of the status of the railways of 
several countries of the continent. . 

“The state railways in Austria are under the control of the 
minister of railways, an office first instituted in the year 1896, 
previous to which the railways were a separate department of 
the ministry of commerce. The minister is not a permanent 
official as in Prussia, but is appointed by and changes with the 
government. In Hungary, on the other hand, the head of the 
state railway is a permanent official responsible to the minister 
of commerce. 


“Common to both countries are the regulations appertaining to 
the transportation of passengers and goods and the regulations 
for the conduct of traffic, both of which correspond to the regu- 
lations issued under a similar title in Germany. 

“The financial control is in the hands of the state financial de- 
partment, whose budget, as far as its railway estimates are 
concerned, must be prepared in conjunction with the railway 
authorities.” 

In Austria the executive administration is decentralized through 
13 “Directions.” In Hungary, under the permanent official, 
known as the president, are the officers in working control of 
the nine districts. Matters of general importance must be dis- 
cussed in general conference with the ministry. In Hungary the 
finance minister is represented at the conferences. 

The jurisdiction of the state over private railways covers con- 
struction, maintenance, the type and amount of rolling stock, 
passenger and goods tariffs, time-tables and, in the case of 
guaranteed lines, large financial control. 
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There are advisory councils, similar to those of Germany, in 
both Austria and Hungary, but their influence is not important, 
the final determination of all questions resting with the ministry. 

The records of the finance department in Austria show that 
the railways produce an annual deficit, but it is claimed that the 
advantages to the trade of the country from the low price of 
transportation have been vast. Additional revenue, however, is 
imperatively required. The raising of the tariffs would appear 
to offer the most ready means, but this is inopportune. The 
state lines have resorted to certain subsidiary charges, and in- 
creases are proposed in the stamp duties on waybills. These 
projects have all been violently opposed by the shippers, but the 
finance ministry insists that the expenditure of the state railways 
ought at least be covered by their receipts. 

The conditions in Hungary are entirely similar. The govern- 
ment a few years ago proposed a general raising of the tariffs, 
but met with such a storm of opposition that the matter had to 
be deferred. In both Austria and Hungary there is urgent need 
of extensions and improvements of the railways and in both 
countries political influence is extremely strong because of the 
various nationalities concerned, great pressure being brought to 
bear on the party in power by the people of each province in 
behalf of their own interests. With such demands the ministry 
is very often obliged to comply. The difficulties arising from 
the federation of so many nationalities is instanced by the fact 
that any new rule or regulation has to be published in seven 
different languages. 

The tariffs in both Austria and Hungary are complicated, but 
the system of tapering rates is common to all the railways. The 
primary tariff scheme, broadly speaking, is similar to that of 
Germany, but there are many intricacies. 

The “Ausnahme,” or exceptional tariffs, are more liberal in 
their application than those of Germany, modifications from 
the regular tariffs being made because of the “competition be- 
tween two or more railways with respect to traffic to or from 
the same district; competition with waterways and landways; 
competition for the purpose of securing traffic for a special port; 
competition of several districts of production for one specific 
district of consumption; to counteract the disadvantages of geo- 
graphical situation; to assist the agricultural and general industry 
to secure new markets with a view toward insuring a continuous 
and increasing traffic.” 

It would seem obvious that this greater liberality in Austria 
and Hungary in the way of “Ausnahme” tariffs is due to the 
fact that the rail traffic has been largely developed by private 
companies which have adjusted their tariffs to meet commercial 
conditions, and that because of the slower progress of govern- 
mental control these practices have not been transformed into 
that rigidity which is characteristic of Germany. In Austria 
and Hungary experimental rates are also accorded, largely under 
agreements to pay rebates on shipments that exceed a certain 
specified quantity. Special rates are given on traffic for export, 
but as a rule the ordinary tariff rates apply on import traffic. 

As the railways of neither Austria nor Hungary make collec- 
tion or delivery of hipments, “spediteurs” exist in both coun- 
tries as in Germany. A very large percentage of the traffic 
passes through their hands, and every inducement is given them 
by the rail authorities. The principle of “lumping” small ship- 
ments to obtain the carload rate is permitted and encouraged. 

In both Austria and Hungary, as in Germany, are supplemen- 
tary charges consisting of stamp taxes on waybills and other 
forms; charges under certain conditions for loading and unload- 
ing, for transferring goods, for cranage, for weighing, and for 
counting the packages in a wagon load; and in Austria there is a 
station charge in addition to the terminal charge specified in 
the regular tariffs. 

As in Germany, the railways take refuge behind the cast 
iron stipulations of the waybills, settlement of claims for goods 
lost or damaged in transit being very difficult and in most cases 
impossible to obtain. 

The state control has reduced competition between the rail- 
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ways of both countries to a minimum. There is, however, a 
certain competition with the waterways over whose rates the 
government exercises no control. In winter when the waterways 
are closed to traffic, there is an increase in the rail rates on 
certain traffic for which, in summer, the railways compete with 
the waterways. In Hungary the railways have been so success- 
ful in competing with the waterways that the water-carrying 
interests have petitioned the Hungarian government to so revise 
the railway tariffs that this competition will be ineffective. 

To meet the low rates which the German state railways make 
to induce traffic from the interior for the Levant to move by way 
of Hamburg, the Austrian railways make a special reduction to 
secure such traffic by way of Trieste. 

In both Austria and Hungary in many places the zone system 
is adopted for passenger traffic. This is a tapering tariff which 
radically decreases between one zone and another, the extent of 
the respective zones being from about 100 to 200 miles. 

This system was first introduced in Hungary in 1889 for the 
express purpose of building up the capital of Budapest, the 
tapering scale not applying from any interior station by way of 
Budapest to a further interior station. The object was to induce 
the people of the interior of Hungary to visit the capital with 
frequency and to make purchases there. It undoubtedly has 
contributed in great measure to the desired purpose, but it has 
had a disastrous effect on the revenues of the railways, who 
have sought to increase their receipts by, the imposition of a 
transport tax on passengers and luggage which amounts to 18 
per cent. of the transportation charge. For the same reason the 
zone system was proposed for freight traffic, but the project did 
not meet with successful operation, and it has been nearly aban- 
doned. 

On certain lines in both Austria and Hungary a passenger, on 
the payment of a fixed charge for a certificate known as “Legiti- 
mation” may thereafter purchase tickets at half the ordinary 
fares. This Legitimation charge for first class is $64; for sec- 
ond class, $38; for third class, $24. 

It is useless to attempt a comparison of the traffic by rail and 
that by water in these countries. The statistics, especially those 
of the waterways, are admitedly not in a high state of develop- 
ment. 





UNLOADING COAL WITH BALLAST SPREADER. 





The Atchison, Topeka & Santa Fe is using a novel method of 
unloading coal for winter storage in its Chillicothe, Ill., yards. 
Two parallel spur tracks were laid adjoining the coaling station 
and the coal is being dumped on these tracks from Hart con- 
vertible cars. A switch engine and three trainmen are employed 
in handling the cars to be dumped, and from 40 to 50 laborers 
in raising the track by filling in the coal. The most novel 
feature of the work consists in the use of an ordinary ballast 
spreading car to plow the coal from the track. The switch 
engine picks up one of the 40-ton dump coal cars, couples it to 
the spreading car and pushes them down to the end of the spur 
track. The center dump doors are opened and the engine backs 
out, the coal dropping down on the track and being pushed over 
the rails by the ballast plow. This operation is repeated until 
the coal is piled on each side of the track as high as the plow 
will push it. Then the laborers are brought on and the track 
raised above the level of the coal. The use of two tracks allows 
the track-raising gang to work on one track while dumping is 
going on on the other. Mexican laborers were available for the 
track raising, as they are employed extensively on construction 
work along the line. Four of them ride on the car which is 
being dumped and push the coal through the doors with long 
poles. In an average day’s work of 10 hours, it is possible to 
unload from 1,200 to 1,500 tons of coal by this method, making a 
low per ton cost. In case the coal is needed during the winter, 
a steam shovel is used to load it on cars to be run up in the coal- 
ing station in the usual way. The width of the pile is such that 
a shovel can clean it up with one cut. 





The Minnesota, St. Paul & Sault Ste. Marie will open, on the 
6th of November, its line between Duluth and Winnipeg, by 
way of Moose Lake, Bemidji and Plummer. 


The semi-annual meeting of the Central and Western Asso- 
ciation of Car Service Officers was held at Des Moines, lowa, 
on October 22. Various subjects relating to the proper 
handling of cars were discussed and a dinner was given in the 
evening. 


The first passenger train over the new bridge across the Rio 
Grande at Brownville, Tex., was run on October 20. The train 
bore a party of officers of the Kansas City, Mexico & Orient, 
who, with a large number of visitors from the East and from 
Europe, were bound for the City of Mexico. 


The Pennsylvania will shortly have available for use on its 


lines east and west of Pittsburgh and Erie 1,988 solid steel pas- - 


senger train cars. This includes some 600 Pullman parlor 
and sleeping cars, as well as a large number of suburban coaches 
such as the company’s shops are just beginning to turn out. 


Lawyers of a jarge number of prominent railways met in New 
York this week to discuss the interpretation of the Mann-Elkins 
act, and to confer on the question of testing the constitutionality 
of this law. The conference was called by Mr. Stone, of the 
Louisville & Nashville, and it continues the discussion that was 
begun at Portsmouth, N. H., last summer. 


In a fire at East St. Louis on October 20 the freight house 
of the Chicago & Alton, together with other bui‘dings adjoining, 
was completely destroyed; total loss estimated at $500,000. The 
flames were spread by the explosion of ten tank cars filled with 
oil, making the fire uncontrollable for a considerable time. There 
was also a large loss at the Ba‘timore & Ohio freight house. 


The Northern Pacific will issue no more passes in Montana 
except to employees. This is owing to a recent decision of the 
Supreme Court of that state in the case of Johns, riding on a 
pass, who was thrown from a sleeping car berth and received 
injuries. He sued the road, and was awarded $25,000 damages, 
the court holding that the road had violated the law in allowing 
him to ride free and that he was, therefore, not bound by the 
usual provision on the pass. 


J. T. Harahan, president of the Illinois Centzal, stated at 
Chicago lasi week that he expects to retire under the pension 
system of the road on or before January 12, 1911. Mr. Hara- 
han was born at Loweil, Mass., on January 12, 1841, and, there- 
fore, on January 12, 1911, he will have reached the maximum 
of 70 years, at which retirement is provided for by the pension 
rezulations of the Illinois Central. It is understood that the 
place of chairman of the board will be created and that Mr. 
Harahan will be appointed to it. 


k. P. Griffith, superintendent of telegraph of the Erie Rail- 
road and chairman of the committee in charge of the project to 
erect a monument at Turner, N. Y., to commemorate the first 
telegraphic train order, has sent out a circular inviting sub- 
scriptions. This proposition was laid before the readers of the 
Railway Age Gazette in connection with the last annual meet- 
ing of the Association of Railway Telegraphic Superintendents. 
Mr. Griffith says that architects’ sketches have been submitted 
showing that a suitab'e monument can be made for $3,000. The 
Erie is now building a new station at Turner and it is pro- 
posed that the monument shall stand on or near the site of the 
old station. Contributions should be sent to J. B. Taltavall, 
253 Broadway, New York City. 


The progress which has been made in the art of flying since 
Wilbur Wright first flew, in 1903, is illustrated by the tourna- 
ment which has been held during the past week at Belmont 
Park, near New York City, where the exhibitions have been 
carried out with a regularity approximating that of a horse 
race, and where four aeroplanes have been in the air at the 
same moment during the greater part of the exhibition, which 
is from 1.30 p.m. to about five o’clock. At times the reporters 
have counted ten’ machines flying at once. For the first five 
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days the program was adhered to quite closely, except on one 
day when the wind blew at 35 miles an hour and higher. Up 
to the end of the fifth day no important records had been 
broken, and no bones were broken, either. One slight accident 
was reported. On Tuesday Ralph Johnstone, in a Wright bi- 
piane, rose to a height of 7,303 ft. (1.388 miles), and other men 
had been nearly as high on preceding days. On Tuesday also, 
Orville Wright, using a new biplane (the smallest in the world), 
made the circuit of 2% kilometers (1.55 miles) in 1 minute, 
26 seconds, which is said to be within two seconds of the best 
time ever made over such a course. This was an informal trial, 
early in the morning. James Radley flew to Hicksville and 
back (20 miles out and back) in 19 minutes, 48 seconds. 





From the Wall Street Journal. 


“As advertised,” the annual meeting of stockholders of the 
Northern Pacific Railroad Co. was held this afternoon [October 
20]. The entire attendance at the meeting was the proxy com- 
mittee of one. He cast a ballot for Temple Bowdoin, David 
Crawford Clark, Stephen Baker, E. A. Gay, H. P. McCullough, 
A. H. Gillard, P. P. Hamilton, W. B. Horn, Samuel E. Kiiner, 
Charles W. King. Charles MacVeagh, Francis L. Stetson and 
John F. Talmage, who composed the old board of directors. 
On counting the vote he found these men elected. 

The Northern Pacific Railroad Co. was succeeded by the pres- 
ent Railway after the foreclosure in 1896. A few of the old 
stockholders declined to pay the assessment required for an 
exchange of shares of the old company for those of the new, 
and when the reorganized road grew prosperous, they attempted 
to realize something on their shares. They maintained that in 
the reorganization, title to the Railroad Company’s land grants 
did not pass to the Railway. Attempts were made to secure 
legislation in Congress declaring this the case and the ‘matter 
was carried through several courts, being decided in favor of 
the reorganized company in each instance. For the past three 
years holders of the old stock have made no effort to compel 
the Northern Pacific to buy their stock or reimburse them in 
other ways. 





The Railways and the Woclen Trust. 


On clothes manufactured in New England and sent to Chicago 
the railway freight would be 3% cents, and the advance proposed 
by the roads is exactly three-quarters of a cent on each suit. 

Of course this is an addition to the cost of production, using 
that phrase in its widests sense. Such a sum, trifling in a single 
article, becomes appreciable spread over the individual’s entire 
year’s expenditure, and is positively enormous when applied to 
all the articles of consumption of a population of ninety million 
people. Having said this, it must be admitted that, badly as the 
railways bungled their own case in the freight rate hearings 
the pleas of the shippers were to a great extent distinguished by 
the most insufferable cant. So far as the ultimate consumer is 
concerned, he only enters into the calculations of the shipper in 
regard to the extent to which he can be held up. As we have 
shown, the unconscionable railways take 3% cents of the cost 
of his suit of clothes at Chicago. The tariff-protected woolen 
trust is enabled to take three hundred times that amount out of 
the consumer’s pocket, by selling him something which he would 
not dream of accepting in that state of free competition which 
he demands for the railways—Wall Street Journal. 





Despatching by Telephone on the L. & N. 


The Louisville & Nashville has just completed the installation 
of telephone train despatching and message circuits on its Knox- 
ville division. There is a despatching circuit from Knoxville 
to Corbin, 105 miles, and one from LaFollette to Etowah, 114 
miles, and a message circuit from Corbin to Etowah, 163 miles. 
This last has 36 stations. The equipment is all from the West- 
ern Electric Company. The cost of equipping this division was 
$36,000. The power furnished for operating the selectors and 
ringing the bells is obtained from motor generator sets. These 
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sets are operated directly from the primary sources of power 
available, and on alternate days, so that the sets are always in 
an operative condition. They are arranged so that it is possible 
to connect all of the offices to either the train wire or the mes- 
sage circuit. There are test panels at all stations, making it pos- 
sible to patch the despatcher’s line with parts of the message 
circuit in case of trouble. Work trains on this division will be 
ejuipped with portable telephone sets and “fish poles” so that 
the conductors can at any time get in immediate touch with the 
despatcher. 





Some History of Telephone Train Despatching. 


The New Orieans & Northeastern, as early as 1883, used the 
telephone for operating trains. This was on a grounded iron 
wire about 100 miles long. Other roads using the telephone for 
controlling train movements previous to 1907 are: Huntingdon 
& Broad Top Mountain since 1883, 45 miles; New York & Penn- 
sylvania Railway since 1896, 57 miles; Chicago, Kalamazoo & 
Saginaw since 1890, 56 miles, and Lake Erie, Alliance & Wheel- 
ing, 100 miles. The telephone has been used in manual block 
signaling on the freight line of the Pennsylvania between Co- 
lumbia and Parkesburg since 1906. 

The New York Central was the first to install the Western 
Electric improved equipment in October, 1907, on the main line 
between Albany and l’onda, 44 miles. Others were: The Chi- 
cago, Burlington & Quincy, December, 1907, Aurora to Mendota, 
46 miles; Aurora to Galesburg, 125 miles; Aurora to Clyde, 28 
miles. These Burlington installations were all double track, but 
reverse movements were made, and next that company equipped 
a single-track section between Aurora and Savanna, 106 miles. 
Following these pioneers others rapidly adopted the telephone 
and now we have the following list of roads, each having tele- 
phone circuits covering over 1,000 miles. These figures include 
in most cases equipment installed and under construction both 
on train and message circuits: 


Miles 
Atehison, Topeka: & Santa. Fes ssc -oss60 0:4 560.0 610 6,083 
Lake Shore Michiess ee ROO eee ener eee 2,000 
Pennsylvania Railroad (East of Pittsburgh).......... 1,407 


New York Central (including Boston & caer? 
Cleveland, Cincinnati, Chicago & St. Louis.......... 





EE ae cae cate edaginkckasakwsesdws 2,100 
SSS SO eR ee ere ee 1,694 
Great Northern (will Tg oe OME ooh sa eieieaeaeien 6,000 
Chicago, Milwaukee & St. Pawl 6.06. cece ccwenvwcs 1,300 
SRE TE TI os v.nkeksunecadcanesaseessncees 1,261 


In addition to these there are 47 roads which have one or more 
telephone train despatching circuits in operation, making the 
total length of road covered approximately 35,000 miles. The 
Lackawanna is the only road that has installed telephone and 
selector equipment over practically its entire system. This road, 
out of a total of 957 miles, has equipped 933, on which there 
are 271 stations—From a paper by G. K. Heyer. 





Precautions Against Fire at Pennsylvania Station. 


A firewall stretching across Manhattan island from Ninth to 
Seventh avenues has been completed by the construction of the 
Pennsylvania station and adjacent buildings. The full fire pro- 
tection system of the station has just been put into operation 
and insurance engineers say a conflagration such as was ex- 
perienced in Baltismore and San Francisco is now an impossi- 
bility in that part of Manhattan. 

The Pennsylvania station covers over 28 acres, with three 
levels below the main floor, the lowest being 36 ft. below the 
street line. About three miles of piping, weighing 425 tons, 
was used, and there are 117 hose connections, 24 roof hydrants 
and 12 flush hydrants. The plans provide for maintaining 12 
standard fire streams, or 3,000 gallons a minute. There are two 
i,00-gal. Blake pumps in addition to the 16-in. suction from two 
storage tanks, having a total capacity of 75,000 gals. The pumps 
aud tanks are in the station service plant, a separate building on 
me south side of 31st street. The supply pipes throughout are 

rried in pipe subways which encircle the entire station area. 
The ‘¢ pipes are carried on transverse cast iron hangers supported 
fir om steel girders, readily accessible for inspection or repairs. 

!n the track level area there are 23 hose connections on train 
platforms and 12 fire hydrants in the yard west of the station 
building. Hand chemical extinguishers have been provided in 
the corridors of the upper floors and at other points through- 
out the station, comprising in all 75 three-gallon extinguishers. 
In addition, there will be 33 extinguishers of the non-freezing 
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type placed in column recesses on the track level floor, where 
freezing conditions may exist. For the station building there 
will be in addition to the equipment specified a 500-ft. reel hose 
carriage and a 60-gal. chemical engine. The total equipment of 
2%-in. fire hose for the station exceeds 15,000 ft. 

A complete closed circuit fire alarm system covers the entire 
station and service plant. There are in all 20 boxes of the non- 
interfering successive type, wired in loops of 10 stations each, 
recording on three gongs, located under main concourse, yard- 
master's office and station service plant. The fire brigade organ- 
ization comprises 25 men, divided into three companies. 

For the tunnel alarms (for transmitting signals indicating 
fire and fer cutting off current to the power rails) there are 
116 boxes divided into six circuits, each box having two levers, 
one marked “Power” and the other “Fire,” the “Power” lever 
automatically cutting off all power current in the section directly 
affected. This signal consists of two rounds of the box number. 
The “Fire” lever also automatically cuts off the power current 
and is indicated by four rounds of the box number. 

The watchmen’s service is recorded on two portable watch- 
man’s clocks from 388 stations, and provides for hourly tours. 
At the present time there are two watchmen. 





History Condensed (and ex Parte). 


The governor of Texas, replying to a telegraphic inquiry from 
the governor of Idaho last week, said: ‘Railway commission 
law is entirely beneficial to Texas. Railway mileage has in- 
creased from i10,110 to 13,855 under commission regulation. 
About 740 new miles built during the year ending June 30, 1910. 
Largest construction in our history. Rebates and discriminations 
practically unknown. Progress of state materially advanced by 
railway commission.” 





Launching of the Olympic. 


The new White Star steamship Olympic, 882 ft. long, was 
launched at the yard of Harland & Wolff, Belfast, Ireland, on 
Octcber 20. The Titanic, a sister ship, will be launched next 
February. These vessels, nearly 100 ft. longer than the Maure- 
tania, have 45,000 tons register, 66,000 tons displacement, and a 
beam of 92 ft. They are designed to make a speed of 21 knots 
an hour. 





Grade Crossings in New York. 


The New York Public Service Commission, Second district, 
proposes to secure the abolition of as many highway crossings 
ii the state during the current year as can be abolished within 
the appropriation which was made by the last legislature for this 
purpose—$350,000. This appropriation means the expenditure of 
$1,400,000, approximately, for this work. The commission now 
has on its docket 17 applications for the elimination of crossings; 
and there are 38 more applications which will be taken up as 
soon as the legislature makes a further appropriation. 





The Boston & Maine and the New Hampshire Legislature. 


In an address at Concord, N. H., last week, President Charles 
S. Mellen, referring to the future policy of the Boston & Maine 
in that state, said: ‘We will not interfere in any way with the 
election of members of the legislature or of other public of- 
ficers. We shall not give or offer to any public officer, directly 
or indirectly, any consideration which shall tend to influence him 
in the performance of his public duties. We shall do away with 
the lobby, in the sense in which that term is commonly used. 
We must, however, employ the ablest talent we can secure to 
present to the legislature our views upon pending legislation 
affecting our company. I find two great lawsuits in progress 
between our company and your state officials. The first is the 
rate case [heretofore reported]. The second is the tax suit. 
The railway should pay its full tax under the law, but its taxes 
should be assessed as are other taxes in the state, on the same 
basis of valuation. * * * It is my opinion that the present 
taxes would never have been assessed had not prejudice and a 
desire to punish had a greater influence than a desire to be just.” 

The New York Journal of Commerce, commenting on the fore- 
going, says: “This is a salutary state of mind which is the 
apparent result of a long contest in New Hampshire, to whick 
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at least two popular novels have been devoted by a well known 
writer sojourning at Cornish. It has produced an example that 
other railways in other states would do well to follow. If they 
will withdraw their corrupting influence from politics and re- 
frain from subtle methods of affecting legislation and adminis- 
tration, it will go far toward disarming that hostility of which 
they have been complaining.” 


Strike on Missouri Pacific. 


The members of the boilermakers, blacksmiths and pipemen’s 
unions employed on the Missouri Pacific and the St. Louis, Iron 
Mountain & Southern went on a strike on October 21. These 
employees struck out of sympathy with the machinists who had 
already struck. When the machinists went out their foremen 
went with them. A. W., Sullivan, general manager of the Mis- 
souri Pacific and the Iron Mountain, gave out a statement on 
October 20, in which he said that “there were now no material 
differences between the Missouri Pacific and the machinists ex- 
cept over the reinstatement of the foremen.” The machinists 
insisted on their reinstatement, which was refused. Mr. Sul- 
livan added: 

“The right of the railway company to select its officers of 
whatever rank, including foremen, is one which cannot be 
relinquished to a labor organization, while the company is held 
to responsibility for the safety and efficiency of its service. 

“The action of the other labor organizations to coerce the 
railway company into compliance with the machinists’ demands 
by threats of a sympathetic strike, in violation of their contract 
agreements, entered into since the machinists’ strike was de- 
clared, cannot be permitted to influence the company in its 
determination to maintain control of its business through its 
own official organization.” 

Representatives of the employees in a public statement said 
that if the trouble with the Missouri Pacific and Iron Mountain 
is not adjusted within a reasonable time they will take steps 
to “bring to bear the influence of all members who are em- 
ployed on the railways known as the Gould lines.” Of course, 
this is a threat to cause a strike on the other Gould lines. 


Forest Fire Losses. 


A rough estimate of the fire loss in the national forests in 
Montana and northern Idaho, made by the Department of Agri- 
culture, puts the total amount of timber killed or destroyed in 
this one district at: over six billion board feet, while the area 
burned over is put at over 14 million acres. A large part of 
the losses on the Coeur d’Alene, Clearwater, and Lolo forests 
were due to what became practically one great fire. The burn 
is shown on the forest service maps as extending in a north- 
westerly and southeasterly direction from north of Wallace, 
Idaho, to a point some 30 miles southwest of Missoula, Mont., 
or nearly 100 miles. At its widest point this burn has a width 
of about 40 miles, but its shape is very irregular. It was really 
a union of a number of separate fires, driven to fury by the 
fierce hurricane of August 26. To the west of the Idaho-Mon- 
tana boundary in the region of this fire lies a very inaccessible 
mountainous country, into which, on account of the absence 
of trails and of forage, it was almost impossible for forces 
of fire fighters to penetrate. When the hurricane arose it drove 
the fires upon the parties which were hewing a way towards 
them, forced these parties to seek refuge wherever it could be 
found, and swept down upon the forests where the fires were 
up to that time generally well in hand. The extensive losses 
are ascribed to the combination of hurricane and lack of means 
to get to the fires and put them out before the storm came. 
On the forests which were best equipped for controlling fires 
the resuits achieved are regarded as a demonstration of tne 
efficacy of the fire-fighting methods employed, even under highly 
adverse natural conditions. lforester Graves believes that, as 
usually happens in the case of big fires, there wil! be found to 
be considerable areas of living timber within the regions now 
mapped as entirely burned over. There will be an enormous 
quantity of fire-killed timber, both on the nationai forests and 
on private lands, to be disposed of as soon as possible, since 
if not marketed quickly it will not be worth cutting at all. 
Since the amount to be disposed of from government lands is 
doubtless greater than can be marketed in any event, and since 
it is better for the country that the timber should be utilized 
than that it should go to waste in the woods, the price at which 
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it will be sold will be lower than would be asked for the timber 
under ordinary circumstances. 

If the six billion feet were a total loss, and if its stumpage 
value were put at the average price at which national forest 
timber was sold last year, it would be the equivalent of a money 
loss of about 17 million dollars. It is believed that his year’s 
fires either burned up or killed between 1 and 2 per cent. of the 
total stand of national forest timber. At the present rate of 
cutting from the national forests, six billion feet is equal to 12 
years’ supply; but it is less than one-sixth of a single year’s cut 
in the entire country. 





A Motor Trip Through the Alps. 


There has been begun and in part already put in operation 
what seems likely to be one of the most attractive mountain 
routes in the world, wholly in the French and Maritime Alps, 
beginning at Evian, on the south shore of lake Geneva about 
the middle of its length, and extending southward, over and 
among the mountains, to the Mediterranean at Nice, a distance 
of 345 miles, passing a little to the east of Mont Blanc, by 
Albertville and Briancon, which are the eastern termini of rail- 
ways penetrating the Alps. A large part of this long mountain 
road has been built heretofore in separate sections. From Evian 
to Albertville, 87 miles, was operated this year. The vehicles 
are motor cars, each with seats for 14, which will take four 
days for the trip, the passengers spending the nights at Albert- 
ville, Briangon and Beauzever. This will make an extraordi- 
narily attractive journey for those who leave the Riviera for 
the north in the spring. 





American Association of Railway Surgeons. 


The annual meeting of the American Association of Railway 
Surgeons was held at Chicago last week. The following officers 
were elected: President, Dr. A. R. Mitchell, Lincoln, Neb., 
succeeding H. C. Fairbrother, of St. Louis; vice-presidents, Dr. 
G. W. Gale, Jr., St. Louis; Dr. C. B. Quinn, Macomb, Miss., 
and Dr. I. K. Gardner, New Hampton, Iowa; treasurer, Dr. H. 
B. Jennings, Council Bluffs, Iowa; secretary, Dr. Louis T. 
Mitchell, Chicago. It was decided among other things to ap- 
point a committee to urge improved sanitation along the right- 
of-way of railways, in cars and in stations. This committee 
will be expected to co-operate with state boards of health and 
with municipal authorities. It will consist of five members and 
will be expected to direct its attention to the abolition of the 
common drinking cup, to securing the cleaning of filthy sta- 
tions, to eliminating the dust-raising whisk broom of the Pull- 
man porter, etc. It will also use its influence to induce rail- 
ways to quit housing laborers in abandoned freight cars aiong 
the right-of-way, which practice, it is said, is a breeder of 
disease. The movement, however, will have particularly in view 
the protection of the heaith of passengers. Dr. J. W. Price, 
eculist of the Rock Island lines at Memphis, Tenn., presented a 
paper describing experiments conducted by him to ascertain the 
extent to which locomotive engineers need spectacles. He 
strongly advocated the use of spectacles by engineers when the 
slightest defect of the eyes develops. He said that the preva- 
lent use of goggles by automobilists should teach railway men 
the advantages to be derived from using some form of protec- 
tion for their eyes. He expressed the opinion that the railway 
managements are not sufficiently careful to see that the eyes of 
engineers are as perfect as they should be in the interest of 
safety. 





Canadian Society of Civil Engineers. 


At the meeting of the electrical section held on October 27, 
an address was given by P. W. Sothman, M. Can. Soc. C. E,, 
entitled “Talk on the Hydro-Electric Power Commission’s 110,- 
000 Transmission System.” 





American Railway Association. 


The fall meeting of this association will be held at the Plant- 
ers Hotel, St. Louis, November 16. Reports will be presented 
by the Committees on Transportation, on Maintenance, on Rela- 
tions between Railways, on the Safe Transportation of Explo- 
sives and Other Dangerous Articles, and on Electrical Working. 
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MEETINGS AND CONVENTIONS. 





The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 


Arr Brake Association.—F. M. Nellis, 58 State St., Boston, Mass. 

AMERICAN ASSOCIATION OF DEMURRAGE OrFicers.—A. G. Thomason, Scran- 
ton, Pa.; next meeting June 22, 1911; Niagara Falls, N. Y. 

AMERICAN ASSOCIATION OF GENERAL PASSENGER AND Ticket AGENTS.—C. M. 
Burt, Boston, Mass.; next meeting, St. Paul, Minn. ; 

American Ass’Nn oF Locat Freicut AGENTS’ Ass’n.—G. W. Dennison, Penn. 
Co., Toledo, Ohio. 

American Ass’N OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, Carew Bldg., 
Cincinnati, Ohio. 

American Rattway AssocraTion.—W. F, Allen, 24 Park Place, New York. 

AMERICAN Raitway Bripce AND Buitpine Assocration.—C. A. Lichty, C. & 
N. W., Chicago; Sept. 17-19, 1911; St. Louis, Mo. 

AMERICAN RAILWAY ENGINEERING AND Maint. oF Way Ass’n.—E., H. Fritch, 
Monadnock Bldg., Chicago; March 21-28, 1911; Chicago. 

American Raitway Inpustriat Association.—G. L. Stewart, St. L. S. W 
Ry., St. Louis, Mo.; May 6, 1911; Detroit, Mich. 

AmeErRICAN Rartway Master Mecuanics’ AssociaTion.—J. W. Taylor, Old 
Colony Building, Chicago. 

Am. Rattway Toot ForeMen’s Ass’n.—O. T. Harroun, Bloomington, II. 

Am. Soc. ror Testinc MateriaLs.—Prof. E. Marburg, Univ. of Penn., Phila. 

Am. Soc. or Civit Enes.—C. W. Hunt, 220 W. 57th St., N. Y.; 1st and 3d 
Wed., except July and August; annual, Jan. 18-19; New York. 

Am. Society oF ENGINEERING Contractors.—D. J. Haner, 18 Park Row, 
New York. 

AMERICAN SocIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 29th 

t., New York; annual, Dec. 6-9; New York. 
AMERICAN ELeEctrIc Raitway AssocraTion.—H. C. Donecker, 29 W. 39th 
New York. , 

AssociaTION oF AM. Ry. AccountinG Orricers.—C. G. Phillips, 143 Dear- 
born St., Chicago; April 26, 1911; New Orleans, La. j 

ASSOCIATION OF Rartway CLarm AGents.—J. R. McSherry, C. & E. I., Chi- 
cago; May, 1911; Montreal, Can. 

AssocIATION OF RatLway EtectricaL ENGINEERS—G. B. Colegrove, I. C. 
R.R., Chicago. 

AssoOcIATION OF RAILWAY TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 185 
Adams St., Chicago; June 19, 1911; Boston. 

Ass’N OF TRANS. AND Car Acc. Orricers.—G. P. Conard, 24 Park Place, N. 
Y.; Dec. 18-14, Chicago; June 20-21, 1911, Cape May City, N. J. 
CANADIAN RAILWAY Cius.—James Powell, Grand Trunk Ry., Montreal, Que.; 

ist Tues. in month, except June, July and Aug.; Montreal. 
CanapIan Society oF Civit Encs.—Clement H. McLeod, 418 Dorchester St., 
Montreal, Que.; Thursdays; Montreal; annual, last week January. 
Car Foreman’s Association OF Cuicaco.—Aaron Kline, 841 North 50th 
Court, Chicago; 2d Monday in month; Chicago. p 
Centrat Raitway CLus.—H. D. Vought, 95 Liberty St., New York; 2d Fri- 
day in January, March, May, Sept. and Nov.; Buffalo. 
Encineers’ Society oF Penn.—E. R. Dasher, Box 704, Harrisburg, Pa. 
ENGINEERS’ Society OF WESTERN PENNSYLVANIA.—E,. K. Hiles, 803 Fulton 
Bldg., Pittsburgh; 1st and 8d Tues.; annual, Jan. 17, 1911; Pittsburgh. 
Freicut Craim Association.—Warren P. Taylor, Rich., Fred. & Pot. R.R., 
Richmond, Va.; 20th annual, June 21, 1911; St. Paul, Minn. 
GENERAL SUPERINTENDENTS’ Ass’N OF Cu1caco.—H. D. Judson, 209 Adams 
St., Chicago; Wednesday preceding 8d Thurs.; Chicago. : 
Lnpeamanen ss ne AND MeEcn’L Crus.—B. S. Downey, C., H. & D., Indian- 
apolis, Ind. 

INTERNATIONAL Master Borter Makers’ AssociaTion.—Harry D. Vought, 95 
Liberty St., New York; next convention, Omaha, Neb. | : 
InTERNAT’L Ry. Fue. Ass’n.—D. B. Sebastian, La Salle St. Station, Chicago: 

May 15-18; Chattanooga, Tenn. 
INTERNATIONAL RAILWAY GENERAL ForEMEN’S AssociaTION.—L. H. Bryan, D. 
& I. R. Ry., Two Harbors, Minn. - 
Int. Ry. Master Biacxsmitus’ Ass’n.—A. L. Woodworth, Lima, Ohio. 
INTERNATIONAL RaiLway ConcreEss.—Executive Committee, rue de Louvain, 
11 Brussels; 1915, Berlin. 
Iowa Rattway CLus.—W. B. Harrison, Union Station, Des Moines, Ia.; 2d 
Friday in month, except July and August; Des Moines. 4 
Master Car Buitpers’ Ass’n.—J. W. Taylor, Old Colony Bldg., Chicago. 
Master Car anv Loco. Painters’ Ass’n of U. S. anp Canapa.—A. P. Dane, 
B. & M., Reading, Mass. 
New Encranp Rarrtroap Cius.—G., H. Frazier, 10 Oliver St., Boston, Mass.; 
2d Tuesday in month, except June, July, Aug. and _ Boston. 
New Yorx Rartroap CLius.—H. D. Vought, 95 Liberty St., New York; 8d 
Friday in month, except June, July and August; New York. 
NortH-West Raitway Cius.—T. W. Flanagan, Soo Line, Minn.; 1st Tues. 
after 2d Mon., except June, July, August; St. Paul and Minn. 
NorTHERN Rattway Cius.—C, ennedy, C., M. & St. P., Duluth; 4th 
Saturday; annual, Nov. 26; Duluth, Minn. 
Omana Raitway CLus.—A. H. Christiansen, Barker Blk.; Second Wed. 
Rattway Cius oF Kansas City.—C. Manlove, 1008 Walnut St., Kansas 
City; 8d Friday in month; Kansas City. 
Raitway Cxius oF Pitrssurcu.—J. D. Conway, Pittsburgh, Pa.; 4th Friday 
in month, except June, July and August; Pittsburgh. 
RAtAAreN Sones AsSOCIATION.—C, C. Rosenberg, 12 North Linden St., Beth- 
ehem, Pa. 
Rasewies 7 Ass’n.—J. P. Murphy, Box C, Collinwood, O.; annual, 
ay, 1 , ‘ 
Ricumonp Raiitroap Cius.—F. O. Robinson; 2d Monday; Richmond. 
ROADMASTERS’ AND MAINTENANCE OF Way Ass’n.—Walter E. Emery, P. & P. 
. ‘. Peoria, Ill.; Oct., 1911; St. Louis, 
St. Louis Rattmay Cius.—B. W. Frauenthal, Union Station, St. Louis, 
Mo.; 2d Friday in month, except June, July and Aug.; St. Louis. 
Society or Rartway FINANCIAL Orricers.—C. Nyquist, La Salle St. Station, 
Chicago; Oct. 25 and 26; Hotel Chamberlin, Old Point Comfort, Va. 
SoutHern Association oF Car Service Orricers.—E. W. Sandwich, A. & 
. R. Ry., Montgomery, Ala. 

SourHern & Soutmwestren R.R. Crus.—A. J. Merrill, Prudential Bldg., 
Atlanta; 8d Thurs.; Jan., Mar., July, Sept. and Nov.; Atlanta. 
ToLepo TRANSPORTATION CLuB.—L. G. Macomber, Woolson Spice Co., To- 

ledo; 1st Sat.; annual, May 6, 1911; Toledo. 
TRANSPORTATION CLuB oF BurFato.—J. M. Sells, Buffalo; 1st Sat. after 1st 


ed.; annual, Dec. 18; Buffalo. 

TraFFIc CLus or New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, Taly and August; New York. 

TRAFFIC Cius or Pirrssurcu.—T. S. Walters, Oliver Building, Pittsburgh; 
meetings monthly; Pittsburgh. 

Train Despatciers’ Ass’n oF AMERICA—J. F. Mackie, 7042 Stewart Ave., 

; Chicago; annual, June 20, 1911; Baltimore. 

TRAVELING Enc’rs’ Ass’'n.—W. O. Thompson, N. Y.C. & H. R.. E. Buffalo. 

Western Canapa Rattway CLus.—W. H. Rosevear, P.O. Box 1707, Winni- 
peg; 2d Monday, except June, July and August; Winnipeg. 
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Oraffic News, 


Fourteen organizations of printers and employers of printers 
at Chicago have sent resolutions to the Interstate Commerce 
Commission urging an early decision in the freight rate advance 
cases because the suspension by the commission of the rates 
proposed by the railways has prevented the publication of the 
tariffs and thereby thrown many printers out of employment. 


The Lehigh Vailey, which has a ticket office in the Hudson 
Terminal at Church and Cortlandt streets, New York City, for 
the convenience of passengers who cross the river by the Hud- 
son Tunnel, is to have an office also in the Thirty-third street 
station of the tunnel road. Thirty-third street is the present 
northern terminus of the tunnels, and the station will be opened 
November 10. 





The railways of Ohio have postponed their proposed increase 
in freight rates until February 1, 1911. This is a second post- 
ponement, the first having been until November 1, pending the 
investigation by the Interstate Commerce Cominission. The 
Ohio railroad commission rejected the new tariffs when pre- 
sented last summer. It will await the finding of the federal 
commission before resuming the inquiry. 


The annual report of Wells, Fargo & Co. for the year ended 
June 30 shows gross earnings of the express department of 
$27,303,701, compared with $24,476,432 in 1909. Operating ex- 
penses increased from $21,213,953 in 1909 to $24,120,227, leaving 
net revenue from express operations totaling $3,183,474, against 
$3,262,478 in the previous year. Net revenue from other sources 
was $1,641,066, against $1,401,900 in 1909. Total net earnings 
were $4,824,541, as compared with last year’s showing of 
$4,664,379. 


An agreement has been reached by representatives of the 
principal. western railways and shippers of vehicles and agri- 
cultural implements for a ‘readjustment of rates and minimum 
weights on these commodities. Under this agreement the rail- 
ways are to raise the rate from Chicago to points in the south- 
west from 79 to 85 cents, and, on the other hand, are to reduce 
substantially the minimum carload weight, the new minimums 
ranging from 10,000 lbs. for cars 36 ft. 6 in. long to 20,000 Ibs. 
for cars 46 ft. 7 in. long. The minimums have been so high 
in the past that shippers have complained that they could not 
load them into cars of ordinary sizes. 


The traffic department of the Southern Railway reports that 
shipments of apples from points on lines of that company in 
Virginia will this year be at least twice as heavy as last year, 
when near'y 100,000 barrels were sent out. The farmers in the 
valley of Virginia expect this year to take in half a million 
dollars for apples, the best grades bringing about $3 a barrel. 
Five years ago the crop was not one-fifth that of this year, and 
ten years ago shipments were only fragmentary. This remark- 
able growth has resulted from increased intelligence, care, spray- 
ing and cultivation. A‘l this is in a territory separate from the 
Piedmont section, where apples have been the principal crop for 
many years. 


The Pennsylvania has issued passenger tariffs to its new sta- 
tion in New York City from stations in New Jersey within 32 
miles. All of the rates—single trip tickets, 50-trip family tickets 
and season tickets—are higher than those to the ferry terminals 
in New York City, now in effect, and the monthly ticket rates 
are $5 higher, which seems to indicate that the company does 
not wish to encourage the tise of the new station by regu!ar 
suburban passengers—or at least not to the detriment of through 
business. From Newark, nine miles, the present single ticket 
rate to the Manhattan termini, including the Hudson tunnel 
terminal at Church street, is 17 cents; to the new station it will 
be 27 cents. From New Brunswick, 31 miles, the present rate is 
78 cents; to the new station 86 cents. Fifty-trip tickets from 
Newark are increased from $6 to $11; from New Brunswick, 
increased from $27 to $32. Monthly tickets from Newark, $6; 
to the new station, $12; New Brunswick, $12; to the new sta- 
tion, $18. 


At a hearing on the application of the Buffalo, Rochester & 
Eastern which was given by the New York State Public Service 
Commission last week, C. H. Ewing, of the New York Central, 
































gave claborate statistics of the movement of freight over that 
road. Of the refrigerator cars ordered by fruit shippers in 
western New York in the month of September 95 per cent. 
were furnished on time, and 99.81 per cent. were furnished on 
the day wanted or on the next day. The actual time of the 
special daily fruit trains from that region to the markets aver- 
aged, for September, 29 hours 53 minutes to New York on 
schedules averaging 29 hours 33 minutes. A shipper having 
complained that it took 10 or 12 days to carry his fruit to 
New York City, Mr. Ewing produced records to show that only 
two of the cars sent by the complainant took as long as six 
days, and these were delayed by storms. The New York Cen- 
tral runs freight cars out of Buffalo in the evening, which ar- 
rive at Rochester and Syracuse the next morning, and at Sche- 
nectady the second day. As a whole, the fast freight trains of 
the New York Central arrive at destination a little ahead of 
time. 


P. W. Coyle, commissioner of the Traffic Bureau of the Busi- 
ness Men’s League of St. Louis, issued a statement on October 
18, calling attention to the fact that the denial by the United 
States Supreme Court of the motion for rehearing in the Mis- 
souri river rate case will cause a complete change in the adjust- 
ment of rates from eastern points to points on the Missouri 
river and to Denver. While the rate between the Mississippi 
and Missouri rivers on goods moving from Atlantic seaboard 
points was reduced from 60 to 51 cents (first class) the local 
rate between the Mississippi and Missouri rivers is left at 60 
cents. Mr. Coyle calls attention to the fact that this places 
St. Louis at a relative disadvantage of 9 cents per 100 Ibs., 
and adds: “We assume that the carriers or the Missouri rail- 
road and warehouse commission will eliminate this high differ- 
ential by the establishment of the 5l-cent rate to apply on all 
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shipments handled between the Mississippi and Missouri rivers. 
This, it appears to us, must be the logical result of the estab- 
lishment of the commission’s rates.” The Interstate Commerce 
Commission, in its decision in the Missouri river rate case 
plainly indicated that it did not think the rates between the 
Mississippi and Missouri rivers should be reduced locally, the 
principle on which the decision was made being that the through 
rate, ordinarily, should be less than the sum of the locals. It 
was pointed out at the time the decision was rendered that the 
Missouri railway commission could easily upset the Interstate 
Commerce Commission’s adjustment by making the reductions 
locally which the Interstate Commission said should not be 
made. Mr. Coyle’s statement evidently is the first move in the 
direction of getting these reductions made. If this move is suc- 
cessful it will simply mean that the relations between the rates 
will be the same as they were before the Interstate Commerce 
Commission acted, the only difference being that the railways 
will get less revenue from the business. 





Car Surpluses and Shortages. 


Arthur Hale, chairman of the committee on relations between 
railways of the American Railway Association, in presenting 
statistical bulletin No, 81 giving a summary of car shortages 
and surpluses by groups from May 26, 1909 to October 12, 1910, 
Says: 

“The surplus decreased 8,734 cars, bringing the total down to 
33,735. The surplus of box cars decreased 3,288, coal and gon- 
dola 1,887 and miscellaneous 2,300 cars. The decrease in the 
latter item is made up largely of coke cars in groups 2 (East- 
ern) and 3 (Middle), and stock cars in groups 8 (Middle West- 
ern), 9 (Southwestern) and 10 (Pacific). The decrease in box 
surplus, while quite general, is particularly noticeable in the 
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West, the surplus of this class in group 10 (Pacific) having 
been practically wiped out, with shortages on the increase. 

“The total shortage is 20,419 cars, an increase of 2,478. The 
box car shortage totals 12,153, now being in excess of the re- 
ported surpluses. There is also a slight increase in the coal 
car shortage, which is still chiefly in groups 4 (Middle Atlantic) 
and 5 (Southern). Group 4 (Middle Atlantic) reports a con- 
siderable shortage of box cars, as do also the groups in the 
western section of the country.” 
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transportation consists of two kinds of tickets not originally 
issued for a joint trip. 

The Nebraska railway commission has extended the date 
when its order requiring the railways of Nebraska to pay higher 
switching rates to the South Omaha Stockyards Company shall 
go into effect from October 24 to November 1. Counsel for the 
railways contend that the commission has no power to make the 
roads absorb the inigher switching charges, and the commission 
does not want its order to go into effect until it knows whether 








Car SURPLUSES AND SHORTAGES. 

















r -Surpluses- ———- —--—_——__, — Shortages —__—_—_-— 
Coal, Coal, 

Date. No. of gondola Other gondola Other 
roads. Box Flat. and hopper. kinds. Total. Box. Flat. and hopper. kinds. Total. 
Group “1.—-October 19, 1010. ...0.csesesss 8 400 122 129 843 994 627 175 453 25 1,280 
as 2—- “* ae MNES one eh cra Rie aie a 24 1,038 75 1,509 6,291 8,913 366 0 252 114 782 
“ 3— * eT ER eee rrr 23 1,869 300 336 1,¥ss 4,493 310 2 633 53 998 
o 4— * ch Bee | er ee 10 18 95 423 270 806 2,374 245 2,037 50 4,706 
os 5— * Rey AROS oes 06 saes oe 17 0 11 185 675 871 1,481 392 1,217 40 3,130 
- 6— * Ae, Aw esc 6 sicerewnes 20 5,040 572 1,571 2,416 9,599 242 0 446 397 1,085 
7— * EN, SOMO ei ee seek vas we 4 18 76 2 33 129 162 0 144 254 560 
a WD AON 5 csiocciciares-s sis 14 Sih 42 237 1,285 1,595 1,402 51 72 6 1,531 
9— * oh eRe erties 9 245 173 101 356 875 719 29 103 50 901 
s De * De UBMs sso sae winnie 10 156 446 1,511 2,850 4,963 2,153 260 76 400 2,889 
is ™ TE, SOG s < saawnvesewae 3 41 173 30 253 497 2,317 45 0 245 2,607 
BOGE co sicdeewckbaknwa downs sae seaee 151 8,856 2,085 6,034 16,760 33,735 12,153 1,199 5,433 1,634 20,419 





*Group 1 is composed of New England lines; Group 2—New York, New Jersey, Delaware, Maryland, and Eastern Pennsylvania lines; Group 3—Ohio, 
Indiana, Michigan and Western Pennsylvania lines; Group 4—West Virginia, Virginia, North and South Carolina lines; Group 5—Kentucky, ‘lennessee, 
Mississippi, Alabama, Georgia, and Florida lines; Group 6—Iowa, Illinois, Wisconsin, Minnesota and the Dakotas lines; Group 7—Montana, Wyoming and 
Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Okiahoma lines; Group 9—Texas, Louisiana and New Mexico lines; Group 10—Ore- 


gon, Idaho, California and Arizona lines; Group 11—Canadian lines. 








The accompanying table gives car surpluses and shortages by 
groups for the latest period covered by the report, and the 
charts show total surpluses and shortages, bi-weekly, in 1907, 
1908, 1909 and 1910. 





INTERSTATE COMMERCE COMMISSION. 





The Interstate Commerce Commission has issued an order 
directing that when a tariff is filed by a railway, including both 
increases and reductions in rates, the reductions may go into 
effect on one day’s notice but the increases will be suspended 
for the usual time necessary for investigation. 





Hearings and Suspensions of Tariffs. 


The Interstate Commerce Commission wil give a hearing in 
New York City November 16 on complaints against the com- 
mutation ticket rates to New York which last summer were in- 
creased by the Pennsylvania and other roads. 

The Interstate Commerce Commission on Monday last sus- 
pended grain traffics which had been issued by the railways of 
the Northwest to go into effect November 1. The commission 
deemed it proper to require the railways to prove the reason- 
ableness of the increases proposed. The suspension is until 
March 1, and the roads interested are the Chicago & North West- 
ern, the Chicago, Milwaukee & St. Paul and the others in that 
region. Eighty-six participating carriers are named as de- 
fendants. A general tariff of the Chicago & North Western be- 
tween points in Illinois and points in Wisconsin was suspended 
at the same time, complaint being made of the abolition of im- 
poriant commodity rates. 





STATE COMMISSIONS. 





The Nevada State Railroad Commission has ordered large 
reductions in the freight rates on lumber to go into effect No- 
vember 20. An example is the rate from Goldfield to Verdi, 
Where the reduction is from $13 a ton to $8 on the higher grades 
o! lumber and to $5 on the lower grades. 


(he State Railroad Commission of Pennsylvania has notified 
all the railways of the state that the rule about through check- 
ing of baggage which has recently been adopted by the Penn- 
sylyania is to be prescribed by the commission for observance 
by all railways of the state. This rule is to the effect that a 
passenger holding transportation through to a point on another 


r 


rond may have his baggage checked through, even though his 








the higher charges will have to be paid by the trunk line rail- 
ways or the shippers. 


The New York State Public Service Commission, Second dis- 
trict, has authorized all steam roads to suspend until February 
], 1911, tariffs containing general increases in freight rates 
which would otherwise go into effect November 1. The com- 
mission previously made an order authorizing the postpone- 
ment of these increases from August 1 to November 1. This 
action in New York state follows action in interstate business 
taken by the Interstate Commerce Commission, pending investi- 
gation of general rate advances by that commission, 


The Indiana railway commission has ordered H. F. Houghton, 
general superintendent of the Big Four, to supply it with data 
regarding the ages and service records of telegraph operators 
employed by that road, and Mr. Houghton has informed the 
commission that, on the advice of counsel, he will not furnish 
the information. The commission has indicated that it will try to 
get the Marion county court to compel Mr. Houghton to supply 
the information. The order of the commission was issued in 
connection with its investgation of a wreck at Brightwood, 
Ind. Mr. Houghton furnished the desired information regard- 
ing the telegraph operators who were in any way concerned 
with the Brightwood accident, but refused to give information 
about other operators. It is charged by the commission that 
the Big Four and other railways are employing men as telegraph 
operators who are too young and inexperienced. 





Railway Building in British India. 


An effort is being made by the business men of Karachi to 
secure the sanction of the Indian government to the extension 
of the meter gage railway from Hyberabad to Karachi, This 
railway now extends from Hyderabad, Sind, to Jodhpur, 
Rajputana, but through freight from Rajputana to Karachi does 
not use this line to any great extent on account of the neces- 
sary transfer at Hyderabad to the broad gage, and the high 
charges of the broad-gage road for the short haul from Hyder- 
abad to Karachi. It is believed that much larger trade will re- 
sult between Rajputana and Karachi if this extension is allowed, 
and it would furnish Karachi with an additional line of com- 
munication with the interior, this being necessary on account of 
frequent damage to railway lines because of floods which occur 
during the wheat seasons. Communications have already been 
interrupted for three days during the present season, while three 
or four years ago all freight traffic with the interior was cut off 
for a period of 34 days. 
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OcTOoBER 28, 1910. 


Railway Officers, 


ELECTIONS AND APPOINTMENTS, 








Executive, Financial and Legal Officers. 


Charles H. Hempstead, transfer clerk of the New York, New 
Haven & Hartford, has been appointed assistant secretary, with 
office at New Haven, Conn., succeeding Arthur E. Clark, pro- 
moted. 


Richard H. Aishton, general manager of the Chicago & North 
Western at Chicago, has been elected vice-president in charge 
of maintenance and operation, with office at Chicago, succeed- 
ing W. A. Gardner. Mr. 
Aishton was born at 
Evanston, Ill., in June, 
1860. He was educated 
in the public schools at 
Evanston and began 
railway work in 1878 as 
an axman with an engi- 
neering corps on the 
Chicago & North West- 
ern. He remained in the 
engineering department 
until 1895, being pro- 
moted consecutively to 
rodman, division engi- 
neer, roadmaster and 
superintendent of 
bridges and _ buildings. 
He was then transferred 
to the operating depart- 
ment, first as train- 
master, and was later 
promoted to assistant 
superintendent, superin- 
tendent and general su- 
perintendent. He was appointed assistant general manager in 
1902, and four years later was made general manager. Mr. 
Aishton is chairman of the General Managers’ Association of 
Chicago. 

F. B. Sheldon, assistant to the president and chief engineer 
of the Hocking Valley at Columbus, Ohio, has been elected 
president of the Kanawha & Michigan, with office at Columbus, 
succeeding Nicholas Monsarrat, deceased. 


Maxwell Evarts, general attorney of the Union Pacific at 
New York, has been appointed general counsel of the Union 
Pacific, the Southern Pacific, the Oregon Short Line and the 
Oregon Railroad & Navigation Co., with office at New York. 

J. T. Harahan, president of the Illinois Central, stated re- 
cently that he expects to retire under the pension system of 
the road on or before January 12, 1911. It is understood that 
the place of chairman of the board will be created and that 
Mr. Harahan will be appointed to it. 

W. J. Souder, auditor and purchasing agent of the St. Paui 
& Des Moines, with office at Des Moines, Ia. has resigned to 
engage in other business. T. S. Ford has been appointed to suc- 
ceed Mr, Souder, and will have the title of assistant auditor until 
the next meeting of the board of directors. 


Richard A. Jackson, general counsel of the Great Northern 
at St. Paul, Minn., has been elected vice-president in charge of 
legal affairs, with office at St. Paul. Mr. Jackson was presi- 
dent of the Rock Island Company from April, 1909, to January, 
1910. His photograph and a sketch of his life were published 
in the Railway Age Gazette of June 18, 1909. 

Marvin Hughitt, president of the Chicago & North Western, 
has retired to become chairman of the board of directors. W. 
A. Gardner, vice-president in charge of maintenance and opera- 
tion, has been elected president, succeeding Mr. Hughitt. (See 
sketches of Mr. Hughitt and Mr. Gardner published elsewhere 
in this issue.) Samuel A. Lynde, general attorney at Chicago, 
has been elected vice-president in charge of legal and financial 
aepartments, succeeding E. E. Osborn, retired on account of ill 
health, Richard H. Aishton, general manager at Chicago, suc- 
ceeds W. A. Gardner. 

Samuel A. Lynde, general attorney of the Chicago & North 
Western at Chicago, has been elected vice-president, in charge 
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of legal and financial matters, of the North Western and the 
Chicago, St. Paul, Minneapolis & Omaha, with office in New 
York City, succeeding E. E. Osborn, retired on account of ill 
health. Mr. Lynde was born December 14, 1855, at Rock Island, 
Ill., and graduated from Harvard College in 1877. He read law 
in Chicago, and was admitted to the bar in 1882. Since 1881 
he has had more or less to do with railway legal work, having , 
been connected at different times with the following roads: 
Chicago & Western Indiana, Grank Trunk and Chicago & East- 
ern Illinois. He was appointed general attorney of the Chicago 
& North Western in 1901, which position he held continuously 
until his recent election. 


Operating Officers. 


W. E. Shipp has been appointed an assistant superintendent 
of the Houston & Texas Central, with office at Ennis, Tex. 


I. H. Dillie, a chief despatcher of the Missouri Pacific, has 
been appointed a trainmaster, with office at Atchison, Kan., suc- 
ceeding W. H. Broughton, resigned. 


J. E. Hood, trainmaster of the Chicago, Milwaukee & Puget 
Sound, at Alberton, Mont., has been appointed superintendent 
of the Rocky Mountain division, with office at Three Forks, 
succeeding F. M. Melin, resigned. 


John A. McGrew, inspector maintenance of way of the Dela- 
ware & Hudson at Albany, N. Y., has been appointed superin- 
tendent of the Saratoga and Champlain divisions, with office at 
Albany, succeeding A. T. Benjamin, resigned. 


G. W. Lillie has been appointed an assistant superintendent 
of the Oregon Short Line, with office at Pocatello, Idaho, suc- 
ceeding C. M. Hoffman, resigned. He will have charge of me- 
chanical matters and have supervision over the Pocatello shops 
and roundhouse. 


William D. Cantillon, assistant general manager of the Chi- 
cago & North Western at Chicago, has been appointed general 
manager, with office at Chicago, succeeding Richard H. Aish- 
ton, elected vice-president, and W. E. Morse, general superin- 
tendent at Chicago, succeeds Mr. Cantillon. Samuel G. Strick- 
land, assistant general superintendent at Chicago, has been ap- 
pointed general superintendent of the lines east of the Missouri 
river, excepting the Minnesota and South Dakota divisions, with 
office at Chicago; and Chester T. Dike, engineer and superin- 
tendent of construction at Pierre, S. Dak., has been appointed 
general superintendent of the Minnesota and South Dakota divi- 
sions. 

William David Cantillon, assistant general manager of the 
Chicago & North Western at Chicago, who has been appointed 
general manager, with 
office at Chicago, suc- 
ceeding R. H. Aishton, 
elected _ vice-president, 
was born August 5, 
1861, at Janesville, 
Wis. Hereceiveda 
common school educa- 
tion and began railway 
work as a freight brake- 
man on the Chicago & 
North Western in 1875, 
and he was promoted in 
the operating depart- 
ment as follows: To 
conductor, trainmaster, 
assistant superintendent, 
superintendent and as- 
sistant general superin- 
tendent. He was ap- 
pointed general superin- 
tendent, with office at 
Chicago, in July, 1902, 
and in January, 1906, 
was appointed assistant 
general manager of the lines east of the Missouri river, which 
title he held until his recent promotion to general manager. 





W. D. Cantillon. 


A‘bert Ewing, trainmaster of the Atchison, Topeka & Santa 
Fe at San Marcial, N. M., has been appointed trainmaster of 
the Missouri division, with office at Marceline, Mo., succeeding 
F, E. Summers, promoted. F. J. Mackie succeeds Mr. Ewing 
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on the Rio Grande division. 
assistant trainmaster on the Colorado division. 


Samuel George Strickland, who has been appointed general 
superintendent of the Chicago & North Western, with office at 
Chicago, was born August 15, 1859. He received his education 
at collegiate institute and grammar schools at Port Hope and 
Peterboro, Ont., and began railway work in 1877 as a telegraph 
operator on the Canadian Pacific. In 187& he went to the 
St. Paul, Minneapolis & Manitoba, now the Great Northern, as 
a telegraph operator. The next year he went to the Chicago, 
St. Paul, Minneapolis & Omaha as telegraph operator, and he 
was then successively promoted to agent, general agent, chief 
clerk to general superintendent, superintendent of terminals, 
trainmaster, superintendent and general superintendent. He was 
appointed assistant general superintendent of the Chicago & 
North Western in 1908, from which position he has now been 
promoted to general superintendent, succeeding W. E. Morse. 


Willis E. Morse, general superintendent of the Chicago & 
North Western at Chicago, has been appointed assistant gen- 
eral manager, with office at Chicago, succeeding William D. 
Cantillon, promoted. Mr. 
Morse was born Sep- 
tember 27, 1864, at Bel- 
videre, Ill. He received 
a high schoo] education 
and spent a year at 
Wayland University. In 
December, 1881, he be- 
gan railway work with 
the Chicago & North 
Western as a telegraph 
operator, and during 
the three years fo!low- 
ing held various posi- 
tions in station service. 
He was then made train 
despatcher, was ap- 
pointed a trainmaster in 
1889, and four years later 
he became assistant su- 
perintendent. For four 
years from 1897 he was 
superintendent of sev- 
eral different districts, 
becoming general super- 
intendent of the lines east of the Missouri river in January, i906, 
from which position he is now promoted to assistant general 
manager. 





W. E. Morse, 


C. H. Ewing, who was recently appointed superintendent of 
the Atlantic City Railroad, with office at Camden, N. J., as 
previously announced in these columns, was born May 28, 1866, 
in Chester county, Pa., and began railway work August 1, 1883, 
as a rodman on the Philadelphia & Reading, since which time 
he has been consecutively to March 1, 1890, transitman and 
assistant engineer. He was appointed assistant supervisor in 
March, 1890, and was made a supervisor in September of the 
following year. In October, 1892, he was appointed division 
engineer, and in August of the following year he was appointed 
chief engineer of the Central New England Railway, Pough- 
keepsie Bridge Route, remaining in that position until August, 
1902, when he was appointed division engineer of the Phila- 
delphia & Reading. In May, 1905, he was appointed engineer 
maintenance of way of the same road, which position he held 
at the time of his recent appointment as superintendent of the 
Atlantic City Railroad. 


Traffic Officers. 


Charles R. Dassell has been appointed a traveling freight agent 
of the Central of Georgia, with office at Cincinnati, Ohio. 

J. A. Stafford has been appointed traffic manager of the Fort 
Worth Belt Railway at Fort Worth, Tex., succeeding J. W. 
Carter, assigned to other duties. 

W. S. Blair, soliciting freight agent of the Kansas City South- 
ern at St. Louis, Mo., has been appointed assistant general 
agent, with office at Dallas, Tex. 

T. F. Seruby, agent of the Missouri Pacific at Winfield, Kan., 
has been appointed traveling freight agent, with office at Wichita, 
Kan., succeeding W. F. Bellairs, promoted. 
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George F. Thomas, assistant general freight agent of the Chi- 
cago Great Western at St. Paul, Minn., has resigned to become 
secretary and treasurer of the Moore Patent Car Co. 


H. M. Brooks has been appointed a commercial agent of the 
Cincinnati, Hamilton & Dayton, with office at Birmingham, Ala., 
succeeding V. E. Whitaker, resigned to accept service elsewhere. 


V. E. Whitaker, commercial agent of the Cincinnati, Hamilton 
& Dayton at Birmingham, Ala., has been appointed general agent 
of the Atlanta, Birmingham & Atlantic, with office at Birming- 
ham. 


E. D. Staggs, recently appointed assistant claim agent of the 
Trinity & Brazos Valley at Teague, Tex., has been appointed 
assistant claim agent of the Denver & Rio Grande, with office at 
Denver, Colo. 


W. P. Lindsay, district passenger agent of the Missouri, 
Kansas & Texas at St. Paul, Minn., has been appointed district 
passenger agent, with office at Pittsburgh, Pa. in charge of 
the new passenger agency established there. 


H. E. Lounsbury, general agent in the freight department of 
the Southern Pacific at Portland, Ore., has been appointed an 
assistant general freight agent of the Southern Pacific and the 
Oregon Railroad & Navigation Company, with office at Port- 
land. J.-H. Mulchay succeeds Mr. Lounsbury. 


J. H. Harper has been appointed a general agent of the 
Kansas City, Mexico & Orient, with office at St. Louis, Mo., 
a new office. H. B. Furlong has been appointed a traveling 
freight agent, with office in New York City, and W. T. Dunne 
is appointed a traveling freight agent, with office at Chicago. 
R. G. Taylor has been appointed a contracting freight agent 
at Chicago. 


H. B. Rox, agent of the Union Line, Pennsylvania Lines 
West, at Ironton, Ohio, has been appointed agent at Birmingham, 
Ala., and George W. Koonce succeeds Mr. Rox. John T. Wray, 
traveling freight agent of the Pennsylvania Lines at Louisville, 
Ky., has been appointed agent of the Union Line at Atlanta, Ga., 
and George H. Fyler is appointed agent at New Orleans, La. 
George Crank has been appointed traveling freight solicitor, with 
office at San Antonio, Tex. These appointments are effective 
November 1. 


William P. Garside, traveling freight and passenger agent of 
the Atchison, Topeka & Santa Fe at El Paso, Tex., has heen 
appointed traveling freight and passenger agent, with office at 
Mexico City, Mex. G. H. Donart succeeds Mr. Garside, J. C. 
Batham has been appointed a traveling passenger agent, with 
office at Des Moines, Iowa. A. A. Betts, soliciting freight agent 
of the Santa Fe, Prescott & Phoenix, has been appointed a 
traveling freight and passenger agent of that road, and H. B. 
Kohl has been appointed a traveling passenger agent, with office 
at Prescott, Ariz. 


Engineering and Rolling Stock Officers. 


W. S. Boyce has been appointed a roadmaster on the Middle 
division of the Atchison, Topeka & Santa Fe, with office at 
Newton, Kan. 


M. O'Laughlin has been appointed a roadmaster of the Rock 
Island Lines, with office at Little Rock, Ark., succeeding Pat 
Daily, resigned. He will have charge of the territory from 
Haskell, Ark., to Eldorado (sub-division 53), and from Tins- 
man to Crossett (sub-division 53A). 


C. M. Hoffman, assistant superintendent of the Oregon Short 
Line and the Southern Pacific Lines east of Sparks at Poca- 
tello, Idaho, in charge of mechanical matters, has been ap- 
pointed superintendent of motive power of the St. Louis, Browns- 
ville & Mexico, with office at Kingsville, Tex., succeeding John 
Nicholson, resigned. 





OBITUARY, 





Gen, Thomas T. Eckert, who was vice-president of the West- 
ern Union Telegraph Company from 1881 to 1892 and was presi- 
dent from the last named date until 1902, died at his summer 
home in Long Branch, N. J., October 20, at the age of 8). 
General Eckert was born in Ohio and was engaged in telegraph 
line construction as far back as 1852. He held important places 
in the military telegraph service during the War of the Rebellion. 
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Railmay Construction. 


New Incorporations, Surveys, Etc. 





ATcHISON, Toreka & Santa Fe.—Trains are now operating 
over the new cut-off from Fullerton, Cal., east via Placentia to 
Richfield. 


BaLtTrmorE & Ounto.—The report of this company for the year 
ended June 30, 1910, shows that much of the work previously 
undertaken was completed during the year, and work on the 
uncompleted improvements has been vigorously prosecuted. The 
more important work carried out during the year included the 
new double-track bridge over the Susquehanna river; the via- 
duct known as bridge 68, at Cumberland, Md., which was 
widened and reinforced to carry heavier rolling stock, and a 
connection, including a bridge over the Monongahela river, was 
constructed between Haywood, W. Va., on the Monogah divi- 
sion, and Lumberport, on the Ohio river division. The new 
double-track drawbridge over the ship canal at Indiana Har- 
hor, Ind., has also been completed, and a number of new pas- 
senger stations at various places were put up during the year. 
The work now under construction, most of which it is expected 
will be finished during the present fiscal year, includes a change 
of line and grade reduction, Concord, Del., to Wilmington, 1.1 
miles, including a stone viaduct, to replace the steel bridge over 
Brandywine creek; additional third-track, Sir John’s Run, W. 
Va., to Great Cacapon, about five miles. When this work is 
finished there will be a continuous third-track from Hodgesville 
to Orleans Road, about 34 miles; construction of 1.5 miles of 
siding near Bond, Md.; extension of third-track from Swan- 
ton, Md., eastward 2.5 miles; revision of line and change of 
gerade between Hutton, Md., and Corinth, W. Va.; extension 
of third-track from west of Terra Alta, W. Va., to Rodemer, 
«bout four miles, including elimination of tunnels at McGuires 
and Rodemer. This work will complete the third-track from 
Rowellsburg to Terra Alta. A change of line and reduction of 
grade is being made between Blaser, W. Va., and West End, 
about four miles, including construction of new doubie-track 
tunnel about 4,250 ft. long between Tunnelton and West End. 
The existing Kingwood tunnel, operated in conjunction with 
this line, will give three tracks and afford necessary relief where 
the tratfic heretofore has been restricted by the single-track 
gauntlet through Kingwood tunnel. Work is under way on 
the construction of third-track from West End to Hardman, 
six miles, including an open cut for three tracks, in place of 
Murray’s tunnel; extension of third-track between Foley, Pa., 
and Mance, and Sand Patch and Keystone, about five miles; 
extension of second-track and additional passing sidings between 
Rockwood, Pa. and Somerset; extension of Quemahoning 
branch from Jenner, Pa., to a connection with the Somerset & 
Cambria branch at Somerset, nine miles; construction of sec- 
ond-track in open cut, including elimination of single-track 
gauntlet, 1,500 ft. through tunnel at Bakerstown, Pa., thereby 
making second-track continuous from Sand Patch tunne} to 
Hamler, Ohio, on the Chicago division; extension of second- 
tracks with grade revisions, additional passing sidings and yard 
tracks between Wheeling, W. Va., and Lorain, Ohio, and the 
construction of 21 miles of second-track between Wellsboro, 
Ind, and McCools, on the Chicago division. With the comple- 
tion of this work there will remain only 86 miles of single 
track on the Chicago division. Additions and extensions of 
yard and terminal facilities are being carried out at various 
places. The renewal and strengthening of bridges to carry 
heavier rolling stock and the elimination of grade crossings is 
also being carried out. The bridges on the line from Phila- 
delphia to Grafton and on the Pittsburgh and Chicago divisions 
will be completed during 1910, and the rest of the work as early 
as possible. Grade crossings are being eliminated in the cities 
of Baltimore, Md., Columbus, Ohio, and Chicago. The work at 
Baltimore and at Chicago will extend over a period of years; 
at Columbus it is expected that the work will be finished during 
the following fiscal year. See report of this company else- 
where in these columns. 


BIRMINGHAM & NorTHWESTERN.—An officer writes that the 
prospects of building this line are good, and that contracts will 
be let about January 1, 1911. The plans call for a line from 
Dyersburg, Tenn., southeast via Friendship, Stokes, Alamo, Bells, 
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Fruitvale or Gadsden and other towns in Madison county, to 
Jackson, about 45 miles. The work will include a 1,200-ft. 
trestle. The line will carry coal, timber, grain, cotton and 
products, as well as live stock. R. M. Hall, president, Dyers- 
burg. 


BrittsH Cotumpia & ALasKa.—This company, which was 
organized to build from Vancouver, B. C., north via Lytton, 
along the Fraser river to Fort George, thence following the 
Stewart river to Port Conley, and along the valley of the Skeena 
river, the Stickeen and Teslin, to Dawson, will apply for incor- 
poration to the Canadian parliament at its next session. J. 
Wolkenstein, president, Seattle. (Aug. 5, p. 262.) 


BritisH CoLuMBIA SOUTHERN.—This company will apply to the 
parliament of Canada for an extension of time to build lines 
as follows: From a point near Michel, B. C., to Kananaskis, 
Alb.; from the Elk river and the Upper Kootenay river to 
the 49th parallel and the Tobacco Plains; from a point on the 
Lower Kootenay river to New Westminster, B. C., and Burrard 
Inlet, with a branch to Nelson, via Salmon river; from Michel 
creek to Martin creek; from a point on the main line about 36 
miles west of the eastern boundary of British Columbia, south- 
erly and easterly, not exceeding 10 miles, and such branch lines 
trom its main line and from the line between Fort Steele and 
Golden as may be authorized. 


CANADIAN PaciFic.—This company will apply to the parlia- 
ment of Canada at its next session for an extension of time 
to build the following lines: Lanigan, Sask., to Prince Albert; 
Wilkie, northerly and westerly towards the Battle river, thence 
southerly to a connection with the La Combe branch of the 
Calgary & Edmonton Railway; from Outlook to a junction with 
the La Combe branch of the Calgary & Edmonton; from Este- 
van, northwesterly to Forward, on the Weyburn branch; from 
a point in Township 6, 7, 8 or 9, Range 30, W., westerly to 
Lethbridge, Aib.; from a point north of Teulon, Man., to a 
point between Marsh Point and the north boundary of Town- 
ship 25, Man. 


Cuicaco, Burtincton & Quincy.—An officer writes regarding 
the reports that an extension is to be built from Mexico, Mo., 
west to Kansas City, that at the present time the company has 
no serious intention of building the extension. 


Cuicaco, MinwAuKEE & Pucet Sounp.—An officer writes 
that contracts have been let to H. C. Henry, White building, 
Seattle, Wash., for building the Idaho & Western, from Dish- 
man, Wash., east via Liberty Lake Junction and Post Falls to 
Coeur d’Alene, about 35 miles. Maximum grades will be 0.5 
per cent. and maximum curvature six degrees. There will be 
a steel bridge over the Spokane river, and docks at Coeur 
d’Alene. 


Cuicaco, Rock Istanp & Paciric.—The report of this com- 
pany for the year ended June 30, 1910, shows that the line be- 
tween Amarillo, Tex., and Tucumcari, N. Mex., where it joins 
the main line to the southwest, has been completed. The new 
line is laid with 60, 65 and 70-lb. rail and provides a short route 
from Memphis, Tenn., via New Mexico and Arizona, to south- 
ern California. The distance from Memphis to Tucumcari is 
873.72 miles over this line. New station buildings have been 
put up at Vega, Tex., Adrian, Glenrio and at Endee, N. Mex., 
and San Jon. On the completion of the new line the C., R. IL. 
& P. discontinued the operation of trains over the Fort Worth 
& Denver City Railway, from Amarillo to Dalhart, 82.06 miles. 
The traffic rights were therefore relinquished. (See report of 
this company elsewhere in these columns.) 


CINCINNATI, Hamitton & Dayton.—Double-tracking work is 
said to be under way on the main line south of Toledo, Ohio, 
on a section of 28 miles, also between Hamilton and a point 
several miles east of that place. 


Daxota, Kansas & Gutr.—An officer writes that the pros- 
pects of building this line are fair, but that it has not yet been 
determined when contracts for the work will be let. The pro- 
jected route is from Beloit, Kan., northwest via Ionia, Leba- 
non and Franklin, Neb., to Kearney, about 120 miles. W. H. 
Mitchell, president, Beloit, and F. T. Burnham, general attorney, 
316 Dwight building, Kansas City, Mo. (July 15, p. 142.) 
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Fostor1a & Fremont (Execrric).—An officer writes that this 
company is now building from Fostoria, Ohio, northeast via 
Amsden, Kansas, Burgoon and. Havens to Fremont, 21.4 miles. 
Grading is 90 per cent. finished and track laying is to be started 
about November 1. The line parallels the Lake Erie & West- 
ern, and traverses a rich agricultural district. It will provide 
a connection between the Western Ohio Railway and the Lake 
Shore Electric. F. D. Carpenter, president, and J. W. S. Riegle, 
chief engineer, Findlay, Ohio. 


Foy & I.tinois Union.—Incorporated in Illinois, with $25,000 
capital and office at Aurora, Ill. The plans call for a line from 
Yorkville, Ill, north to Morris, with a connecting line west to 
Dwight, and an extension south to Sandwich. The incorporators 
include: J. Meredith, J. Rhodes, H. H. Evans, F. M. Zimmer- 
man and R. C. Putnam, all of Aurora. 


Granp River, Meeker & Satt Laxe.—Incorporated in Colo- 
rado, with $10,000,000. The plans call for a line from the junc- 
tion of the Denver & Rio Grande and the Colorado Midland, 
to be known as Chapman, on the Grand river, in Garfield county, 
west to Salt Lake City, Utah, about 300 miles. Some of the 
right-of-way has been secured. A contract is said to have been 
given to the Mecker-Rangely Construction Co., Denver, to build 
the line. The incorporators include: A. Muller, W. D. Lippitt, 
A. Friedman, W. P. Simmington and J. T. McClure, all of 
Denver. 


IpAHo & WEsTERN.—See Chicago, Milwaukee & Puget Sound. 


KenTUCKY-TENNESSEE Traction.—An officer writes that it is 
expected to have surveys finished by December 1 for an elec- 
tric line from Hopkinsville, Ky., southeast via Salubria Sulphur, 
Mineral Springs, Pembroke and Trenton to Guthrie, on the 
Louisville & Nashville, about 25 miles. It is the intention to ex- 
tend the line south to Nashville, Tenn., and later from Hopkins- 
ville north to the coal fields of Christian and adjoining counties. 
The line may be extended to Evansville, Ind., on the Ohio river. 
About 80 per cent. of the grants of private rights-of-way, 40 ft. 
wide, have been secured from property owners between Hopkins- 
ville and Guthrie. It is expected that contracts for building 
and equipping the line will be let before January 1, 1911, and 
all the work carried out within 12 months. Charles Van den 
Burgh, associated with M. C. Forbes and N. Cathier, all of 
Hopkinsville; J. W. Cross, Pembroke; W. J. Dickinson, Tren- 
ton, and R. F. Warren, Guthrie, are interested. 


MAINE Roaps.—The town of Skowhegan, Me., has voted to sub- 
scribe for $15,000 stock of a company which proposes to build 
a 12-mile line through Cornville to Athens. It is expected that 
the line will cost about $200,000. H. D. Eaton, Waterville, is 
the promoter. 


Manitosa & NorTHWESTERN.—Application will be made to the 
parliament of Canada for an extension of time to build the fol- 
lowing lines: From Yorkton, Sask., to Prince Albert; from 
Russell, Man., to the northern or western boundary of Mani- 
toba; from a point between Portage la Prairie and Arden to 
the northern or western boundary of Manitoba; from some 
point between Westbourne and Beautiful Plains, northwesterly 
towards Lake Dauphin or Duck mountains; from a point be- 
tween Theodore, Sask., and Insinger, to a point in Township 
32, Range 18 or 19, W., second M., or Range 16 or 17. 


MILWAUKEE WeEsTERN Ececrric.—The stockholders have taken 
steps to secure funds for building from Milwaukee, Wis., north- 
westerly via Beaver Dam to Foxlake, with a branch from Sus- 
sex, via Pewaukee to Waukesha, in all about 80 miles. C. A. 
Chapman, Inc., Chicago, are the engineers. (Sept. 16, p. 510.) 


NaTIonaAL Rattways oF Mexico.—Surveys have been made, 
rights-of-way secured and bids are to be asked for soon, to build 
a branch from Allende, Coahuila, Mex., north to Las Vacas, 
on the Rio Grande, opposite Del Rio, Tex., about 80 miles. 
Bids will also be asked for soon to build a bridge over the Rio 
Grande for the joint account of this company and the Kansas 
City, Mexico & Orient, to connect with the line of the K. C,, 
M. & O., now under construction from San Angelo, south to 
Del Rio. These improvements will provide a new route for 
traffic between the United States and Mexico. (July 1, p. 154.) 


New York, PuiravetpHia & NorFoLxk.—An officer writes that 
a large amount of money is being spent for improvements on 
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this line, and that double-tracking work is now under way. 
About 44 miles of the double-track is now in operation. A new 
station has been opened at Greenbush, Va., and the freight yard 
at Cape Charles has been enlarged. 


New York Roaps.—An officer of the Syracuse Railroad Con- 
struction Co., Syracuse, N. Y., writes that the question of build- 
ing a line from Geneva, N. Y., to Port Gibson, is under con- 
sideration, but that no decision has yet been reached to carry 
out the work 


NorroLtkK & WeEsTERN.—An officer writes that contracts have 
been let for work on the line from Cedar Bluff, Va., on the 
Clinch Valley district, northwest to Canebrake, W. Va., on the 
Dry Fork branch, 15.5 miles, as follows: Rinehart & Dennis, 
2.35 miles; Walton & Co., 2.6 miles; P. J. Millett, 2.9 miles; A. 
M. Valz, 1.76 miles, and W. O. Lipscomb, 1.84 miles, a total of 
11.45 miles, to cost about $1,800,000. Work is already under way 
on the remaining four miles. Contracts are also let for con- 
struction of the North Fork branch of the Tug Fork branch 
on two miles to the Vaughan Construction Co., and on 2.3 miles 
to Carpenter & Boxley, a total of 4.3 miles, to cost $380,000. 


NorTHERN Paciric.—The report of this company for the year 
ended June 30, 1910, shows that the Oregon Trunk Railway is 
now building from a point near Clarke, Wash., on the Spokane, 
Portland & Seatiie, south across the Columbia river, and up 
the Des Chutes valley to Bend, Oré., 156 miles. Second-track 
work has been finished from Lake Park, Minn., to Glyndon, 
26.83 miles, with the exception of about one mile at Stockton. 
Grading work for second-track and a change of line and grade 
from St. Cloud, Minn., to Rices, 14.79 miles, will be finished 
this year and part of the track laid. The second-track between 
Philbrook, Minn., and Staples, 6.3 miles, and slight grade revision 
work will be finished by November 1, with the exception of one 
bridge, which wili be double-tracked during 1911. In North 
Dakota grading has been finished and some of the second-track 
laid between Bloom and Jamestown, 4.99 miles. Grading is 
under way from Pingree, N. Dak., to Wilton, 92.5 miles, and 
will be finished this fall. No track or bridge material will be 
put in place during 1910. Grading is finished except for some 
small slides and deep cuts where no track is laid on the Mis- 
souri River Railway (Mandan North Line), 53 miles. From 
Mandan, N. Dak., north to Sanga, track has been laid on 28 
miles. Completion of the work has been postponed until 1911. 
On the Missouri River Railway (Mandan South Line), 72 miles, 
grading is about finished and track has been laid from Mandan, 
south to Mile Post 42. No track will be laid beyond that point 
for the present. The Western Dakota Railway has been fin- 
ished to Mott, N. Dak., 90 miles. Grading has been finished on 
the Glendive East Line, from Glendive, Mont., northeasterly 
along the Yellow Stone river, 55 miles, and piers for abutments 
of bridge across Yellow Stone river will be finished during 1910. 
The bridge will not be put up or any track laid until 1911. Grad- 
ing is finished for second-track and change of line and grade 
between Huntley, Mont., and Billings, and eight miles of track 
will be finished and ready for operation during 1910. The line 
from Billings to Laurel, 15.36 miles, and the Shields River Val- 
ley Railway, 23 miles, have both been put in operation. It is ex- 
pected that the second-track work will be finished from Missoula 
to De Smet, 7.02 miles, by December 15, and all the work on 
the Bitter Root extension to be carried out during 1910, 2.76 
miles, has been finished. Second-track work will be finished 
this fall from Spokane, Wash., to Wins, 4.4 miles, and from 
Wins to Marshall similar work has been finished on 2.38 miles 
and the line is now in operation. Grading and track laying is 
finished on the Conneli Northern Railway, from Connell, Wash., 
to Adrian, 62 miles, but the line will not be put in operation 
until 1911. Grading has been finished on the Ritzville branch, 
38 miles, and part of the track will be laid in 1910. Investiga- 
tion is being made of the character of the material along the 
Point Defiance line between Tacoma, Wash., and Tenino, but 
the work will not be begun until 1911. From Tenino to Van- 
couver second-track and grade changes are being carried out 
to provide the double-track main line with low curvature and 
low grades for joint use of the Northern Pacific, the Great 
Northern and the Union Pacific. The grading, bridging and 
track laying has been finished and the line is operated as double- 
track between Tenino and Chehalis, 14.5 miles. Grading between 
Chehalis and Kalama will be finished by November 15, as well 
as considerable of the track and bridge work. Double-track has 
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bcen completed on new line and grade and is now being operated 
from Kalama to Vancouver, 28.5 miles. In Oregon work has 
been finished and second-track is now in operation from North 
Portland to Portland, 3.26 miles. See report of this company 
elsewhere in these columns. 


OxtaHoma Roaps.-—According to press reports from Lawton, 
Okla., T. L. Poole, Oklahoma City, is back of a project to build 
from Wichita Falls, ‘Tex., north to Lawton, about 55 miles. 


Orecon SHort Line.—An officer writes that work is now 
under way by the Utah Construction Co., Ogden, Utah, on a 
line from Montpelier, Idaho, westerly five miles to Ovid, thence 
southerly, 4.5 miies, to Paris. Maximum grades will be 0.3 per 
cent. and maximum curvature 6 degs. There will be six or 
seven pile trestles over Bear river. The line will carry agri- 
cultural products and live stock. (July 22, p. 174.) 


Rock IsLanp, TExico, FarwetL & GuLr.—Contract is said to 
have been given to a construction company of Portland, Ore., 
for grading 100 miles from Farwell, Parmer county, Tex., 
south. The plans call for a line from Farwell, southeasterly 
to the center of Bailey county, thence south to a connection 
with the Texas & Pacific, about 200 miles. It is understood that 
the company will build shops at Farwell. M. J. Healy, Texico, 
N. Mex., may be addressed. (June 10, p. 1438.) 


St. Francois County RatLway.—Incorporated in Missouri, 
with $250,000 capital, to build a line connecting with the St. 
Louis, Iron Mountain & Southern at De Lassus, Mo., north via 
iarimington, to Esther. The incorporators include: W. M. 
Horlan, P. Giessing, E. Klein and W. R. Long. 


SouTHERN Paciric.—Incorporation has been asked for by a 
company to build from Mojave, Cal., northwesterly to Bakers- 
field. The line will go over the Tehachapi mountains. An in- 
corporator is quoted as saying that it was necessary to form 
a new company to determine whether it will be more profitable 
tc build a new line at a lower grade over the mountains, than 
to double-track the existing line between these two places. The 
directors include E. E Calvin, W. R. Scott and William Hood. 


SPOKANE, PortLanpn & NortrHERN.—Incorporation has been 
asked for in the state of Washington by this company, with a 
capital of $10,000,000 and office at Spokane, Wash. The plans 
call for a line from Spokane, west to Bridgeford, thence north, 
crossing the Columbia and the Okanogan rivers to the inter- 
national boundary near Nighthawk. A. M. Dewey, E. P. Spald- 
ing, S. A. Skinner, G. D. Needy and A. B. Lee, all of Spokane, 
are incorporators. 


Strutrcart & Rice Bett.—An officer writes that work is now 
under way from Du Valls Bluff, Ark., south to Stuttgart, about 
20 miles. Track has been laid on about three miles. H. Dal- 
hoff, Little Kock, has the contract. The line will haul coal, 
timber, rice, hay and live stock. G. C. Lewis, president, Du 
Valls Bluff; D. A. McRea, chief engineer, Little Rock. 


Union TERMINAL RatLway.—Work will soon be started on a 
terminal railway system to connect Rockport, Tex., with the pro- 
posed deep water harbor and town of Port San Antonio; also 
on a line from the latter place to Navy City. An extension 
will eventually be built to Aransas Pass. C. T. Hoff, president, 
Rockport; W. H. Vernor, first vice-president; S. B. Rorenson, 
second vice-president, and W. D. Newberry, secretary. 


VANDALIA RatLroAD.—Surveys have been completed between 
Indianapolis, [nd., and St. Louis, Mo., for improvements to be 
made to include straightening the track, eliminating grades and 
constructing 25 miles of double-track between Effingham, III, 
and East St. Louis. The largest piece of. work will be cutting 
down the big hill at Greenup. An entirely new right-of-way will 
he used. 


WateErLoo, Cepar Farts & NortTHEeRN (ELEcrric).—An officer 
‘Ss quoted as saying that plans have been made to extend this line 
irom Cedar Falls, Iowa, southwest to Dike, Grundy county, about 
‘) miles. The line is ultimately to be extended to Grundy Center 
ad Marshalltown. 
_ Witrapa Harpor & Coast Line.—Incorporated in the state of 
ashington, with $10,000,000 capital and office at Southbend, 
-ash., to build from Portland, Ore., north via Southbend, Wash., 
<id North River to Tacoma. A number of branch lines are also 
be built. J. L, Myers, J. W. Kleeb and F. H. Brown, all of 
uth Bend, are directors. 
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Railway Financial News. 





Aurora, Exrcin & Cricaco.—Stockholders have voted to buy the 
Chicago, Wheaton & Western. 

BattimoreE & Onto.—See discussion of the annual report of this 
company elsewhere. 

Boston & Maine.—Stockholders are to vote November 2 on the 
question of increasing the capital stock by the issue of $10,- 
663,700 new stock. The proceeds of the sals of this stock are 
to be used for additions and improvements. 

Cuicaco & ALtton.—Brown Brothers & Co., New York, have 
sold $722,000 5 per cent. Chicago & Alton equipment notes 
dated October 1, 1910, and maturing 10 per cent. annually, 
beginning October 1, 1911. 

Cuicaco, INDIANAPOLIS & LovisvILLE.—Potter, Choate & Prentice, 
New York, are offering the unsold portion of $3,000,000 re- 
funding mortgage 4 per cent. bonds of the Chicago, Indian- 
apolis & Louisville of 1910-1947 at 95, yielding about 4‘ per 
cent. on the investment. 

Cuicaco, Rock Istanp & Paciric.—Stockholders are to vote De- 
cember 15 on the question of taking over the Chicago, Rock 
Island & El Paso, which is a subsidiary. The Ela Paso runs 
from Bravo, Tex., to Santa Rosa, N. M., 112 miles. 

See discussion of the annual report of this company else- 
where. 

Granp Rapips & InpIANA.—This company has passed the semi- 
annual dividend usually declared at this time. Dividends have 
been paid at the annual rate of 3 per cent. since 1901. The 
company is controlled by the Pennsylvania Company, but is 
operated independently. A circular issued to the stockholders 
says that although gross earnings to September 30 showed a 
fair increase, as compared with previous year, operating ex- 
penses, taxes and other payments have so far increased as to 
leave the company without any net income applicable to divi- 
dends. The circular lays the blame of this condition in part 
on the recent nationai and state legislation. 

Granp Trunx.—Application is to be made to the Canadian Par- 
liament for permission to buy the Montreal & Southern Coun- 
ties Railroad. This is a new electric road which runs from 
Montreal across Victoria Bridge to St. Lambert. 


New York, WEstcHEsTeR & Boston.—The New York Public 
Service Commission, Second district, has authorized the New 
York, Westchester & Boston to issue $5,000,000 first mortgage 
d per cent. bonds of 1904-1954. The bonds are to be sold at 
not less than par. 


NorTHERN Paciric.—See discussion of the annual report of this 
company elsewhere. 


ORANGE & NortH WESTERN.—See St. Louis & San Francisco. 


PitrspurGH, SHAWMUT & NorTHERN.—Kidder, Peabody & Co., 
Boston, are offering $1,500,000 Pittsburgh, Shawmut & North- 
ern 5 per cent. receiver’s certificates of August 1, 1910-1915, 
at .96%4, yielding about 5% per cent. on the investment. The 
values of the properties in the receiver’s hands aggregate, it is 
estimated, $25,000,000, of which $3,000,000 is the value of 
equipment. 

RuTLanp.—W. K. Vanderbilt, Jr., George F. Baker and W. H. 
Newman have been elected directors, succeeding H. McK. 
Twombly, deceased, and Olin Merrill and Robert T. Paine, 2d, 
retired. 


Str. Louis & San Francisco.—The Texas Railroad Commission 
has granted permission to the Orange & North Western to 
issue $1,067,000 bonds on the thirty miles of road from Orange, 
Tex., to Newton. The bonds are to be deposited under the 
New Orleans, Texas & Mexico division mortgage of the St. 
Louis & San Francisco. 

WaBaASH-PITtspurGH TERMINAL.—The Wallace Protective Com- 
mittee has refused the request of the Chapin Protective Com- 
mittee to return the $450,000 bonds owned by the Colonial 
Trust Co. of Pittsburgh. The question of the return of these 
bonds will be taken to the courts as a test case. The bonds 
were deposited with the Wallace Committee in May, 1908, 
under a five-year agreement; but the Chapin Committee takes 
the position that as two and a half vears have passed with no 
action by the Wallace Committee, that committee has for- 
feited its rights. 














The Panama Railroad is offering for sale six locomotives 
which are now in use on the Isthmus of Panama. Wendell L. 
Simpson, assistant purchasing officer, New York. 


The McKeen Motor Car Company, Omaha, Neb., delivered on 
its own wheels and under its own power, a 70-ft. motor car to 
the Southern. The car traveled over the Wabash, C., N. O. & 
T. P. and Southern. 


The Isthmian Canal Commission will receive bids until No- 
vember 14 for electrical material, including fittings, fixtures, 
insulating material, line material, tools, wire, electric and steel 
cable, etc. (Cir. No. 611.) 

Geo. F. Thomas, assistant general freight agent of the Chi- 
cago Great Western at St. Paul, Minn., has resigned to become 
secretary and treasurer of the Moore Patent Car Company, 
ewners of a design of refrigerator cars. 

The Chicago offices of the T. H. Symington Company, Balti- 
more, Md., wiil on Novembér 1 be moved from the Railway 
Exchange to 623-625 People’s Gas building. In addition to its 
journal boxes, this company also handles the Farlow draft gear. 

G. S. Vickery, chief draftsman of the frog and switch depart- 
ment of the Pennsylvania Steel Company. Steelton, Pa., has been 
appointed acting superintendent of the department, succeeding 
Mr. Reinoehl, whose death was noticed in these columns last 
week. 

Crerar, Adams & Company, Chicago, will move into their 
new warehouse and office, located at 239-259 E. Erie street, 
corner Fairbanks court, on November 1. This company has 
been located at the corner of Fifth avenue and South Water 
street continuously since 1858, with the exception of a year 
following the Chicago fire, and in that location have become 
well known as distributors of railway supplies. The new ware- 
house is large, fireproof, equipped with the latest devices for 
prompt handling of material, and will allow the company to 
‘ carry a much larger stock and better handle its growing busi- 
ness. 


The Northern Engineering Works, Detroit, Mich., is com- 
pleting an addition to its crane erecting shop. The new building 
is approximately 160 ft. x 60 ft. of fireproof structural steel 
and brick construction, with steel sash. Three cranes and two 
overhead trolley-runs will serve the floor. Electric and pneu- 
matic hoists will be used. The machinery has been installed and 
the building will be occupied this month. A new storage yard 
for structural steel has been arranged for alongside the addi- 
tion and is covered by a 60-ft. span, three-motor electric North- 
ern gantry crane of special construction. The company reports 
the largest demand in its history for its electric cranes and other 
products. 


The Lemac Carriers Company and the Ryan Car Company 
have appealed to the United States Circuit Court of Appeals 
for the Seventh Circuit from the decision of Judge Kohlsaat, 
of the circuit court at Chicago, in which Judge Kohlsaat en- 
joined the Lemac Carriers Company and the Ryan Car Com- 
pany from alleged infringing on a patent obtained by F. X. 
Mudd, general manager of the Live Poultry Transportation 
Company, for improvements in poultry cars. (See Railway Age 
Gazette, October 21, page 762.) The Lemac Carriers Company 
and the Ryan Car Cempany have filed bonds, and pending the 
decision of the United States Circuit Court of Appeals, the 
effectiveness of the decision of Judge Kohlsaat is suspended, 
so that no injunction is in force at the present time, nor can 
the injunction be enforced, of course, unless the decision of the 
lower court shall be upheld. 


Charles E. Randall, railway representative of Manning, Max- 
well & Moore, New York, died in Buffalo, N. Y., on October 22, 
at the age of 69. On account of the death of his father, Mr. 
Randall began work when but 14 years old, becoming an ap- 
prentice in the Taunton Locomotive Works. At 25 he took a 
position as chief engineer on a steamboat. Several years later 


he entered the employ of the Hartford Steam Boiler Works, 
at East Boston, Mass., where he remained until 1879. On June 
1, 1881, he became mechanical engineer and salesman for the 
Hancock Inspirator Company, with which work he has been 
connected since tiat time. 


When Manning, Maxwell & Moore, 
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purchased the Hancock Inspirator Co., in 1900, Mr. Randall 
became associated with this company, and has represented its 
allied industries, The Ashcroft Manufacturing Company, The 
Consolidated Safety Valve Company, The Hayden & Derby 
Manufacturing Company and The Hancock Inspirator Company. 
The funeral was held at Boston on October 25. 
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Bancor, Mr.—The Railroad Commission of Maine has issued 
a certificate of necessity to the Maine Central for taking land 
needed to carry out improvements. The company proposes to 
enlarge the upper part of the yard alongside the main line to 
Bangor and the branch line to Skowhegan. 


Cui1caco.—The Pennsylvania has secured property south of 
Polk street, between Stewart avenue and the Chicago river, 
for an extension of the company’s freight terminal. The re- 
ported price paid for the site is $1,800,000. 

Coeur p’ALENz, IpAHo.—See Chicago, Milwaukee & Puget 
Sound under Railway Construction. 

Detroit, Micu.—A contract has been given to the Detroit 
Bridge & Steel Co. for putting up a steel and concrete bridge 
to be 315 ft. long over the Michigan Central tracks at 14th 
street in Detroit. The improvements will cost $32.275. 


East St. Louts, In1.—The Clover Leaf-Alton freight houses 
were burned October 20. The loss included a number of 
loaded freight cars. The estimated value of the property de- 
stroyed is $500,000. 

Gue_pH, Nev.—An officer of the San Pedro, Los Angeles & 
Salt Lake- writes that on the line which is being built on higher 
ground than the existing line between Guelph, Nev., and Crest- 
line, there will be 15 steel bridges, each from 150 ft. to 300 ft. 
long, and eight tunnels. 


HannipaL, Mo.—The pattern and saw shops of the Chicago, 
Burlington & Quincy were burned October 23. Three work- 
men were injured and an estimated loss of $100,000 is reported. 


Mexico City, Mex.—The shops of the National Railway of 
Mexico were partially burned on October 16, due to a boiler 
explosion. The loss is estimated at $200,000. 

New Yorx.—The new station of the Hudson & Manhattan at 
Broadway and 33rd street, in the borough of Manhattan, will 
be opened for traffic on November 10. The new station will 
have five entrances from the street, one on the northwest cor- 
ner of Broadway and 32nd street, three under the elevated 
stairs and one through the Gimbel store property. There are 12 
staircases leading from the Concourse to the track platforms 
below. 


OaxkLanp, Cat.—The Southern Pacific is building a new power 
plant at the West Oakland yards for use in connection with the 
proposed electrification of the Oakland and Alameda line. 


PHILADELPHIA, Pa.—An officer of the Philadelphia & Reading 
writes that contracts have been let for work between Somerset 
street and Trenton avenue, on the Richmond branch, as follows: 
For masonry and embankment work, to John McMenamy, Phila- 
delphia, at $117,425, the work to be completed within 300 days, 
and for the bridges ready for ballast, to the American Bridge 
Co., at $125,428, the work to be finished within 175 days. 

San Bernarvino, Cat.—The Atchison, Topeka & Santa Fe 
will put up a recreation hal] in connection with the shops at 
San Bernardino, to cost $5,000. 

San Dieco, Cat.—The Atchison, Topeka & Santa Fe has given 
a contract for a new station at Delmar, near San Diego, and 
will commence work carly next year on new freight sheds at 
San Diego. 

Somerset, Pa.—It is understood that the ordinance to permit 
the Baltimore & Ohio to make improvements in Somerset will 
be passed. The plans call for building a new passenger station. 


Texas City, Tex.—The Texas City Transportation Com- 
pany has announced its intention of building 10 miles of addi- 
tional yard tracks, a new steel and concrete warehouse 10) 
ft. by 750 ft.. a new fireproof station at Tenth street and Tenth 
avenue, N., and a fireproof office building at the docks. 
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Late News. 


The items in this column were received after the classified 
departments were closed. 








B. H, Da Costa has been appointed a traveling freight agent 
of the Central of Georgia, with office at New York, effective 
November 1. 


The Pan-American Railway is said to be in the market for 
500 freight cars, including flat, box, dump and gondola cars, 
for 50 passenger cars and also a number of locomotives. This 
item is not confirmed. 


The Oregon & Washington expects to open for operation Jan- 
uary 1, 1911, a branch from Cosmopolis, Wash., south to Brook- 
lyn, in Pacific county, 30 miles. The line is being built through 
a heavy timber section. 


Alfred Craven, deputy engineer of the New York Public 
Service Commission, First district, at New York, has been ap- 
pointed engineer in charge of subway construction, succeeding 
George S. Rice, resigned. 


The Greenbrier, Cheat & Elk River has started work on a 
line from Bemis, W. Va., to Webster Springs, about 75 miles. 
The work includes piercing an 800-ft. tunnel. S. E. Slaymaker, 
president, 200 Fifth avenue, New York. 


The Interstate Commerce Commission in an opinion by Chair- 
man Knapp in the case of Chicago Car Lumber Co. v. Louis- 
ville & Nashville, has awarded reparation on four carload ship- 
ments of railway ties between Tennessee Ridge, Tenn., and 
Louisville, Ky. (19 I. C. C,, 488.) 


The Fairburn & Atlanta Railway & Electric Co, has grading 
work finished and will let contracts soon to complete a line 
from College Park, Ga. to Fairburn, 10.5 miles. There will 
be one steel bridge, 81 ft. long. W. T. Roberts, president, and 
L. W. Roberts, chief engineer, Atlanta. 


A contract is said to have been given by the Northwestern 
Pacific to the Utah Construction Co., Ogden, Utah, for building 
32 miles of line between Willits, Cal., and Eureka. The con- 
tract calls for heavy railway construction, including 11 tunnels, 
varying in length from 200 ft. to almost a mile. 


The Oberlin, Hampton & Eastern has given a contract to the 
Williams Brothers Co. to build from Oberlin, La., southeast to 
Hampton, nine miles. The line may eventually be continued 
east to Eunice. It is expected to have the track laid during 
1910. W. B. Williams, president, Oberlin, and O. L. Reiszner, 
engineer, Le Compte. 


The Texas, Oklahoma & Eastern has been incorporated in 
Oklahoma, with $200,000 capital, to build from Valliant, Okla., 
east through a timber section to Mountain Fork river, 30 miles. 
H. Dierks, H. L. Dierks, A. E. Hart, J. S. Kirkpatrick, all of 
Kansas City, Mo.; S. B. McCartney, Bismarck, and J. H. Crook, 
Idabel, Okla., are interested. 


The Indiana Railroad Commission is to investigate the possi- 
bility of a car shortage. “One reason for the shortage,” says 
Chairman Wood, “is the fact that under a ruling of the Inter- 
state Commerce Commission a railway is compelled to pay only 
26 cents a day for a car belonging to another company which 
it appropriates to its own use. The roads have found it cheaper 
to pay the nominal sum than to build cars, while they do not 
relish the idea of building cars for their own use when they 
are likely to be seized by another company and used for an 
indefinite time at the price set out in the ruling. It seems to me 
that it will be necessary to readjust the ruling in the interest of 
better shipping facilities.” 


‘The Interstate Commerce Commission in an opinion by Com- 
missioner Clements has decided the case of the Southern Cotton 
Oil Co. v. Atlantic Coast Line Railroad et al. Crude cotton- 
seed oil shipments were made into Savannah, Ga., on local rates 
irom points in Georgia and Alabama, there refined and then 
tcshipped on balance of through rates from various points of 
origin to ultimate destinations. Between the inbound and the 
cutbound movements the rates had been advanced 2 cents per 
100 lbs., and defendants applied on these shipments the higher 
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through rates in effect at time of reshipment. On complaint 
that the higher charges were unlawful, it is held that the legal 
rates applicable on these shipments were the rates in effect at 
the time of the initial movement. Reparation awarded. (19 I. 


C. C, 434.) 


The Missouri, Kansas & Texas has filed application with the 
Texas Railroad Commission to take over and operate as a 
part of its system the Texas Central, which it recently acquired. 
It is proposed to do this under a five-year lease as an actual 
merger of the two companies cannot be done except by enact- 
ment of the legislature. The official recognition of the two 
roads as being under the same management will make the 
single line rate apply over the connecting roads instead of the 
joint line rate as at present. This would mean a large saving 
to the shippers. In its application to the commission the Mis- 
souri, Kansas & Texas agrees to follow the policy of the former 
owners of the Texas Central of extending that line west through 
the lower Panhandle to Roswell, N. Mex., a.distance of about 
350 miles, and to complete the branch line that is being now 
built from De Leon to a point 40 miles west of there. 


In regard to the threatened coai famine in Chicago, President 
Ogara, of the Ogara Coal Co., the largest shippers of Illinois 
coal, says: “Organizations of consumers have fought tooth 
and nail to prevent the railways from receiving a just increase 
of 10 or 15 cents a ton on coal. The result is that the con- 
sumer will have to pay from $2 to $3 instead of 10 cents a 
ton more than last year. The railways were discouraged by 
the attitude of shippers and consumers, and few of them have 
spent a dollar for new cars or facilities for handling coal. Hun- 
dreds of cars have been discarded since last winter, and the 
railways will not be able to furnish the coal demanded with the 
first turn ot cold weather. We have been short about 50 cars 
a day of our orders and expect worse conditions. I look for 
coal to be higher this winter than any year since the famine 
cf 1902-3, when prices doubled in two months. Perhaps the 
consumers will be willing next year to let the railways earn a 
profit on their Illinois business.” 


At the annual meeting of the stockholders of the New York, 
New Haven & Hartford Wednesday the number of directors 
was increased from 25 to 27. The three new directors are 
T. DeWitt Cuyler, of Philadelphia, a member of the Penn- 
sylvania board; A. S. May and A. E. Clark. The directors 
were empowered to pension employees for long and efficient 
service. A resolution was approved concerning the purchase 
by the company of the Berkshire Railroad Company at a cost 
of $1,887,725. The purchase of the New Haven & Northamp- 
ton for $984,000 and the purchase of the Rhode Island & Massa- 
chusetts Railroad for $191,700 was also approved. President 
Mellen in explaining why the stockholders were asked to vote 
on the question of pensions said the board had been granting 
pensions from time to time and believed that the pension system 
tends to give better service and secure more faithful perform- 
ance of duties by employees. A doubt, however, has been ex- 
pressed as to whether or not the directors can legally vote such 
pensions. 


Shippers began introducing testimony at the western rate ad- 
vance cases Wednesday. H. C. Wallace, editor Jowa Farmer, 
testified that farmers are unable to make enough money earn 
reasonable interest. Counsel for railways on cross examination 
made Mr. Wallace admit that Iowa land had been largely in- 
creasing in value, that farmers buy automobiles and are re- 
ceiving high prices for crops. The point was also brought out 
that farmers lived off their farms and that what Mr. Wallace 
meant was they were not able to earn interest after paying 
all family expenses. Shippers put on the stand H, G. Wilson, 
transportation commissioner of the Kansas City Commercial 
Club; W. P. Trickett, transportation commissioner of the Min- 
neapolis Board of Trade, and E. J. McVann, transportation 
cominissioner of the Omaha Chamber of Commerce. Mr. Wil- 
son and Mr. Trickett said that railways formerly gave large 
rebates which they do not give now, and that if they were 
able to prosper when they were giving rebates they ought to 
prosper now when they are not giving them. John Barton 
Fayne, counsel for the Chicago Great Western, asked Mr. 
Trickett specific cases of rebating. After considerable cross 
examination Mr. Trickett said he would get advice of counsel 
and answer the question regarding specific cases later. 
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Equipment and Supplies. 


LOCOMOTIVE BUILDING. 


The Mintah Raiiway, Philadelphia, Pa., has ordered one con- 
solidation locomotive from the Baldwin Locomotive Works. 





CAR BUILDING. 


The Pennsylvania has ordered 40 all-steel passenger cars from 
the American Car & Foundry Company. 


_The Bingham & Garfield, McCormick building, Salt Lake 
City, Utah, will soon be in the market for several hundred steel 
ore cars. 


The Hawley Lines, reported in the Railway Age Gazette of 
June 17 as figuring on 8,000 freight cars, are now receiving 
revised prices on this equipment. 


The Norfolk & Western, reported in the Railway Age Gazette 
of September 30 as being in the market for 500 fifty-ton hopper 
cars, will build this equipment in its own shops. 


The Louisville & Nashville, reported in the Railway Age 
Gazette of September 16 as being in the market for 100 ballast 
cars, has ordered this equipment from the Rodger Ballast Car 
Company. 


The Hudson & Manhattan, reported in the Railway Age 
Gazeite of September 30 as being in the market for steel sub- 
way cars, has ordered 30 of these cars from the Pressed Steel 
Car Company. 


The Lehigh Valiey has ordered 40 all-steel vestibule passenger 
coaches from the Pullman Company. They are to be delivered 
in March and April of next year. Two combination baggage- 
library-buffet cars, each 75 ft. long and containing chairs for 
23 passengers, have also been ordered from the Pullman Com- 
pany. 





IRON AND STEEL. 


The Norfolk & Western is said to be in the market for 15,000 
tons of 100-lb. rails for 1911 delivery. 


The Atchison, Topeka & Santa Fe has ordered 600 tons of 
bridge steel from the American Bridge Company. 

The Baltimore & Ohio has ordered 400 tons of bridge steel 
from the McClintic-Marshall Construction Company, and 200 
tons from the American Bridge Company. 

General Conditions in Steci—While rai! orders have been 
sinall, prospective business is beginning to show up. It is under- 
stood that a large number of railways are just now making up 
estimates for 19il requirements. Four railways, the Atchison, 
Topeka & Santa Fe, the Pennsylvania, the New York Central 
and the Harr’man Lines will, it is said, consume in the neigh- 
borhood of 500,0C0 tons. Generally, the outlook for the steel 
companies is much brighter than it has been for the past six 
months. The quarterly statement of the United States Steel 
Corporation, as of September 30, shows net earnings of $37,365,- 
187, which is in access of the estimated $37,000,000. 





SIGNALING. 


A correspondent at Spokane writes: 

The Washington Water Power Company has just installed 
on its suburban electric railway between Spokane and Cheney 
and Medical Lake, Wash., 27 miles, a complete system of auto- 
matic electric block signals and an automatic stop. If the stop 
signal is disregarded, an iron bar, lowered with the semaphore, 
will break a glass tube on the top of the leading car and apply 
the brakes. The signals, which are three-position upper-quad- 
rant with top-post mechanism, are controlled by track circuits 
with overlaps. Instead of remaining at “safety,” the lights in 
the signals, which show green for clear and red for stop, are 
twin two-candlepower incandescent electric. 


The Great Northern is to equip 59 miles of its line with elec- 
tric train staffs. This installation will be an extension of the 
train staff operation through the Cascade tunnel, which has 
been in effect several years. The termini of the line now to 
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be equipped are Leavenworth and Skykomish. There will be 
17 block sections and 34 staff instruments. Thirty-two of these 
will have permissive attachments and at 16 stations there will be 
staff cranes, by means of which staffs will be taken up by trains 
without reducing speed. There will be home and distant ap- 
proach signals at every station, by which the operator will have 
complete control of the movement of trains into the side tracks, 
this arrangement being similar in principle to that which is in 
use on the Southern Pacific, and which was described in the 
Railway Age Gazette of May 21, 1909. 


The second regular meeting of the Chicago Signal Club for 
October was held on October 24. Hibbard S. Greene, of the 
Nungesser Electric Battery Company, read a paper on “Dry 
Batteries for Ignition Service’ and in the discussion following, 
many important points regarding the preventing of battery fail- 
ures on motor cars were brought out. Mr. Lavarack led a 
discussion on “Detector Track Circuits vs. Detector Bars.” The 
next meeting will be held November 14 and the subjects for 
discussion will be “The Relative Merits of Series and Shunt 
Circuits for Side Track Protection,” and “The Mercury Arc 
Rectifier for Charging Signal Storage Batteries.” W. E. Foster, 
of the Ingalls-Shepard Forging Company, will read a paper 
on “Standard Specifications for Mechanical Interlocking.” It 
was decided to invite all supply men to every regular meeting 
instead of to alternate meetings, as has been the custom. 





Carborundum File. 


The carborundum file is the latest carborundum product de- 
signed to assist in and quicken operations for railway shop men. 
It is made to do the same work as the steel file on all kinds of 
castings and metal pieces. It is claimed that it will outlast the 
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steel file, and that it is very useful for touching up case-hard- 
ened parts and removing scale from the hard metal. 

The carborundum file is a rectangular solid block, 13 in. long, 
1% in. wide and 1% in, thick. Carborundum, as is well known, 
is a hard and sharp abrasive material. Every grain or grit in 
the file is so hard and sharp that the results from using a file 
made from such material can be readily appreciated. 

This file may be obtained from hardware dealers, or from the 
Carborundum Company, Niagara Falls, N. Y. 





FOREIGN RAILWAY NOTES. 


The total length of the running track of the railways of the 
United Kingdom at the end of 1909 was 39,622 miles, and the 
total length of sidings was 14,350 miles. At the end of 1908 
the length of running track was 39,316 miles. 


At the end of 1909 the length of line in Great Britain (in 
equivalent of single track) operated solely by electricity was 
20414 miles, and some 229% miles were being operated partly 
by electricity. The corresponding lengths of line at the end of 
1908 were 204% and 200% miles respectively. The total quan- 
tity of electrical energy used in 1909 was 253,294,628 Board of 
Trade units. 


The proposed railway to connect the Pacific coast with the 
Upper Ucayali river is to be commenced shortly, according to 
a report on the trade of Iquitos, Peru. It will start from Cerro 
de Pasco, to which point a railway already exists. and reach 
the river at a point called Pucalpa, about four days above 
Iquitos by steamer. Vessels of about 250 to 300 tons, but of 
light draught, can reach this point at any time of the year. It 
is understood that the engineers who made the initial survey 
encountered fewer difficulties than they had anticipated, and 
that they have hopes of completing the line in three years. They 
have now returned to Lima to complete arrangements and in- 
tend starting work at both ends as soon as possible. The con- 
tracting firm is a United States one and the estimated cost of 
the railway is $15,000,000. 
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ANNUAL REPORTS. 


ut eo. ae 
BALTIMORE & OHIO RAILROAD COMPANY--—EIGHTY-FOURTH ANNUAL REPORT. 


Office of the Baltimore & Ohio Railroad Company, 
Baltimore, Md., Sept. 22, 1910. 


To the Stockholders of the Baltimore & Ohio Railroad Company: 
The president and directors herewith submit report of the affairs of the 
company for the year ended June 30, 1910. 


The statements following show the operations of the properties of the 
entire system, excepting the Staten Island Railway Company, the Staten 
Island Rapid Transit Railway Company and the Baltimore & Ohio Chicago 
Terminal Railroad Company, and cover 4,434.39 miles of road. 


OPERATING RESULTS FOR THE YEAR ENDED JUNE 30, 1910, 
COMPARED WITH THE YEAR ENDED JUNE 30, 1909. 








Rail operations, 1910. 1909. Increase. 
Miles of road operated....... 4,434.39 4,459.90 *25. 
Earnings: 

From freight traffic....... $69,408,112.68 $58,355,111.83 $11,053,000.85 
From passenger traffic..... 14,485,585.09  13,551,238.28 934,346.81 
From express traffic....... 1,715,156.97 1,523,617.39 191,539.58 
From transportation of mails 1,176,843.75 1,255,966.57 *79,122.82 
From misc. transportation.. 1,327,726.42 1,038,036.69 289,689.73 
From operations other than 

STANEDOTTAVION 6.200050 787,827.46 688,885.52 98,941.94 

Gross earnings ......... $88,901,252.37 $76,412,856.28 $12,488,396.09 
Expenses: 

For maintenance of way 

atid Structures: ..cccccces $11,661,409.75  $9,694,559.96  $1,966,849.79 
For maintenance of equip- 

| te eee 16,373,775.93 11,810,507.06 4,563,268.87 
For traffic expenses........ 1,877,203.56 1,717,388.14 159,815.42 
For transportation expenses 29,738,992.09  26,346,969.16 3,392,022.93 
For general expenses...... 1,682,419.46 1,594,556.55 87,862.91 

Total expenses ...cccese $61,333,800.79 $51,168,980.87 $10,169,819.92 





Percentage of expenses to 

CAFNINGS 2... ecccecccssers 68.99 66.96 2.03 
Net earnings from operation. $27,567,451.58 $25,248,875.41 $2,318,576.17 
Outside operations: 











Total TEVENGE: cin ccascssas $1,262,148.72 $1,150,593.67 $111,555.05 
TGtal GRPOCNSES: o:3s.c.c8sc00:0 1,861,782.42 1,689,843.03 171,939.39 
Net TOVENHE 2.650000 - $599,633.70 7$539,249.36 7$60,384.34 
Total net: TEVENUC.6....660206 $26,967,817.88 $24,709,626.05 $2,258,191.83 
TOROS: BCCTUEE 656 sas anseiees 2,469,964.17 2,271,575.72 198,388.45 
Operating income ...... $24,497,853.71 $22,438,050.383  $2,059,803.38 
*Decrease. Deficit. 


The operated mileage for the year was 4,434.39 miles, as against 4,459.90 
miles in 1909, the difference being due to a revision of statement of first 
track mileage to conform more closely to the classification required by the 
Interstate Commerce Commission, there being no practical change in the 
mileage as operated, compared with previous year. 


The gross earnings from rail operations were $88,901,252.37, an increase 
of $12,488,396.09, or 16.84 per cent. 


The earnings from freight traffic increased $11,053,000.85, or 18.94 per 
cent. The tons of freight carried were 62,797,745, an increase of 11,587,584, 
and the total ton mileage was 12,024,583,527, an increase of 1,975,302,682, 
or 19.76 per cent. The average freight earnings per ton per mile were 
.577 cents, compared with .581 cents the previous year, a decrease of .69 
per cent, 

The earnings from passenger traffic were $14,485,585.09, an increase over 
preceding year of $934,346.81. 


The total number of passengers carried was 21,107,120, an increase of 
1,210,568, and the total passenger mileage was 763,448,759, an increase of 
42,690,027. The average earnings per passenger per mile were 1.897 cents, 
as against 1.880 cents in 1909. 


Earnings from express traffic increased $191,539.58. There was a de- 
crease of $79,122.82 in receipts for facilities furnished and transportation 
of mails. This was principally due to reductions ordered in rates of pay. 
Recent reweighing on parts of the system shows marked increase in the 
amount of mail matter carried. 


Operating expenses for the year were $61,333,800.79, an increase of 
$10,169,819.92, or 19.88 per cent. 

The maintenance expenditures, road and equipment, show an increase of 
$6,530,118.66. 


Transportation expenses increased $3,392,022.93; other increases being 
$159,815.42 in traffic expenses and $87,862.91 in general expenses, 


_ Tables herewith show the expense items in detail and more _par- 
ucularly the sub-accounts making up these increased expenditures, which 
were largely incident to increased volume of traffic handled during the 
year, the more liberal maintenance expenditures rendered practicable by 
the increased earnings and the increased rates of pay which were effective 
for a portion of the year. 


The general income account of the company for the year is made upon 
the same consolidated basis indicated above as to operations and includes 
the various properties, component parts of the system, the fixed charges 
f which have heretofore been assumed, and the capital assets and liabili- 
ties now taken up in the company’s balance sheet. Upon this basis the 
income account for the year ended June 80, 1910, after payment of 
taxes, interest on funded debt and other charges, shows net corporate in- 

ome to have been $16,247,587.08. From this, however, should be de- 
ducted expenditures for betterments necessary to meet changed conditions 
and to maintain the earning ey es but of a character not heretofore 
capitalized, $415,760.61, leaving a final balance of $15,831,826.42. The divi- 
cends of 4 per cent. on the preferred and 6 per cent. on the common 
stock aggregated $11,474,212.79, showing surplus earned over dividends 
for the year of $4,357,613.63. 


GENERAL INCOME ACCOUNT OF THE BALTIMORE & OHIO RAIL- 
ROAD, YEAR ENDED JUNE 30, 1910, IN COMPARISON 
WITH THE YEAR ENDED JUNE 30, 1909. 


Increase 
1910. 1909. or decrease. 
Total operating revenue..... $88,901,252.37 $76,412,856.28 $12,488,396.09 


Total operating expenses.... 61,333,800.79 51,163,980.87 10,169,819.92 














Net operating revenue.. $27,567,451.58 $25,248,875.41 $2,318,576.17 


Outside operations: 

















"PGtGe - TPOVODEO 055 ieenee $1,262,148.72 $1,150,598.67 $111,555.05 
‘Total CXPONSOR 66. cicccncs 1,861,782.42 1,689,843.03 171,939.39 
INGE PEVERTO® 60 c6ccsccs 7$599,633.70 +$539, 249, 36 7$60,384.34 
Total net revenue........ $26,967,817.88 $24,709,626.05  $2,258,191.83 
‘TENOR ACCKUEE osc ocs0beKs 2,469,964.17 2,271,575.72 198,388.45 
Operating income....... $24,497,853.71 $22,438,050.33 } $2, 059,803.38 
Other income: ae 
Rents— 
Joint facilities—total re- 
GRR 5 aa <a-cle eal cerreiare $495,521.00 $548,172.58 *$52,651.58 
Miscellaneous rents— 
total receipts ........ 466,973.88 500,527.68 *33,553.80 
Dividends on stocks owned 1,541,777.41 1,453,851.62 87,925.79 
Interest on bonds owned.. 202,968.26 205,899.90 *2,931.64 


Other iMterest onc ccc ccces 855,787.02 


Western Union Telegraph 


1,381,863.42 526,076.40 





Company annuity qetarer ea 60,000.00 60,000.00 .....- 
Miscellaneous income 68,794.04 52,728.77 16,065.27 
Total other income..... $4,217,898.01 $3,347,256.95 $870, 641.06 06 





Gross corporate income... $28,715,751.72 $25, 785,307. 28 $2,930, 444, 4.44 
Deductions from gross cor- See 
porate income: 





Rents— 
Hire of equipment—net 
NOUR, «ic  a:6 andere ale $437,653.06 $210,137.95 $227,515.11 
Joint facilities — total 
PAYMENTS sc sescccaes 853,377.04 923,990.05 *70,613.01 
Miscellaneous rents— 
total payments ... 170,298.43 146,098.50 24,199.93 
Interest on funded debt.. 10,644,867.67  10,180,463.05 464,404.62 


OGRED IMMEFERE ook ki ccccece 353,002.16 587,420.01 *234,417.85 


Other deductions account 














subsidiary lines 8,966.33 1,192.00 7,774.33 
Total deductions from 
eee nee $12,468,164.69 $12,049,301.56 . $418,863.18 
Net corporate income..... $16,247,587.038 $13,736,005.72 $2,511,581.31 
Deduction for additions and 
betterments expended dur- 
See TRO FORE e665 cc wtccees 415,760.61 549,572.24 *133,811.63 
Balance net corporate 
SOOUUNBN sc.0 554 diced ecu $15,831,826.42 $138,186,433.48 $2,645,392.94 
Balance net Corporate WACOM. . 0:6 0i6cisieccaccececvecsoede *$15,831,826.42 
Dividend payments: 
Increase Decrease. 
Preferred—March 1, 1910, 2% $1,177,848.80 = .....- = sweece 
Sept. 1, 1910, 2%. "1.177; 826.09 $2,355,674.89 ...... 
Common—March 1, 1910, 3% “$4, 559,1 aoe  seeies).. . eaees 
Sept. 1, 1910, 3%... 4.559, 412.84 9,118,537.90 11, 474,212. 79 





$4,357,613.68 
Amount to credit of profit and loss, June 30, 
STC) RRS le RCE a SI Rea SeRe A Ae arate ara $18,120,681.37 
Add sundry adjustments due to incorporating 
subsidiary lines, deferred interest and other 


eeeeee 








Hema, NOt CLOG) PAMMGCE ssc oc cc ck iwc ccs ces 898, 805. 33 19,019,486.70 
Amount to credit of profit and loss, June 30, 1910.. Merete $23, 377, 100.33 
*Decrease. Deficit. 


Nore.—For purpose of comparison, the income account of 1909 has been 
restated, by eliminating debits and credits account of interest on bonds 
and dividends on stocks of own issue, in treasury, to accord with ruling of 
Interstate Commerce Commission. 

The general balance sheet, table 2, is presented tor this year in the form 
prescribed by the order of ‘thee Interstate Commerce Commission, effective 
June 15, 1910. This change prevents the showing of parallel comparisons 
with the general balance sheet of the preceding year. 

There has been, however, an increase in the total footings, compared 
with June 30, 1909, of $78, 593, 661.85. 

The principal changes in liabilities are as follows: 

Increase in common stock of $41,000, issued in exchange for like 
amount of Ten Year Gold Convertible Debenture 4 per cent. bonds of 
the company. Increase in Mortgages and secured debt of $53,041,014.36, 
due to issue of $40,000,000 Three Year Gold Secured Notes; the_issue 
under provisions of the First Mortgage of $1,000,000 Four Per Cent. Bonds, 
and $12,041,014.36, the net increase incident to taking into the General 
Balance Sheet the funded debt of Subsidiary Lines, viz.: $19,689,100, in- 
terest payments on which have heretofore been assumed, but principal had 
not been taken up in Capital Liabilities, less $7,644,070, account Pittsburgh 
Junction & Middle Division Bonds, heretofore carried as liability, contra 
the deposit of these bonds with the Trustee of the Pittsburgh, Lake Erie & 
West Virginia Mortgage. 

Increases are also shown in [oa a, chiefly due to issue of 
ten million dollars One Year Four Per Cent. Notes; in ‘“‘Appropriated 
Surplus,” wherein $10,965,168.91 represents net amount restored to this 
account and charged to Cost of Road and Equipment, as elsewhere explained 
in more detail, and in Profit and Loss Account, due to items incident to 
incorporating Subsidiary Lines, and to sundry adjustments under the revised 
classification. 

The principal changes in a are as follows: 

Increase in cost of road, $388,864,766.34; due to charges in taking up 
subsidiary line assets, $19, 689, 100, per contra, funded debt assumed; new 
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construction during the year, $5,549,819.56; charged to construction account 
against the “Appropriated Surplus for Improvements,” years 1900-1907, 
$19,481,329.26; less credits, account equipment 0. S. W. BR. R., - tor- 
merly carried in cost of road, $4,692,146.98, and sundry adjustments, 
$1,163,335.50. : 

Increase in cost of equipment, $18,582,581.41, due to transfer to this 
account equipment of the Baltimore & Ohio Equipment Company, the 
Baltimore & Ohio Southwestern Railroad and other subsidiary companies, 
$23,643,843.63; new equipment acquired during the year, $9,013,021.59, less 
credits incident to revaluation, and equipment put out of service, $8,025,- 
802.30, and less reserve for accrued depreciation, $6,048,981.51. f 

The further increase of $21,146,314.10 occurs in securities and working 
assets, due principally to increase of $36,400,614.93 in cash and loans and 
bills receivable, the latter representing the unexpended balance of your 
$40,000,000 Three Year Gold Notes, less transfer to ‘Property Investment,” 
Baltimore & Ohio Equipment Company equipment, $16,988,317.50, and 
sundry other adjustments to conform to new classification. 


IMPROVEMENTS CHARGED TO INCOME. 

In the last annual report reference was made to charges to income dur- 
ing the period from July 1, 1899, to June 30, 1909, for capital improve- 
ments aggregating $21,540,230.68. Of this amount $19,481,329.26 has been 
charged to cost of road, and accounts credited, viz., equipment accounts, 
more particularly referred to under caption equipment, $8,516,160.35, 
and appropriated surplus, additions to property, $10,965,168.91. 

ADDITIONS TO ROAD AND EQUIPMENT. 


Much of the country dependent as yet upon your lines for transporta- 
tion is rich in natural resources, and there is every indication that the 
already large industrial development will be greatly extended. Aside from 
the possibilities reterred to, it became evident during the year that in order 
to handle satisfactorily the business already offering, it was essential to 
make immediate provision for additional equipment and other facilities. 
To meet this situation your board authorized the purchase of 284 locomo- 
tives and 15,000 freight cars, approximate cost of which is $23,000,000, and 
various improvements, more particularly referred to elsewhere in this 
report, the expenditures for which, estimated at about $20,000,000, will 
extend over eighteen to twenty-four months. To better care for the in- 
creasing passenger traffic, authority was given for the purchase of 26 loco- 
motives and 70 pieces of passenger train equipment of modern design and 
equipped for electric lighting, which system of lighting has now been intro- 
duced on through trains. ‘lable 14 shows such of this equipment as was 
delivered during the year. : 

To make payment for equipment as acquired and to meet construction 
expenditures as work progresses, it was necessary to issue additional securi- 
ties. The company issued its Ten Million Dollar, One Year Four Per 
Cent. Gold Notes, due March 10, 1911. Subsequently an issue of fifty 
million dollars of Four and One-Half Per Cent. ‘Three Year Gold Coupon 
Secured Notes, due June 1, 1913, was authorized. Ten million dollars of 
these notes are reserved to retire the one year notes referred to, and the 
remaining forty million were sold, and proceeds are available for the con- 
templated expenditures for equipment and construction, 

CONSTRUCTION AND BETTERMENTS. : 

Much of the work previously undertaken was completed during the 
year, and the remainder, together with extensive additional work under- 
taken, has been vigorously prosecuted. The improvements started during 
the year are in pursuance of a general scheme for the betterment of the 
line to facilitate the handling of traffic and render the operations more 
efiective and economical. In addition, to meet present conditions, it has 
been necessary to undertake extensive work for the elimination of grade 
crossings, more particularly in the cities of Baltimore, Md.; Columbus, 
Ohio, and Chicago, Ill.; also to continue the rebuilding and strengthening 
of bridges on the system for heavier power. 

Some of the more important improvements completed during the year were: 

The new double-track bridge over the Susquehanna River, completed and 
put in use January 6, 1910. ; ; 

The viaduct, known as Bridge 68, at Cumberland, referred to in previous 
report as being widened and reinforced to carry heavier power, finished in 
November, 1909. 

To relieve the Wheeling Division and facilitate the handling of traffic 
westbound, a connection, including bridge over the Monongahela River, 
was constructed between Haywood, W. Va., on the Monongah Division, 
and Lumberport, W. Va., on the Ohio River Division. This work was 
undertaken in March, 1910, and line opened June 14, 1910. 

The new double-track draw bridge over the ship canal at Indiana Harbor 
was completed. wv 

New station buildings were completed at Listie, Pa.; Fairpoint and 
Warren, Ohio, and Gary, Ind., the last mentioned being owned and operated 
jointly with the Lake Shore & Michigan Southern Railroad Company. 

Following is shown some of the more important work now under con- 
struction, most of which it is anticipated will be completed during the next 
fiscal year: 

Additions to Track and Betterment of Road. 

Change of line and grade reduction, Concord to Wilmington, Del., 1.1 
—! including stone viaduct, replacing steel bridge, over Brandywine 

reek, 

Additional third track, Sir John’s Run to Great Cacapon, about 5 miles, 
giving continuous third track from Hedgesville to Orleans Road, about 34 
miles, and the installation of automatic block signals, rendered necessary 
by the increased density of traffic on the Cumberland Division. 

Construction of 1% mile siding near Bond to relieve westbound move- 
ment of freight on Seventeen Mile Grade. 

Extension of third track, 2% miles eastward from Swanton, for use of 
westbound freight trains. 

Revision of line and change of grade to obviate use of helpers between 
Hutton and Corinth 

Extension of third track, from West of Terra Alta to Rodemer, about 4 
miles, including elimination of tunnels at McGuires and Rodemer. This 
will complete the third track from Rowlesburg to Terra Alta and will be 
used by eastbound freight trains. 

Change of line and reduction of grade between Blaser and West End, 
about 4 miles, including construction of new double track tunnel, about 
4,250 feet in length, between Tunnelton and West End. The existing 
Kingwood Tunnel, operated in conjunction with this new line, will give 
three tracks and afford necessary relief where the traffic heretofore has 
been restricted by the single track gauntlet through Kingwood Tunnel. 

Construction of third track, West End to Hardman, 6 miles, including 
an open cut for three tracks, in place of “Murray’s Tunnel,” which will 
permit use of Mallet engines now prevented by tunnel clearances. 

Extension of third track between Foley and Mance and Sand Patch and 
Keystone, approximately 5 miles, to aid movement on Sand Patch grade. 

extension of second track and additional passing sidings between Rock- 
en and Somerset, required by increased traffic on Somerset & Cambria 
3ranch. 

Extension of Quemahoning Branch R. R., 9 miles, from Jenner to con- 
nection with the Somerset & Cambria Branch at Somerset, to care for coal 
traffic offered by operations in this field. The line also develops additional 
coal territory. 

Construction of second track in open cut, including elimination of single- 
track gauntlet, 1,500 feet, through tunnel at Bakerstown, Pa., thereby mak- 
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ing second track continuous from Sand Patch Tunnel to Hamler, on the 
Chicago Division. 

Extensions of second tracks with grade revisions, additional passing 
sidings and yard tracks between Wheeling and Lorain, to meet requirements 
in handling the heavy business on this portion of the line during the lake 
season. 

Construction of 21 miles of second track between Wellsboro and Mc- 
Cools, on the Chicago Division, necessary on account of existing traffic, 
With the completion of this work there will remain only 86 miles of single 
track on the Chicago Division. 

Additions and Extension of Yards and Terminal Facilities. 

Brunswick, Md.—New roundhouse, extension of engine tracks and engine 
pits to handle additional power now required on this division. 

Grafton, W. Va.—Extension of terminal, including new receiving and 
forwarding yards, necessary for the present business and to provide for 
increase. 

Tunnel, W. Va.—New receiving and forwarding yard, with small engine 
house, Wye; engine tracks and ash pits necessary in conjunction with new 
Lumberport connection, to relieve the Wheeling Division of part of the 
westbound business from Fairmont Region. 

Benwood, Va.—New roundhouse, with requisite tracks, water supply 
and power plant to replace facilities which had become inadequate on 
account of increase in size of power. 

Somerset, Pa.—Receiving and forwarding yards, with scales, small engine 
house, turntable, ash pits, engine track, etc., to facilitate the classifying and 
weighing of coal from the Somerset Region. 

Lorain, Ohio.—Additional storage yard for 500 cars and reconstruction 
and additions to the ore handling facilities at this port. 

Chicago Junction, Ohio.—New eastbound and westbound yards, where 
existing iacilities were inadequate for the increased business. 

The Renewal of Bridges and Elimination of Grade Crossings. 

Progress was made during the year on the general plan for the renewai 
and strengthening of such bridges as are not of sufficient capacity to carry 
the heaviest locomotives. The bridges on the line from Philadelphia to 
Grafton and on the Pittsburgh and Chicago Divisions will be completed in 
1910; remainder of program will be carried out as promptly as conditions 
permit. This plan makes possible the use of the heaviest power where 
needed and the handling of maximum loads. 

ork has begun on elimination of grade crossings in the cities of Balti- 
more, Md.; Columbus, Ohio, and Chicago, Ill. That at Baltimore and 
Chicago will extend over a period of years; that at Columbus will be 
finished during the following fiscal year. 

The aggregate expenditures for construction and betterments for the 
twelve months have been $5,549,819.56, which, in accordance with the classi- 
fication prescribed by the Interstate Commerce Commission, has_ been 
charged to ‘‘Property Investment, Road.” 


SQUIPMENT. 
Rolling Equipment. 


The equipment of the entire system is shown in table 14 of this report. 
The book value of all equipment at June 30, 1909, was...... $70,849,029.40 
During the year there was added to the equipment the 
following: 
166 locomotives, 
7,023 freight cars, 
at a cost of ‘ 
The title to 163 locomotives and 7,000 freight cars is in 
the Baltimore & Ohio Equipment Company 


44 passenger cars, 
2 work cars, 
8,963,819.78 


; $79,812,849.18 
During the year the following equipment was put out of 
service through condemnation, wreck, fire and sale, viz.: 
17 locomotives, 17 passenger cars, 
3,892 freight cars, 304 work cars, 
having a book value of 
which amount was charged to operating ex- 
penses (less salvage charged to material ac- 
count) and credited to capital account equip- 
ment, 

There was charged to operating expenses and 
credited to reserve for accrued depreciation.. $1,931,401.41 
representing depreciation for fiscal year of 
equipment owned. 

During the year a Committee of Officers of 

the Operating, Mechanical and Accounting De- 

partments, appointed to appraise the rolling 

equipment of the company, reported the book 

value at June 30, 1909, as higher than the ap- 

praised value by $8,516,160.35. 

On recommendation of the executive officers 

and approval of the board, this amount was 

charged to appropriated surplus and accounts 

credited, viz.: 

To capital account equipment............... $7,141,718.28 
To reserve for accrued depre- 
ee eeeee $1,874,447.07 


$876,596.92 


8,018,310.20 
Making book value of rolling equipment at June 30, 1910 $71,794,538.98 


_ Marine Equipment. 
The book value of all equipment at June 30, 1909, was....... $1,110,076.49 
During the year there was added to the equipment the following: 
1 tug boat, 2 car floats, 1 launch, 


at a cost of ... 49,201.81 


$1,159,278.30 
6,992.10 


Sale was made of the tug boat “Cyclops,” having a book 
value of er er are 
which amount was charged to operating expenses (less sal- 
vage from sale) and credited to capital account equipment, 


Making book value of marine equipment at June 30, 1910.... $1,152,286.20 


: ; . Summary. be eae 
Value of rolling equipment, June 30, 1910 


seeee $71,794,538.98 
Value of floating equipment, June 30, 1910..... $ 


1,152,286.20 
Total book value seeecseees $72,946,825.18 
Less reserve for accrued depreciation—Cr. (Equipment)....  6,048,981.51 


seeeess $66,897,848.67 


Net value of equipment 
CHICAGO TERMINAL. 


Negotiations were concluded during the year whereby your company 
secures its own entrance into Chicago and the freight and passenger facili- 
ties it has occupied there under lease for a number of years, The owner- 
ship is through the Baltimore & Ohio Chicago Terminal ‘Railroad Company, 
all the stock of which is owned by your company, the former having pur- 
chased at foreclosure sale January 6, 1910, all of the property and fran- 
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chises formerly owned by the Chicago Terminal Transfer Railroad Com- 
pany, which consist of passenger and freight terminal facilities and other 
properties in the city of yee and approximately 101 miles of railway 
lines, 84 of which are owned and the remainder held under permanent lease. 

The Baltimore & Ohio Chicago Terminal Railroad Company nas made a 
mortgage, dated April 1, 1910, to secure an authorized issue of $50,000,000 
first mortgage 4 per cent. bonds, due April 1, 1960, and guaranteed by 
your company. Of the $33,000,000 of these bonds immediately issuable, 
your company has acquired $28,000,000, the remainder being held in the 
treasury of the terminal company. 


INSURANCE FUND. 
A summary of the operations for the year ended June 30, 1910, and a 
statement of the assets and liabilities, as compared with previous year, are 


shown in table 6. 
RELIEF DEPARTMENT. 

The report of the Relief Department for the twelve months ended June 
30, 1910, will be printed, as customary, for distribution to members. The 
operations of the department, covering the relief, savings and pension 
features, will be found in table 7 of this report. 

OFFICIAL CHANGES. 

Mr. D. B. Martin, manager of passenger traffic since 1897, having died 
October 12, 1909, the position was abolished and that of general traffic 
manager, covering both passenger and freight traffic, created. Mr. C. S. 
Wight, formerly manager of freight traffic, being appointed thereto, effective 
November 1, 1909. 

Mr. H. D. Bulkley, connected with the service since 1888 and its comp- 
troller since 1892, having died on November 25, 1909, Mr. George W. 
Booth, formerly assistant comptroller, was appointed comptroller, effective 
vVecember 1, 1909. 

Effective Digg 15, 1910, the position of chairman of the board having 
been created, Mr, Oscar G. Murray was elected thereto. 

Mr. Daniel Willard was elected president, vice Mr. Oscar G. Murray, 
resigned, 

Effective April 1, 1910, the Northwest District was created, including the 
lines west of Chicago Junction, Ohio, and Mr. F. C. Batchelder, formerly 
general superintendent of the Main Line District, was appointed general 
superintendent thereof. 

Mr. F. E. Blaser, formerly superintendent of the Cumberland Division, 
was appointed general superintendent of the Main Line District, vice Mr. 
F. C. Batchelder, promoted. 

Effective April 11, 1910, Mr. A. M. Kinsman, having requested that he 
be relieved of the duties of chief engineer, was appointed consulting 
engineer, 
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Mr. A. W. Thompson, formerly chief engineer maintenance of way, was 
appointed chief engineer, vice Mr. A. M. Kinsman, transferred. 

Mr. Earl Stimson, formerly engineer maintenance of way, Southwestern 
District, was appointed chief engineer maintenance of way, vice Mr. A. W. 
Thompson, promoted. ie ‘ : _ 

Effective April 15, 1910, the position of Western freight trafic manager 


having been created, Mr. O. A. Constans, formerly general freight agent, 
Pittsburgh, Pa., was appointed thereto. ‘ ¥ : : 

Mr. D. G. Gray, formerly division freight agent, Pittsburgh, Pa., was 
appointed general freight agent, Pittsburgh, Pa., vice Mr. O. A, Constans, 
promoted. i : 

Effective May 1, 1910, Mr. H. B. Voorhees, formerly superintendent of 
the Philadelphia Division, was appointed an additional assistant to the 
president. . ’ 

Mr. Robert Finney, formerly general superintendent of the Pittsburgh 
District, was appointed general agent at Pittsburgh, Pa. : : : 

Mr. W. C. Loree, formerly general superintendent of the Wheeling Dis- 
trict, was appointed general superintendent of the Pittsburgh District, vice 
Mr. Robert Finney, transferred. ; ae 

Mr. U. B. Williams, formerly superintendent of the Monongah Division, 
was appcinted general superintendent of the Wheeling District, vice Mr. 
W. C. eee, transferred. ; ; 

Effective May 10, 1910, Mr. J..T. Carroll was appointed superintendent 
of motive power, Pittsburgh District. : ; 

Effective June 1, 1910, Mr. H. L. Bond, Jr., second vice-president and 
general counsel, was, at his own request, relieved of the office of second 
vice-president. 

Effective July 1, 1910, Mr. George H. Campbell, formerly general super- 
intendent of the New York Division, was appointed an additional assistant 
to the president. ; ; 

Mr. Toke G. Walber, formerly general superintendent of transportation, 
was appointed assistant general manager. | é 

Mr. C. W. Galloway, formerly superintendent of transportation, was 
appointed general superintendent of transportation, vice Mr. John G. Walber, 

romoted. ; . 
: Mr. C. C. F. Bent, formerly general manager of the Baltimore & Ohio 
Southwestern, was appointed general superintendent, New York Division 
vice Mr. George H. Campbell, promoted. f ; E 

The president and directors take pleasure in acknowledging the faithful 
and efficient services of the officers and employes during the past year. 

By order of the board, 


DaniEL WILLarp, 
President. 





GENERAL BALANCE SHEET—YEAR ENDED JUNE 30, 1910. 


ASSETS. 
Property investments: 
Road and equipment— 
Investment to June 30, 1907— 


BR IDEIA y's os lara a's a's) ¥iee:ose now wis ik 9-851 or $203,192,086.29 

MMMM - 5 6 55:0 64,604 6e wh 5/8 05.0 aie 62,942,416.61 $266,134,502.90 
Investment since June 30, 1907— 

Roac eee OC Pe or ere $11,033,358.36 

MUNMIMMMNNEMOIS cas ha 6'5'455,8 ev ete Ais eto wae Oe 10,004,408.57 

General expenditures .............. 29,746.94  21,067.513.87 





$287,202,016.77 


Reserve for accrued depreciation—-Cr, (Equipment).... 6,048,981.51 





NE AR ba wd ee aaa eR RR emcee emi N Sis $281,153,035.26 
Securities— ———————— 
Securities of proprietary, affiliated and con- 

trolled companies—pledged— 


MIN cas Gla cian ain a's Siege reeane Nw aa $43,122,870.20 
PURUCO GEOL < sos soe 4nieisn coesns oes 126,740,878.87 
ee rer err ee ee 5,905,583.01 $175,769,332.08 


Securities of proprietary, affiliated and con- 
trolled companies—unpledged— 




















MAREN erica sso ss gues kee area hewlowonms $7,984,352.47 
EON see oa 06S on ekanneeweeui 1,330,024.21 9,314,376.68 
eee eas. tata nie a eg $185,083,708.76 
Other investments— —— 
Miscellaneous investments— 
PUVOICR! PIGDCTEY oc.6 aso: esis as cess $3,790,645.34 
SOCUTINGS DICGGEd ov. icc ccs cessvese 46,673,284.00 
Securities unpledged .............-. 3,477,472.44 $53,941,401.78 
NN aaa 6 vo wate cine Re eek eb Hale RG $53,941,401.78 
Total property and other investments.......... $520,178,145.80 
Working assets: eto E Mat RES RG LI 
ROME Getta eats ou a2 aw aos ewe Paes eee renee er ae ein $11,755,951.34 
Securities issued or assumed held in treasury—(Book Value). 
AEM ssa has Ss Oars ois We Sie eraora aie O AES $1,226,346.09 
NINE IE: 6.06 56 cess bwikswm sees 6,192,939.77 7,419,285.86 
Marketable securities— 
EE RE rerie re errr $896,121.49 
DCMS, 5654-6050 6 heer Newt 867,468.64 1,763,590.13 
Loans and bills receivable............. 39,629,892.89 
Traffic and car service balances due 
from other companies............+; 402,951.31 
Net balance due from agents and 
ORTON, 6660 nao 58 WA WIRE M 6 SES 2,575,896.52 
Miscellaneous accounts receivable ..... 8,871,782.06 
Materials and supplies ............06- 7,526,259.81 
EMRE suo ioe os a Gia 0 WREST RIC a ee eae $79,945,609.92 
Deferred debit items: ——— 
dvances— 
DW OMMIRG: DNOR. 5 <i; sac cw ca asaecnens $169,465.30 
MPU QUEER: 65% seas cdwwsa-darens 60,000.00 $229,465.30 
Cash and securities in sinking and re- 
PIANO TUMIE: 66.6 69 a.p.ehewece es wes 286,000.32 
Cash and securities in insurance and 
Other TERCTVE FUMAB <6co ccc cess sees 1,075,472.59 
Cash and securities in provident funds 99,167.20 
Other deferred debit items............ 379,274.71 
MOMED Gitaaay use ykapa tawemer Cs ain eee eae $2,069,380.12 
MRP RNR DARE ess ai 055 se era NG arte NT Ne esate aol ww ew ks $602,193,135.84 





LIABILITIES. 


Stock: 
eee see { Held b $236,401.16 
eld by company.... 5,401.16 
Common stock.. | Not held by company 151,912,442.20 








$152,148,843.36 
{ Held by company... $1,108,695.30 
‘| Not held by company  58,875,258.70 


$59,983,954.00 $212,132,797.36 
Stock liability for conversion of outstand- 


Preferred stock. 





ing securities of constituent companies.. 86,990.61 
TORE v ccaintavar sca Cad DC oLNaLe sae A Haas _$212,219,787.97 


Mortgage, bonded and secured debt: 

oe { Held t $1,144,650.00 
eld by company.... ,650. 

Mortgage bonds. | Not held by company 228,921,430.00 


$230,066,080.00 
Collateral trustf§ Held by company.... $5,048,360.00 
Bonds UNot held by company 44,951,640.00 


$50,000,000.00 








Plain bonds, deb- § Held by company.... 
entures and notes | Not held by company $40,098,000.00 








Miscellaneous fund- § Held by company.... 
ed obligations | Not held by company. 


$1,145,057.06 
$1,145,057.06 $321,309,137.06 














MOR crs ae cuca eeacdtarne sae & vusinie ea eamnalen Maen ewes $321,309,137.06 
GOURD OCORIRMN NIE LISETE RS occ. 0 aio-4: 0's 'svaiaia! Sersiove:aidiale wae aweeis ~ $533,528,925.03 
Working liabilities: a 
EOG08 GHG BIS DAPRONG oss 0.6:6s Cocsincieeaneseseseeweeseis $10,000,000.00 
Traffic and car-service balances due to other companies... 365,769.08 
Audited vouchers and wages unpaid.........ccceeccccees 6,212,343.62 
Miscellaneous accounts payable... 6.ccccctcccerccesseecs 912,983.43 
Matured interests, dividends and rents unpaid........... 180,437.36 
Working advances due to other companies............... 2,437,637.00 
(EE Cg CORR Re Da Hane ETC eee ee $20,109,170.49 
Accrued liabilities not due: 
Unmatured interest, dividends and rents payable......... $9,773,858.65- 
NE och Sac laa did cule eeowadoianased thanks $9,773,858.65 
Deferred credit items: : = : 
Liabilitv on account of provident funds.................. $1,287,013.66 
Other Getected CreGit- NEM .o 5 oc vice ccciiccetsenscs ees 790,387.54 
Wal aint acig aden eeade io cacs ae Wisse Se a eens DeKsla $2,077,401.20 


Appropriated surplus: 


Additions to property § Prior to June 30, 1907.....:. «2+. $10,965,168.91 


through income [Since June 30, 1907............. 1,286,038.64 
Reserves from income or surplus— 
Invested in other réservé: Tumds......cccccccccsecsewss 1,075,472.59° 
MM eal 5. har ciciat al a er GTA e ie Reais wild elaasa seas winnie eal _$18,326,680.14 
Profit and loss: 
MONT A balla cea esc eluiess oboe wee Ghaemreawaeley hens $23,377,100.33° 
NN Fi re el ah sek oon vl We kdebmeanie $602,193,135.84 


The above general balance sheet presents an accurate statement of the 
acceunts of the company, as of June 30, 1910. 


G. W. Booru, Comptroller. 


FREIGHT TRAFFIC STATISTICS. 
(Company’s freight not included.) 
Tue Bartrmore & Onro RarLroap System. 


ALL COMMODITIES. Compared with 1909.—, 
. Cncluding Soft Coal.) 1910. ncrease. Decrease. 
es Oe MORE. > ccsbecuce san > A See oe 25.51 
Freight earnings ........... $69,408,112.68 $11,053,000.85 ........ 
Per cent, of total earnings.... 78.07 LO -  wesenes . 
Number of tons carried.... 62,797,745 Lee) er err 
Number of tons carried one 
MN vecntunscaeeheruss¢ 12,024,583,527 1,975,302,682  ........ 
Average miles each ton was 
oS ee ue 0 06060—t—~—“‘t«C i ww 4.76 
Number of tons carried per 
Se 0k DORE: nn eae és phe 14,162 Lan: “keepers 
Number of tons carried one 
mile per mile of road....... 2,711,666 eS) ee . 
Freight earnings per mile of 
DE cb ke nsbeosssaeeeeeass $15,652.23 $2,567.83 awe we wee 
Average earnings per ton 
[ED Ssubeesveeoneeesrs LT) ° SS er > 3.42 
Average earnings per ton per 
OS eee Sean 8 % Sacceuwds 0.004 
Average number of _ tons 
OS OSE ere 22.89 oe. Wasaseees 
Average train load (tons).... 442.37 S453: “<énewceos 
Average number loaded cars 
MEM cbsuncehcousandees> 19.32 we) CSaeeee Ke 
Average number empty cars 
SS a eee .. aes oo 83 
Revenue freight train mil’ge.. 27,182,329 iY |) rer yn 
Revenue freight train mile- 
age per mile of road...... 6,130 BOS: “Gayeswo's 
Freight earnings per revenue 
freight train mile (cents).. 255.34 BIS) > osstcs oa 
SOFT COAL. 
Number of tons carried...... 26,970,689 4,260,866 senkoees 
Number of tons carried one 
SS ee ear 5,399,029,054 pi } U6.) Snes eee 
Average miles each ton was 
RENE Uecccsescecudenen as eee 9 / OSkeeaees 3.61 
Ave’ge earnings per ton (cts.) | i ae 2.36 
Average earnings per ton per 
eee (ORME) 5.6 «0000200002 ae. | \) Sonbesebes .005 


Notre—Figures for 1909 recast, for purpose of comparison, to include 
Affiliated and Controlled Lines. 
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PASSENGER TRAFFIC STATISTICS. 


Tue Bartrimore & Ono RarLroap System. 
Compared with 1909. 





J 1910. ncrease. Decrease 
oe eee eee 25.51 
Passenger earnings ........ $14,485,585.09 $984,846.81 ........ 
Per cent. of total earnings. . ae  “-sakeemae 1.44 
Number of passengers carried 21,107,120 ETP a ee ee 
Number of passengers carried 

DUNS TENE on 522s oo win vis se 763,448,759 OU: ie 
Average miles each passenger 

WN DINO 665 a cine ce esc 36.17 iewthsees .06 
Number of passengers carried 

per mile cof road ........ 4,760 nee 
Number of passengers carried 

one mile per mile of road. 172,165 IDOU8 sew es 
Passenger earnings per mile 

ee RES Sean $3,266.65 SOOEI9 cscs 
Average earnings from each 

passenger (cents) ........ 68.63 oe Ape ea es 
Average earnings per  pas- 

senger per mile (cents).... 1.897 ORT aa wuaess 
Average number of _pas- 

sengers per train......... 47 © <eedtow se 
Passenger train mileage (ex- 

cluding special express 

eS eS a eee 15,291,913 te ere 
Passenger train mileage per 

mile of road (excluding 

special express trains)..... 3,448 Se snstanws 
Passenger earnings per train 

ae CS a 94.73 a! a tere ae 
Passenger train mileage (in- 

cluding special express 

INES uous oa sae ksw eee 16,151,340 LF) | eR ee 
Passenger train mileage per 

mile of road _ (including 

special express trains).... 3,642 CE Ore 
Passenger train earnings—all 

Ps. .ehbscone ees she ee $17,872,589.44 SLOGE2ELA9 nevi 
Passenger train earnings per 

mile of road—all sources. . $4,030.45 1) 8 | Soe 
Passenger train earnings per 

train per mile—all sources 

EA none ee 110.66 J ee 

Note—Figures for 1909 recast, for purpose of comparison, to include 


Affiliated and Controlled Lines. 











THIRTIETH ANNUAL REPORT.—THE CHICAGO, ROCK ISLAND & PACIFIC RAILWAY COMPANY. 
Fiscal year ended June 30, 1910. 


To the Stockholders: : . 

The Board of Directors herewith submit their report of the operations and 
affairs of the Rock Island Lines for the fiscal year ended June 30, 1910. 

The results of the operations for the year were as follows: 
Total operating revenue (increase $5,035,691.99, 


OF REPO ORG) és ce seeped sss sso5s080 $66,220,578.94 
‘Operating expenses (increase $5,555,873.50, or 
BS.2 per Cent)... cvscccccsccvcessccccce.s 48,069,368.91 


Net operating revenue (decrease $520,181.51, 


ee | ae ee $18,151,210.03 
Taxes (increase $605,836.12, or 26.7 per cent.) 2,876,700.67 
Operating incoMe ........c.sscccccccscees $15,274,509.36 
Miscellameous INCOME ......0cccccsccscccces 223,231.82 
ce eee REEL EE CETTE TE Le $15,497,741.18 
in MD WORN bn cnc a das bce eee bere es 10,749,860.10 
Balance of income, after providing for all 
charges, being 6.3 per cent. on capital 
apr LOTR RRRIOD) . kncesscvssvivney > $4,747,881.08 


Dividends paid (5 per cent. on capital stock).. 3,743,272.00 
Balance surplus for the year (decrease $1,231,- 
602.91, or 55.1 per cent.) ......ccccccceee 
CAPITAL STOCK. : 
The capital stock of the company outstanding at the close of the previous 
fiscal year was $74,859,600.00, and has since been increased by the issue of 
$17,600.00 in exchange for $17,100.00 capital stock of the Burlington, Cedar 
Rapids and Northern Railway Company and $500.00 capital stock of the 
Rock Island & Peoria Railway Company, making the total amount of capital 
stock outstanding at June 30, 1910, $74,877,200.00. 
FUNDED DEBT. ; : 
During the year the funded debt, not including equipment notes, in- 
creased $15,682,000.00, and equipment notes increased $10,795,000.00, mak- 
ing an increase in total funded debt of $26,477,000.00. 
ROAD AND EQUIPMENT. 
The cost of the “Investment since June 80, 1907” increased $19,152,201.80 
during the past year, which figure includes the value of new equipment pur- 
chased under trusts or otherwise acquired, and $8,311,942.84 for additions 


and betterments. 
NEW LINES CONSTRUCTED. 
The line between Amarillo, Tex., and Tucumcari, N. M., heretofore shown 


$1,004,609.08 


as under construction, has been completed through to Tucumcari, N. M., 
where it joins your main line to the Southwest, making the shortest line 
between Memphis, Tenn., and southern California, via New Mexico and 


Arizona; 6.71 miles were placed in operation on August 10, 1909, and the 
remaining 64 miles were completed and placed in operation on May 9, 1910. 
The line is laid with 60, 65 and 70-pound steel rail on white oak ties. 
Standard station buildings have been erected at Vega, Adrian and Glenrio, 
Tex., and at Endee and San Jon, N. M. The distance via the new line thus 
opened from Memphis, Tenn., to Tucumcari, N. M., is 873.72 miles. The 
completion of this line made the use by this company of the Fort Worth & 
Denver City Railway from Amarillo, Tex., to Dalhart, Tex., 82.06 miles, 
unnecessary; the trackage rights were therefore relinquished May 9, 1910. 
NEW EQUIPMENT. 

Orders have been placed during the year for 184 locomotives, 5 passenger 
motor cars, 81 steel passenger train cars (including 10 horse cars), 7,550 
freight train cars and 7 service cars, of which 50 locomotives, 1 passenger 
motor car and 3,550 freight train cars were mentioned in last year’s report; 
4 switch locomotives and 1 service car were also ordered built at the com- 
panv’s shops. There were received and placed in service 86 locomotives, 97 
steel passenger train cars, 3 passenger motor cars, 3,741 freight train cars 
and 6 service cars. There are to be delivered between June 30 and De- 
cember 31, 1910, 104 locomotives, 78 steel passenger train cars, 10 horse 


cars, 2 passenger motor cars, 3,869 freight train cars and 2 service cars, 
except that 4 mail cars are due in peeruery 1911. 
YERAL, 


There were located along the Rock Island Lines during the fiscal year, 
according to the records of the industrial department, 193 new industries, 
estimated to have cost nearly $15,000,000, to = over 8,700 men and to 
create an annual movement of 53,000 carloads of revenue freight. 

Changes in industrial side tracks are as follows: Eleven built to coal 
mines and 88 to private industries, also two mine tracks and 83 tracks to 
other industries were extended. 

During the year automatic block signals were installed and placed in 
operation from Muscatine, Ia., to Eldon, Ia.; from St. Joseph, Mo., to 
Rushville, Mo.; from Iowa City, Ia., to Neola, Ia.; from est Liberty, 
Ia., to Linn Junction, Ja., and from Irving, Tex., to Dallas, Tex.—388.2 
miles. The expenditure during the year for the construction of these 
signals was $430,795.55. The total expenditure to June 30, 1910, for the 
construction of block signals was $968,192.22, which figures include the cost 
of 734.4 miles completed and placed in operation and 2338.5 miles under 
construction. 

The telephone system of train dispatching was installed during the year 
on 1,146.38 miles of road, and at June 30, 1910, the telephone system was 
in use on 1,602.1 miles of your railroad, representing a total expenditure 
of $162,557.16, which figures include the entire cost of the poles, wire, etc., 
on the new line from Amarillo, Tex., to Tucumcari, N. M. 

During the year the expenditures for maintenance of your property have 
been larger than for preceding years, Attention is invited to detailed in- 
formation concerning expenditures for ties, rails, ballast, bridges, etc., 
shown herewith. 

Your company expended $933,042.05 during the year for construction of 
additional and improved terminal facilities. These figures cover new facili- 
ties and the completion of those previously reported. 

Attention is called to the continued increase in taxes, amounting to 
$605,836.12, or 26.68 per cent., as compared with an increase of $480,969.76, 
or 26.87 per cent., last year; making 1910 taxes $1,086,805.88 higher than 
those of 1908, an increase of 60.72 per cent. f this year’s increase $113,- 
992.42 is on account of the new Federal excise tax on net income; the 
remainder consists of increases in taxes in various States, only a small por- 
tion of which is occasioned by the construction of new lines. 

Your company advanced during the year toward the construction, equip- 
ment and operating deficit of the Trinity & Brazos Valley Railway $403,- 
351.86, making the total advances to June 30, 1910. $2.339,992.72, cf which 
$697,247.69 was reimbursed out of the proceeds of bonds of the Colorado & 
Southern Railway Company, leaving $1,642,745.03 outstanding advances. 

Advances during the year for Houston, Tex., terminals were $147,883.83, 
making the total advances to June 30, 1910, $450,985.96. First mortgage 
bonds cf the Houston Belt & Terminal Railway Company were received in 
settlement of $277,669.55, leaving $173,316.41 outstanding advances. 

On January 1, 1910, there was placed in effect a pension system, which 
provides that employees, who after long years of faithful ‘service have 
reached an age when they are unequal to the performance of their duties, 
will be retired and receive from your company monthly incomes during the 
remainder of their lives, based on their salary for the last ten years next 
preceding retirement and the entire length of continuous service with your 
company. By this pension system your company hopes to build up among 
its employees a feeling of permanency in their employment and interest in 
the company’s welfare and a desire to remain in and devote their best efforts 
to the company’s service, The total cost to your company for pensions paid 
and the expense of administration of the system for the six months ended 
June 30, 1910, has been $12,037.64, and it is estimated that this system will 
cost approximately $30,000 during the ensuing fiscal year. 

As announced in last year’s report, because of the supervision of you: 
company’s accounts by the Interstate Commerce Commission, it is considered 
=r to procure the certification of these accounts by an independent 
auditor. 

October 24, 1910. By order of the Board of Directors, 

H. U. Munce, 
President. 
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Assets 
Property investment: 
Road and equipment: 
Investment to June 30, 


BOGE kaivacus cbasue's 
Investment since June 
BO, TOON) 3. acassess 
Reserve for accrued de- 
preciation—credit 
Total road and 
equipment ..... 
Securities : 
Securities of proprie- 
tary, affiliated and 
controlled companies 
—pledged (carried at 
nominal value) : 
Securities of proprie- 
tary, affiliated and 
controlled companies 
—unpledged ........ 


Other investments: 
Advances to _ proprie- 
tary, affiliated and 
controlléd companies 
for construction, equip- 
ment and betterments 


Miscellaneous invest- 
MOMS scccccscccece 
Total property in- 


vestment 


Securities issued or as- 

sumed—held in treasury 
Marketable securities.... 
Loans and bills receivable 


Traffic and_ car - service 
balances due from other 
COMDONIES 00:5 0:0 0600006 

Net balance due from 


agents and conductors. 
Miscellaneous accounts re- 


GRIOERIO: a-si5,ccaiatas Jeeees 
Materials and supplies... 
Other working assets.... 


Total working assets. 


Accrued income not due: 
Unmatured interest, divi- 
dends and rents receiv- 
OA ein tree 
Deferred debit items: 
dvances 
Rents and insurance paid 
Bik SNR io Win ove a0: 
Special deposits (see note) 
Other deferred debit items 


Total deferred debit 
items 


Grand total 


* Decrease. 


: Note.—1910 figures include $7,637,573.99 contract co 
included in ‘‘Special deposits” under “Deferred debit items.’ 


RAILWAY AGE GAZETTE. 


ROCK ISLAND LINES 
CONDENSED GENERAL BALANCE SHEET—JUNE 30, 1910, AND COMPARISON WITH PREVIOUS YEAR. 


Increase 


1910 1909 or Decrease 


$255,585,343.24 $255,585,343.24 
25,704,459.09 6,552,257.29 $19,152,201.80 


338,009.84 223,108.34  *114,901.50 





$280,951,792.49 $261,914,492.19 $19,037,300.30 


3.00 2,002.00 *$1,999.00 
9,019,834.25 9,596,479.53 *576,645.28 
5,511,717.39 4,868,809.14 642,908.25 


1,739,696.55 2,066,152.87 *326,456.32 





$297,223,043.68 $278,447,935.73 $18,775,107.95 





$4,541,460.59 $3,851,068.00 $690,392.59 
4,227.50 1,373.17 2,854.33 
17,081,146.72  12,382,882.86 4,698,263.86 
596,515.44 1,018,349.05  *421,833.61 
299,506.92 260,751.59 38,755.33 
1,142,880.35 992,598.61 150,281.74 
2,889,530.25 2,222,866.20 666,664.05 
6,224,132.74 5,703,346.81 520,785.93 
1,540,956.20 1,244,593.56 296,362.64 








$34,320,356.71 $27,677,829.85 


$6,642,526.86 





$392,302.46 


$233,323.16 


$158,979.30 








$1,534,707.44 $1,632,990.44 *$98,283.00 


151,382.30 147,915.23 3,467.07 
7,798,005.43 50,784.76  7,747,820.67 
1,433,345.22 785,861.26 647,483.96 





$10,917,440.39 $2,617,551.69 $8,299,888.70 








$342,853,143.24 $308,976,640.43 $33,876,502.81 
4 





Increase 
or Decrease 


Liabilities 1910 1909 
Stock: 
Capital stock .......... $75,000,000.00 $75,000,000.00 
Mortgage, bonded and Se- 
cured debt: 


Funded debt) . 22.04. 228,002,000.00  201,525,000.00 


eee eereenece 


$26,477,000.00 





Total capital liabilities $303,002,000.00 $276,525,000.00 





Working liabilities: 


$26,477,000.00 























Loans and Dilid payable. | oi .sceewsce’s $1,590,000.00 *$1,590,000.00 
Traffic and _ car-service 
balances due to other 
COMPETIES. occ ce adienee $795,878.70 841,669.54 *45,790.84 
Audited vouchers and 
wages unpaid ........ 5,254,493.94 4,557,654.52 696,839.42 
Miscellaneous accounts 
DIE ekccuodiainne 323,070.38 241,183.36 81,887.02 
Matured interest, divi- 
dends and rents unpaid 2,683,910.84 2,683,607.07 303.77 
Matured mortgage, bonded 
and secured debt un- 
oe A ee 23,000.00 3,000.00 20,000.00 
Working advances due to 
other companies ...... 189,799.69 188,501.40 1,298.29 
Other working liabilities. 735,643.55 684,425.64 51,217.91 
Total working liabilities $10,005,797.10 $10,790,041.53 *$784,244.43 
Accrued liabilities not due: 
Unmatured interest, divi- 
dends and rents payable $1,808,001.10 $1,567,647.21 $240,353.89 
"Tax@S SCCraG? §oo06c.c000 1,354,229.48 1,024,399.04 329,830.44 
Total accrued liabili- 
ties not due....... $3,162,230.58 2,592,046.25 $570,184.33 
Deferred credit items: 
Operating reserves ..... $1,193,907.38 $852,115.02 $341,792.36 
Other deferred credit items 
(see note below)...... 8,132,024.86 385,809.36 7,746,215.50 
Total deferred credit 
DR Ra ee $9,325,982.24 $1,237,924.388 $8,088.007.86 
Grand total liabilities $325,495,959.92 $291,145,012.16 $34,350,947.76 


Appropriated surplus: 





Additions to property 
since June 80, 1907, 
through income ...... 64,367.76 Ce 
Profit and loss: 
MMR” gl cx-ch acai diate Wee ran 17,292,815.56 17,767,260.51 *474,444.95 
{ 
Grand total ........ $342,853,143.24 $308,976,640.43 $33,876,502.81 


nsideration for new trust equipment not delivered. Cash is on deposit with trustees and is 


_Note.—In stating the assets and liabilities of the companies forming the Rock Island Lines, the holdings of The Chicago, Rock Island and Pacific 
Railway Company in the bonds and capital stock of the auxiliary lines together with loans between the various companies, have been eliminated from 
the liabilities and a like reduction made in the assets pertaining thereto; the figures shown, therefore, represent the book value of the assets and the lia- 


bilities without duplication. 





INCOME ACCOUNT 


YEAR ENDED JUNE 80, 1 


910, COMPARED WITH PREVIOUS YEAR 
Increase or Decrease 


1909-10 1908-09 Amount Pr. Ct. 

Average mileage oper- 
GUO caiccumascivee ess 8,043.59 8,026.38 17.21 21 

Revenue from transporta- 

tion: 

BiGIGHE? dicosceenousaess $42,218,880.84 $39,158,053.16 $3,060,827.68 7.82 
PASSORGET 6200645060. 19,378,174.27 17,883,378.99 1,494,795.28 8.36 
Mail eccccccsesseses 1,448,485.51  1,429,829.62 18,605.89 1.30 
Express Ur rreeeee t 1,927,245.61 1,626,931.53 300,314.08 18.46 
Miscellaneous ........ 774,380.24 720,280.57 54,099.67 7.51 





Total transportation 








; TEVENUE wee ccns $65,747,116.47 $60,818,473.87 $4,928,642.60 8.10 
Revenue from operations 
other than transporta- 

BON cea cueane eens 473,462.47 366,413.08 107,049.39 29.22 
Total cperating 

: _ FONORUE. 05 53-5: $66,220,578.94 $61,184,886.95 $5,035,691.99 8.23 

Operating expenses: 

Maintenance of way 

and structures ..... $10,673,387.02 $9,051,830.86 $1,621,556.66 17.91 
Maintenance of equip- 

RG iia aeieke ae - 8,455,745.72 7,512,888.55 942,857.17 12.55 
Traffic CRDGHSCS 20icse 1,795,262.39  1,441,214.58 354,047.81 24.57 
Transportation expenses 25,195,578.74 22,848,052.389 2,347,526.35 10.27 
General expenses...... 1,949,395.04  1,659,509.53 289,885.51 17.47 

Total operating ex- 
PRGNEE? 25.540 50'0 $48,069,368.91 $42,518,495.41 $5,555,873.50 13.07 





Vet operating revenue.. $18,151,210.03 $18,671,391.54 *$520,181.51 2. 


~_ 
© 





Increase or Decrease 


1909-10 
2,876,700.67 


Amount 


Taxes 605,836.12 

















Outside _ operations 
(debit balance) ..... $155,891.29 $146,201.11 *$9,690.18 
Hire of equipment 
(debit balance) ..... 1,171,066.25 812,116.05 *358,950.20 
Other income ........ 1,550,189.36 1,169,788.05 380,401.31 
OREM Ss aac ce auela $223,231.82 $211,470.89 $11,760.93 
Total income «++ $15,497,741.18 $16,611,997.88*$1,114,256.70 
Oe OS. Peery er eae $9,129,874.61 $8,861,223.05 $268,651.56 
RGWIGIS. soc. ccdcsicbedsic 1,547,402.01 1,567,966.98 . *20,564.92 
Betterments on leased 
PTC ToC 72,583.48 16,577.16 56,006.32 





Total charges .... $10,749,860.10 $10,445,767.14 $304,092.96 





Balance of income (avail- 


able for dividends).. $4,747,881.08 $6,166,230.74*$1,418,349.66 





Diehdends oc ccccccceses 3,743,272.00 3,930,018.75  *186,746.75 
Balance surplus (carried 

to credit of profit and 

IOGOY bids cvavwnwns $1,004,609.08 $2,236,211.99*$1,231,602.91 





* Decrease. 


Pr, €t, 
26.68 


6.87 


6.63 


44.20 
32.52 


5.56 
6.71 


3.03 
1.31 


337.85 
2.91 


23.00 
4.75 


55.08 





820 


Dividends Declared Durin 





RAILWAY AGE GAZETTE. 


Year Ended June 30, 1910: 
Dividend No. 117, 13% per cent. paid October, 1909........... $1,310,006.25 
Dividend No, 118, » per cent. paid January, 1910........... 748,575.00 
Dividend No. 119, 1% per cent. paid April, 1910.............. 935,938.75 
Dividend No, 120, 1 per cent, paid July, 1910.......... o... 748,752.00 
RG DE BOE cn cp tcbteckivvbs cobace teeny $3,743,272.00 
PROFIT AND LOSS 
ne eer Sar Oe MONO. 2. Sceuc keds sass baw e aeanes $17,767,260.51 
Surplus for year ended June 30, 1910.......... $1,004,609.08 
Interest prior to current fiscal year on advances 
er TC. CSc cop aneh eed oo aes soe 6 171,912.62 
Sundry adjustments not affecting current year’s 
DE cc bcenncnssocns 55560550 sees beh bs bee 25,976.95 
$1,202,498.65 
Less: 
Discount on bunds issued and sold, 
commission and premium on loan 
made, and loss on lands sold. ..$996,710.74 
Depreciation on: 
Tracks removed - $59,439.00 
Structures sold, re- 
moved or destroyed 93,131.24 
Equipment sold, dis- 
mantled or de- 
ee” See 527,662.62 680,232.86 1,676,943.60 474,444.95 
[one eeeeeern C0 OR ONO. oc neon ene sss bs 608s ss so 000e $17,292,815.56 





EXPENDITURES FOR ADDITIONS AND BETTERMENTS 


YEAR ENDED JUNE 30, 1910 


Right of way and station grounds.............. $154,434.78 
Ce en errr 192,919.03 
Pn TES occ ccte cheb bee seus susie ss 12,179.10 
Grade revisions and changes of line............ 16,914.71 
Bridges, trestles and culverts..............se0e. 149,652.45 
eee Ge ee a er ee 197,252.08 
Improved frogs and switches..............ceee0. 9,515.97 
Track fastenings and other materials............ 48,513.31 
YO" PECO IS HG 9 a a a ee eS 495,641.24 
eens CGN CONER... cnkcbesesessces be oe 1,499.43 
Rees i Me SEONG, ccs ss kus Sees awe bers 307,769.13 
ee eee Ser Pee ete 146,117.06 
co ey a Ee ee ee Pere ree eee 20,483.79 
Improvement of over and under grade crossings. 2,847.14 
Track elevation, elimination of grade crossings, etc. 73,851.42 
ROEPTIOCIAIN, BONOIRING ..oo nn scsnccescvcncessese 37,645.23 
Block and other signal apparatus............... 457,710.62 
Telegraph and telephone lines................. 124,120.98 
Station buildings and fixtures.................. 346,490.62 
Shops, engine houses and turn tables............ 167,359.47 
Shop machinery and tools.........ccesccccsees 36,261.87 
ee ee Ce EL cobb coe sess pawn onan 223,606.18 
Grain elevators and storage warehouses......... 37,660.50 
SR Be WEEE SODETEN,. os asnccscranneeesw ens 20.35 
* Electric light and power plants................ 2,687.60 
Mibaceliancons GITUCIUTES ....0...00cccsconcseccece 416.22 
ee ae ee es 51,371.42 
Equipment : 
i NE oo sno Ska eeb esas hese $89,515.82 
PRRENCY TERI DRIK. . 050s swe noes obese ccswews 29,630.78 
Pee RIN WEEE, occas sns cheese babes es Sees 4,513.43 
VOT GS. 6 onan snc news ceesee ss vess ses 12,982.26 
Total additions and betterments........++++++eeeeeeee 


Figures in italics denote credits. 


$3,311,942.84 


136,642.29 


$3,448,585.13 


Vor. 49, No. 18. 


ROCK ISLAND LINES. MAINTENANCE OF WAY AND STRUC- 


TURES—REMARKS. 
YEAR ENDED JUNE 30, 1910. 


The following is a comparative statement of miles of the first track 
main lines (as distinguished from branch lines) owned or leased, not in- 
cluding trackage rights, which are used in the rail and ballast tables on 
preceding page: 





June 30. 
1910. 1909. 
Chicago, IIll., to Colorado Springs, Colo............ es 1,063.92 
Davenport, Ta., to Dallas, Tex. (via Kansas City).. 833.61 833.57: 
Herington, Kan., to Santa SS | re ae 526.92 526.59 
Burlington, Ia., to Minneapolis, |S gaittoneleggaiae ea 307.58 307.58 
Altamont, Mo., to Nor. Topeka, Kan. (via St. Joseph) 187.96 138.09 
McFarland, Kan., to Belleville, OP eg ee 103.19 103.19 
Memphis, Tenn., to Tucumcari, N. M. (to six miles 
west of Ontario, Tex., in 1909) (siseasobashes aes 869.87 799.16 
Biddle, Ark., to Eunice, LM bck anise sie asso he ae 292.40 292.52 
St. Louis, Mo., to Kansas IN. ORG oss cus Gke san oss 283.90 283.97 
SAO cceeshvoens. LAKIN eeSE Rae wee wae ee es 4,418.46 4,348.59: 


Improvements to roadway have been made as follows: 
Ties were renewed to the extent of 2,602,978 or an average of 348 per 


mile of first, second and third main track owned and leased; of these 
ties 2,200,278 were treated with creosote. 

Tee OT TORING oo bh odscbws hes 54 se sic see oeaee 184.30 miles 
AVR SENDA CENIUIEOIEE :0 a5 dink So.8 ose BWdlen anes o0es soe oss 281.71 miles 
Miles of roadbed widened to standard width................ 212.58 miles 
Road miles of new right of way fence built................ 26.94 miles. 
Lineal feet, transversely to track, of iron pipe culverts built. 3,920 feet 

Lineal feet, transversely to track, of iron pipe culverts built. 6,180 feet 

Lineal feet, transversely to track, of vitrified pipe culverts built 794 feet 

Lineal feet of timber bridges or trestles replaced with steel, con- 

Pn Or PUMNOES (TEODOR: 65 5s cinta nine sie e's S445 6.500 Cawae wi 860 feet 
Lineal feet of bridges and trestles filled............ceeceee. 9,475 feet 
Lineal feet of iron or steel bridges replaced with heavier 

EEE Se eee. ocak van sG ewan eetees ooss os en ae eke 1,220 feet 
Laneal feet. of new pile trestles butlt... ...secccsccsccccsecene 1,581 feet 
Eaneal fect of new steel bridges built........cccecsescscenes 141 feet 


The following table shows the aggregate length and nature of bridges. 
for June 30, 1910, compared with previous year: 


Kind of bridge and length (in feet) 


Combi- 

nation 

Steel (wood 

Total and Ma- and 
Bridges. (feet) ircn  sonry iron) Wooden Trestles 
Main track, June 30,1910... 521,879 147,616 620 3,098 2,449 368,101 
Per cent. of total length... ...... 28.29 .12 59 AT 70.53 
Main track, June 30, 1909. 527,403 146,571 566 4,052 2,570 373,644 
Per cent. of total length.. ...... 27.79 ll ne 49 70.84 


The average expense of maintenance of way and structures per mile of 
first, second and third main track owned and leased during the past fiscal 
year was $1,372.85, as against $1,145.58 last year. 


All the rail relaid during the year has replaced lighter weight and a 
corresponding increase in metal has been made in appliances. 





MAINTENANCE OF 


WAY 


AND STRUCTURES—REMARKS 


YEAR ENDED JUNE 30, 1910 
COMPARATIVE STATEMENTS OF RAIL IN MAIN AND BRANCH LINES OWNED OR LEASED AS OF JUNE 80, 1909, AND 1910. 
OF JUNE 30, 1909 AND 1910 





















































Total 
Miles : ‘ ; 
Rail Owned Weight Per Yard and Miles of Each Weight 
or 
Leased Re-rolled 52 and 
Main Lines: 100 85 80 80 70 65-6-7-8 60 56-8 under 
1910 Pi Ch cs eh skeen baneheae *4,418.46 5.20 1,089.46 2,022.17 208.50 69.16 665.48 349.26 O28 .coccecee 
Pe Sh. tsin once hee 267.31 148.85 IIRED® Gevackan “SSSSRSeS” OOESASE, BSRUENSR) BUGEKRODS Sameseee 
De MEE 5 onsxd uesetanusoss SER icchemek Seseeeee 9 Seeeencn. Ssemanke DGS BAbdeSch Seekeees sbessens Seen eee 
ee ee ee er 4,695.20 5.20 1,238.31 2,140.63 208.50 78.59 665.48 349.26 9.23 . 
Per Get, OF mehteh SURES. 66 scsss osseencs eT 26.38 45.59 4.44 1.67 14.17 7.44 Le ee 
1909 a eee *4,348.59 5.20 870.60 2,103.24 129.69 131.90 700.52 394.06 Pe aaerrer rrr 
On Coons se ek eeeee es DORE: S6K% eee 103.32 SEECID Ucukecuia  cssweies, ESECSRES SSERKESS Sekeoees . Sancaes> 
Bete) SEK 6S ksik ees ok ed wees BER. 2hiacccs LSSGhSeES) 6 SShGKasS” (RoSee wee BEE Séseasss SokGakes. Susssuanc Gxwebuas 
Er ee ye ee ee 4,623.04 5.20 973.92 2,264.94 129.69 141.33 700.52 394.06 See ates ess 
Per et Oe SRT BEE. iocccae. cose esos 11 21.07 48.99 2.81 3.06 15.15 8.52 Me Scawaeme 
Branch Lines: 
1910 Qo ees ee BOBEA9 .csccvae 24.86 oO ee 353.54 303.55 1,173.02 591.25 275.29 
RENN GHEE ccccnsevess coeds Lae: cucesoee 5.02 Lee “ctcusehee tebbacwer “saaaeave Te Ssxesann Gabaxenn 
PN ees hhee sas 6's 7 ek ROOEO: skaccoun 29.88 oS) eee 353.54 803.55 1,180.91 591.25 275.29 
Per Geek OF RAEN RRBs osecccan, oeeeeees 1.00 BEE senwenee 11.78 10.12 39.36 19.71 9.17 
1909 i Oe a sSab eens eben ws BOBESE cacreese 23 SEES bxsusWwaw 341.38 293.12 1,187.84 619.54 277.17 
RO OE cc canoneeasas es LL” aa ee 228 ckwsa ws RES <acneeen 2 ee ee ere 
OS er See ey rs RPeGee Kvseeesc .23 OO! ae 346.31 293.12 1,195.75 619.54 277.17 
Per cent: OF trranch UPB. cc cece sck se «sew exece 01 Bee? ccsksawe 11.55 9.77 39.88 20.66 9.24 
1910 PE cea eklestndcenss 7,695.59 5.20 1,268.19 2,406.60 208.50 432.13 969.03 1,530.17 600.48 275.29 
Per ment: ee Unie) GEOOKs ccasess owen cees 07 16.48 31.27 2.71 5.62 12.59 19.88 7.80 3.58 
1909 TORE CEO ccc ccd snd eenee nes 7,621.60 5.20 974.15 2 531, 38 129.69 487.64 993.64 1,589.81 632.92 277.17 
er Geek OF betel SOME. cscs tw sacee .07 12.78 33.21 1.70 6.40 13.04 20.86 8.30 3.64 








rete ROE 





See reer eee 

















OcToBER 28, 1910. 


RAILWAY AGE GAZETTE. 


BALLAST IN MAIN AND BRANCH LINES. 


























‘ Total 
% Miles 
i Ballast Owned or 
}e 7 ; Leased Rock 
€ _ Main Lines: 
a NE ec lodcadacbawss 4,418.46 1,211.27 
a SRE UE a5 65i-daw es wean wwrees 267.31 16.10 
q MURS MEM, ca eis niente seis ereeieies Ste kaa ees 
a 
3 
Bi] Total 2.56% sete eee ee ree eeee 4,695.20 1,227.37 
é Per Cenk. GF Mmm NMCRs 6c. | se kee tee 26.14 
e Se. A Wi oi il x vik vesdonnes 4,348.59 1,104.94 
Second track .................. 265.02 16.19 
a Be Re ere er ee San 0 08—s ae weiss 
: MPEMRY <crehaiapig. avs o's We ee ein ea ene 4,623.04 1,121.13 
Wer Gemt OF Mai TER cscs | ace teens 24.25 
a Branch Lines: 
4 1910 BEINEE SEROUS ch ce aren winen cenwows 2,985.49 118.95 
yy NINE CEES ocd ceca Nic a ar aais 600% Th ces 
4 eee rare ee 
x BAILED) <a waa asic waa wean aas 3,000.39 118.95 
Per cent, GF branch Uese.. 5666  — sasavcer 3.96 
1909 WUCGG: THAN: aos 65s asic eg sia oe oats 2,983.64 105.13 
RUNS NINGA RRR Se a cig ria aed a! easel ave Te 7) eens 
ENS, Bie heats oe Cena Cae es 2,998.56 105.13 
Per cent, Of branch Mmesicicssc< na ewceceree 3.50 
1910 ANNE CHEE oi oe nak vip ae die wis are es 7,695.59 1,346.32 
Per OHNE Gr tO BLACK c.ciciecc< 8 8 8 8 9Seesincen 17.49 
1909 GRE SOME aia Woe ais w hee NOR 7,621.60 1,226.26 
Per cent. of total track.......... 16.09 



















Kind of Ballast 
Burned 
Clay * Gravel 
491.71 1,357.81 
Jteieawe 222.90 
alae 9.43 
491.71 1,590.14 
10.47 33.87 
460.51 1,363.84 
ib beieeer ie 217.00 
Sig Guigenaos 9.43 
460.51 1,590.27 
9.96 34.40 
30.83 625.11 
30.83 625.11 
1.038 20.83 
16,08 624.62 
Sut Stel eave 65 
16.08 625.27 
54 20.85 
522.54 2,215.25 
6.79 28.79 
476.59 2,215.54 
6.25 29.07 









































and Miles of Each Kind 
Sand 
or 

Cinder Total Dirt 
411.25 3,472.04 946.42 
25.40 264.40 2.91 
jaeweees 9.43 i eaumeanacee 
436.65 8,745.87 949.33 
9.30 79.78 20.22 
370.30 3,299.59 1,049.00 
29.05 262.24 2.78 
cere 9.43 be ecete gens 
399.35 3,571.26 1,051.78 
8.64 77.25 22.75 
271.31 1,046.20 1,939.29 
14.90 ae" 0 6=— sh ee eeneas 
286.21 1,061.10 1,939.29. 
9.54 35.36 64.64 
290.66 1,036.49 1,947.15 
14.27 CS a ee 
304.93 1,051.41 1,947.15 
10.17 35.06 64.94 
722.86 4,806.97 2,888.62 
9.39 62.46 37.54 
704.28 4,622.67 2,998.93 
9.24 60.65 39.35 











The Chicago, Rock Is- 
land and Pacific 
ailway Com- 
pany: 
First and refundin 
mortgage por | 
Fm es 
irst mortgage 
es an 
General mortgage 
gold bonds ..... 
Gold bonds of 1902 
Extended two year 
notes, paid April 
— perry 
Equipment 
notes 
Equipment notes, 
series 
Equipment 
bonds, series C.. 
Equipment gold 
bonds, series D. 
Miscellaneous 1n- 
terest cccscccsce 
Burlington, Cedar 
Rapids and North- 
ern Railway Com- 
pany: 
Consolidated first 
mortgage bonds.. 
First mortgage 
bonds — Cedar 
Rapids, Iowa 
Falls and North- 
western Railway 
Company ....... 
First mortgage 
bonds—The Min- 
neapolis & St. 
Louis Railroad 
Company «cess 
Rock Island and Pe- 
oria Railway 
Company: 
Consolidated first 
mortgage bonds.. 
i Choctaw, —_Oklahoma 
and Gulf Rail- 
a road Company: 
General mortgage 
BONGS occessuses 
First mortgage 
gold bonds— 
Choctaw. and 
Memphis Rail- 
road Company .. 
Consolidated mort- 
gage gold bonds. 
First mortgage 
gold bonds—Lit- 
tle Rock Bridge 
Company os... 
Equipment trust 
notes, series B.. 
Equipment trust 
notes, series C.. 
Rock Island, Arkan- 
sas and Louisiana 
Railroad Com- 
pany: 
First mortgage 
gold bonds 


Total 





eee eeeee 











interest... 





ae Per — f 
Description of Debt Cent. 1909-10 


INTEREST ACCRUED 


ount———_, 
1908-09 


4 $3,283,310.67 $2,934,520.00 
6 750,000.00 750,000.00 


4 2,463,240.00 2,463,240.00 


4 527,880.00 587,640.00 
Oe oie 270,000.00 
4% 214,500.00 243,750.00 
6 25,500.00 32,464.47 
4% 100,794.90 ......... 
aa ee 
199,896.72 142,121.08 
5 550,000.00 550,000.00 
5 95,250.00 95,250.00 
7 10,500.00 10,500.00 
6 27,000.00 27,000.00 
5 275,000.00 275,000 00 


5 176,224.76 176,250.00 


5 270,550.00 270,550.00 
6 14,100.00 15,300.00 
e-— -sleviapes 312.50 
44 7,425.00 17,325.00 
aS! ae 


Increase 


$348,790.67 


eee ee weee 


100,794.90 
14,952.56 
57,775.64 


ese eeeeee 


eee ee eeoe 


eee eeeee 


123,750.00 


YEAR ENDED JUNE 30, 1910, COMPARED WITH PREVIOUS YEAR. 
ate 


Decrease 


270,000.00 
29,250.00 
6,964.47 


sewer eeee 


ee ee eeeee 


1,200.00 
312.50 
9,900.00 





$9,129,874.61 $8,861,228.05 $268,651.56 





ROCK ISLAND LINES. PASSENGER TRAFFIC AND PER MILE OF 
ROAD STATISTICS. 


Year Ended June 30, 1910, Compared with Previous Year. 





1909-10. 1908-09. Increase. Decrease. 
Passenger Traffic: 
Revenue per passenger mile.. $.0191 $.0188 SCOR kcwssdc 
Revenue per passenger...... .962 954 0 eee cee 
Revenue per train mile (ex- 
cluding mail, express, etc.) 1.035 ROGR) eadweas 004 
Revenue per train mile (in- 
cluding mail, express, etc.) *1.226 C2ee” 3 tecnewe .008 
Revenue per car mile (cars 
carrying passengers)...... .276 -266 Ge” wadeces 
Revenue per mile of road 
(exclud. mail, express, etc.) 2,409.14 2,228.08 pi ne re 
Revenue per mile of road 
(includ, mail, express, etc.) 2,869.56 2,651.14 TiGAD — twwwewe 
Number of passengers per 
INLET? conc cas seems 54.31 Coo.” Se 1.03: 
Number of passengers per car 
mile (cars carrying pas- 
CR ane ee ar ae 14.46 14.14 Ft. ne ee re 
Average distance carried (in 
MIG al aanaiaisinie. ie wleiaws 50.47 See .36 
Number of cars per train.... 5.10 2 | eee .06 
Average miles of revenue pas- 
sengers per mile operated. 126,360 118,695 TOGG@9 «coxced 
Per Mile of Road: 
Total operating revenue... .$8,232.71 $7,622.97 ee 
Operating expenses ........ 5,976.11 5,296.72 | ee 
Net operating revenue. .$2,256.60 BS | $69.65 
WEMEO wh isawavsavoncue manne 357.64 282.92 (ic  : ee ere 
Operating income ...... $1,898.96 SPC485S 2 se cauies $144.37 
Outside operations (debit 
DEMMBED®? Sccieeliwosnewews 19.38 | ee 1.17 
Hire of equipment (debit 
BOIQHOE)” ~< sass ccasenewses 145.59 SORTS kiana 44.41 
OCalier WOME 2 .cwsicvecsce 192.72 145.74 4698: kth vcs 
Total INCOME. sco siacices $1,926.71 SPOGRGG keistisves $142.07 
Pp Serre ry ere 1,135.05 1,104.01 Ce ae 
EOE ETO TE TT 192.38 S0GS0- —eekceee 2.97 
Betterments on lines leased 
from other companies* ... 9.01 2.07 er 
ToOtsh CHASEOR 6c cicc.cesn $1,336.44 $1,301.43 2.) ) aan 
Balance of income (avail- 
able for dividends).... 590.27 (oS ee 177.98 
Betterments on lines leased 
from other companies, per 
mile of the leased roads 
$0 IUMPPOVEOT ios. cc ciccwes 393.88 89.96 SORSD kcecewen 





























*Used average miles operated same as for other computations. 
+Covers Keokuk and Des Moines Railway and Little Rock and Hot 


Springs Western Railroad. 
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Vor. 49, No. 18. 



































ROCK ISLAND LINES. FREIGHT TRAFFIC STATISTICS. 1909-10. 1908-09. Increase. Decrease. 
YEAR ENDED JUNE 30, 1910, COMPARED WITH PREVIOUS YEAR. Number of tons per loaded 
1909-10. 1908-09. Increase. Decrease. car mile—all freight.. 17.38 17.22 el rr ee 
Revenue per ton mile...... $.0092 BOOPR os essn $.0002 
Revenue DEF DOR...» es s020s 2.203 ae)” lekeccey .081 Number of cars per train— 
Revenue per train mile.... 2.380 sa -110 TERS" [ene REE: oe neha 17.06 17.44 38 
Revenue per car mile (ex- * Numb f gene i 1: Ld : 
cludes caboose car miles). . .0992 MERAY wtttoyes 0032 ee nod oF care por fee 
Revenue per mile of road.. 5,248.76 4,878.67 ee... ‘-xeceues EMPTY «+ +s eeeecessrerees 6.89 6.84 05 tteeeee 
Number cof tons per train =a , 
mile—revenue freight..... 257.43 a ere 7.12 Number of cars per train : 
Number of tons per. train Be ceca ee. 23.95 pies. “s2.4ues .33 
mile—company freight.... 39.51 36.19 SSS... sevesu~ 
, : = — Average haul per ton—rev- 
Number of tons per train : 5 enue freight (in miles).... 238.28 2 eee 4.40 
mile—all freight 296.94 B00.74 wae eees 3.80 Average haul per ton—com- 
a oe pany freight (in miles).. 117.37 111.90 Sy |) Or Tre 
car mile—revenue freight. 15.07 SENG: 38 a Seabas .08 Average haul per ton—all 
Number of tons per loaded freight (in miles)........ 209.55 (es 3.21 
car mile—company freight 2.31 2.07 - ) RS See ee Average ton miles of revenue 
ce aoaecal ti ——— freight per mile operated.. 567,792 518,394 49,308 = cn eeees 
NORTHERN PACIFIC RAILWAY COMPANY—FOURTEENTH ANNUAL REPORT. 
OFFICE OF THE Miles. 
NORTHERN PACIFIC RAILWAY COMPANY, Jan. 31, 1910. Red River Branch in Minnesota shortened. .87 
cs Shen Aenean. June 30, 1910. Main Line in Oregon—North Portland to 
° , , Goble—leased_to Astoria & Columbia 
September 238, 1910. 1 eins: Sth River R. z= A EEE ee Ree 35.15 
une 30, k orrections ine ch d haini 1.56 
To the Stockholders of the pischinaceiitiataataiis _— 
Nortuern Paciric Rartway Company. Eve SION OR GG bee ous cen ease cele oee sek aeaase seine ne 38.93 
The following, being the Fourteenth Annual Report, shows the result of N ‘ae ———e 
4 , - Rp IENIE Ass Sons cu be abeds sae Ws 6 eheR dS dws oe ae ROS SRS t 
the operation of your property for the fiscal year ending June 30, 1910: Mileage ouanel De IO Os ax 65644566 ban dbhw es pexeeenncs 5,788:80 
2 INCOME ACCOUNT. Mileage operated June 380, | re eee err 5,814.12 
evenue From Transportation: icici Average mileage operated during the year...........eeeeeceee 5,764.83 
ner 
: 1909. 1910. or Decrease. EARNINGS. 
Prolaht Ci siueansshmikon $47,073,305.18 $48,758,736.25  $1,685,431.12 FREIGHT BUSINESS. 
Ss negyaaeell beach isha riche 17,330,608.06  21,333,312.84 4,002,704.78 Freight revenue was $48,758,736.25, an increase of $1,685,431.12, or 3.58 
ortation .......-....... 8,416,101.72 _—_8,671,816.80 955,715.08 Pet cent. over the previous year. 
POrtation .....ee eee reese »416,101.% £071,010, gf 19. Py yey tons of me freight were moved one mile, an increase 
= ae sage of 158,591,705 tons one mile, or 3.01 per cent. over the previous year. 
a nt pide de A th $67,820,014.91 $73,763,865.89 — $5,943,850.98 The rate per ton per mile increased from .00895 to .00900. 
asap A ay 640,732.30 761.960.30 121.228.00 The revenue train load decreased from 434.59 to 429.28 tons. The total 
sportation ....... fon. ue tabi train load, including company freight, increased from 520.71 to 523.65 tons. 
Total operating revenue $68,460,747.21 $74,525,826.19 $6,065,078.98 PASSENGER BUSINESS. 
Per mile (average)........ $12,071.46 $12,927.67 $856.21 Passenger revenue was $21,333,312.84, an increase of $4,002,704.78, or 
Operating Expenses: 23.10 per cent., over the previous year. 
Maintenance of way and Mail revenue was $1,032,891.12, a decrease of $30,165.78, or 2.84 per cent. 
DEE kscossecas sess $7,847,050.35 $10,842,955.20  $2,995,904.85 Express revenue was $1,573,000.11, an increase of $159,442.04, or 11.28 
Maintenance of equipment.  7,845,689.35 8,992,137.09 1,146,447.74 per cent, P 
Traffic expenses .......... 919,199.03 1,036,403.62 117,204.59 . Excess baggage and miscellaneous passenger revenue was $333,468.62, an 
Transportation expenses ... 20,305,621.20 24,045,197.09 8,739,575.89 increase of $22,984.67, or 7.40 per cent. : ‘ 
General expenses ......... 1,102,444.72  1,070,712.38 — *$31,732.39 The total revenue for persons and property carried on passenger trains 
é was $24,272,672.69, an increase of $4,154,965.71, or 20.65 per cent., over the 
WINE csi secssewieseces $38,020,004.65 $45,987,405.83  $7,967,400.68 Previous year. ; 
Per mile (average)........ $6.703.94 $7,977.24 $1,278.80 The number of passengers carried was 9,639,994, an increase of 1,235,282 
Net operating revenue... $30,440,742.56 $28,538,420.86 %*$1,902,221.70 Over the previous year, and the number of passengers carried one mile 
Per mile (average)........ 5,367.52 4,950.43 *417.09 was 976,772,093, an increase of 209,332,628, or 27.28 per cent. 
atti: aueeationes ' Poe miles run by revenue passenger trains was 12,574,907, an increase 
Sleeping, parlor, observation, ’ Frag “d eve . — 02184 d .02258 1 
ater cal cals ence and per passenger per mile was . , and ast year. 
TESTAUTANIS 2. cccscccces $429,359.58 $602,474.89 $173,115.31 OPERATING EXPENSES. 
Total net revenue..... $30,870,102.14 $29,140,895.75 *$1,729,206.39 naan helenae 9 


DURES BORTORD 5s éc0 cvs seses 
Per mile (average)........ 
Operating income ........ 

Other income: 

Dividends and interest on 
securities, interest on de- 
posits and miscellaneous. 


2,547,834.67 
449.25 
28,322,267.47 


3,621,999.80  $1,074,165.13 


628.29 179.04 
25,518,895.95  *2,803,371.52 


2,355,670.81 2,506,474.91 150,804.10 





Rentals received .......... 889,748.10 1,289,252.04 399,503.94 
Hire of equipment........ 452,218.91 160,578.51 *291,640.40 
Gross income ........ $32,019,905.29 $29,475,201.41 *$2,544,703.88 
Deduct: 
ee ee re $337,136.34 $509,927.90 $172,791.56 


Interest on funded debt.... 
Interest and commissions 

on new stock subscriptions 
Dividends on stock........ 


6,775,002.50 6,669,014.17 *105,988.33 
3,268,416.36 


ere: *3,268,416.36 
14,105,000.00 3,2 


17,360,000.00 55,000.00 





SUM a taeesnees eae oe $24,485,555.20 $2 
Net income forthe year $7,534,350.09 $ 
Ratio of operating expenses 


4,538,942.07 $53,386.87 
4,936,259.34 *$2,598,090.75 


to total operating revenue.. 55.54% 61.71% 6.17% 
Ratio of taxes to total operat- 
Ne ee eer 3.72% 4.86% 1.14% 





*Decrease. 


MILEAGE OPERATED. 


Changes have taken place in the mileage operated during the year as follows: 
There were added: 


Miles. 

Jan. $1, 1910. Shields River Valley Railway, Junction to Wil- 
sali. Montana, constructed... ......-.0ccsecses 22.90 

Jan. 31, 1910. Lewiston Junction te Lewiston, Idaho (Union 
(re Te 2 Re eS ee eee 72.03 

Jan. $1, 1916. Pasco to Snake River Junction, Wash. (Spokane, 
Portland & Seattle Ry.), leased............... 24.82 
inte RRR. cs vc chcs eae eh bh ES ~SKSS Hb SHOES 2E Rs on OSes 119.75 


Deductions: , ae 
Oct. 31. 1909. Main line in Washington transferred to 
ef. TT eh ee ee EE et ie 1.85 


The charges for transportation expenses were $24,045,197.09, an increase 
of $3,789,575.89, or 18.42 per cent., of which $1,978,532.66, or 9.72 per cent., 
consisted of labor. 

Passenger train mileage for the year increased 31.88 per cent. over the 
previous year, which also necessarily entailed a large increase in transporta- 
tion expenses, 

MAINTENANCE OF EQUIPMENT. 

The charges for maintenance of equipment were $8,992,137.09, an in- 

crease of $1,146,447.74, or 14.61 per cent. 


LOCOMOTIVES. : 
Total number of locomotives on active list June 80, 1909........... 1,323 
Additions: 
Purchased: 
i REPO bad cas cen waA pes GSe aS eS ens Seuss eNA eee 25 
Pacific type passenger locomotives.......sscccseccccsesseecs 44 
DITKREO EVDO TRCIEUE TOCOMOUVES s 6 o.66.6 0:0 5:0:5 6.084.000 406 0:00 0 40 
DEnllet GyOl FTLIGHE LOCOMGUVES 5 650 0:00.50 40 00 0005s ssns sees 11 
a 120 
1,443 
Deductions: 
eee eee eee te re ee ee ere 8 
Sen SSE eee eee Ty ONT EET ME re eres Pee tre 5 
oo 13 
Total number on active list June 30, 1910..............2.00- 1,430 
In addition to those on active list, there are 26 locomotives held for 
sale; four engines having been sold or dismantled during the year. 26 
Tistel UGAOIEWES TOWHEE s 60 so oc 5g a ds koa dw oes s0sa se bee ae 1,456 


HAULING CAPACITY. k ; 
Tractive Total weight Total weight 








Active list, Number. power. on drivers. of engine. 
Assignment June 30, 1909...... 1,323 39,173,200 177,059,492 222,770,652 
Added during fiscal year........ 120 4,869,700 21,873,550 28,743,500 

DOU : ook ns wena seisseceee 1,443 44,042,900 198,933,042 251,514,152 
Sold and dismantled........... 13 243,500 1,074,500 1,350,650 
ACHR sue sdnw bees <sei0e en 1,430 48,799,400 197,858,542 250,163,502 


Note.—On account of several compound engines being changed to simple, 
the weights and tractive power for assignment as of June 30, 1909, do not 
show the same total as was shown in annual report for 1909. 
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The following statement shows the character and the condition of the 
locomotives cf the company on June 380, 1910: 


Average Weight of 
Locomotive without tender. | “Average 
(Tons) Force 
1910. m Lbs. 
Total. On Drivers. , 


Wheel Arrangement. 


Owned | Condemned Owned 
June 30, | Destroyed Added. June 30, 
41910. and Sold 





Geared locomotives. . as ree 63.32 63.32 29,250 

86.66 68.07 30,334 

Condition Number. Per cent. 
cn A AC GAS EARL Rete ir Grrr ER fr Gr trata a Peete AM ne me 1,182 81.18 
1 SOO ERIE EL Ce LET OL OE T I IIC Ee 182 12.50 
Fe ee ee ee ee OR eer OK I re eee 92 6.32 
1,456 100.00 

Number of oil burning locomotives..........+..+seeee 3 0.206 
Number of locomotives equipped with superheaters..... 81 5.56 


PASSENGER EQUIPMENT. 


On June 30, 1909, the company owned 1,005 passenger train cars, includ- 
ing 103 sleeping cars, owned jointly with the Pullman Company; one June 
30, 1910, 1,119 passenger train cars, including 181 sleeping cars owned 
jointly with the Pullman Company, a net increase of 114. 

The passenger equipment of the company was in extremely active use 
from July 1 to December 81, 1909, and could not be shopped during that 
time. On June 30, 1910, of the 1,119 cars owned, 894 cars were not due 
in shops for two months or more. 


FREIGHT EQUIPMENT. 
Comparative number and capacity of freight cars: 














Increase 

r 1909. r 1910 ~ or decrease. 
Capacity Capacity Capacity 
Number, (tons). Number. (tons). Number. (tons). 
MIE. cx sala caew ss ne eae 23,052 789,827 24,3857 880,887 1,305 91,060 
PUPHUUTC. 60.0.0:0000:0 < 428 10,800 638 19,770 210 8,970 
Refrigerator 1,432 35,625 1,562 39,675 130 4,050 
EE: Awsass ase waa anee 2,670 62,410 2,618 61,250 *52 *1,160 
A ado eee alae ale oak 8,129 269,770 8,614 291,030 485 21,260 
BOL, Sore kaw nw ns os wide 13 345 18 475 5 130 
iN fork iarainails Goal en mw 4,932 198,985 5,193 216,955 261 17,970 
Ballast and ore....... 842 33,680 816 32,640 *26 *1,040 
TG “Sauk saaeon 41,498 1,401,442 438,816 1,542,682 2,318 141,240 
POmoRtaee. isdvicasss oulew nae ae .--- 5.59% 10.08% 
Aver. capacity per car.. oe 33.8 Rae S58 ke 1.4 

*Decrease. 


Of the total number of freight cars on the road on June 30, 1910, only 
1,744, or 3.98 per cent., were in need of repairs costing $5 per car or more. 

In addition to equipment shown as on hand June 30, 1910, the following 
have been purchased during the current year and will be delivered this 
autumn: 


POCIRG CUO DASUONBEL LOCOIIOLIVER s 6.5.6.6 :4.010.010-6,di0.910 4418 6b:6 ce 'sa-w otenreaie 18 
Passenger train cars: 
RRB EEE se sais ars aiale ar Pie Ac Waa NOONE SA eos ee Meleecens 9 
RUINED elas aiciy aie 6 Bia wis ore Lda oe SAS A RAEN SEs aA ATE 4 
ROTOR ME MIRE ROUEN 015% inven o.c's a oo s'a ales. 8 NiGde SAS Nien ors oo BG abe 11 
— 24 
Freight train cars: 
iene SOMES WN CED OANMGTEND © 5 30 55550)'0. 69.9 W041 1S wate -W ew Wie,9:4 66 ao wei 0 Se 33 
ES I UR ee oe ee Te 71 
OPT ES OR ogc oh ear ihc AOE ITEC IC CICeCICRO a earn Tae 24 
Hart convertible ballast cars, 50 tons’ capacity.............ee00. 348 
— 476 


DEPRECIATION OF EQUIPMENT. 

_ In accordance with the rules of the Interstate Commerce Commission, the 
following amounts have been charged to operating expenses on account of 
estimated depreciation of equipment, viz.: 


ONE E eee eee rer $820,121.34 
PERRET RSHED 6.6. wis a eee 5 5 aie bases ee we Fe eRe 236,899.51 
a RO SOI er rite ore oe - 1,867,424.32 
NNER on aid gn. crecars o's niiwie Unis oa ak oe 43,623.05 
PIGMHAE COUIPMENE 6.66 06 0:66:00 6405-5 00064 6,777.12 


$2,474,845.34 


MAINTENANCE OF WAY AND STRUCTURES. 

The charges for maintenance of way and structures were $10,842,955.20, 
an increase of $2,995,904.85, or 38.18 per cent. 

_ The table in the report of the Comptroller shows the distribution of this 
increase under the respective accounts. 

The following statements give particulars of the work done and show 
that the property has been maintained and improved during the past year 
to such an extent that expenditures of equal magnitude will not be necessary 
during the current year. 

PERMANENT WAY. 


Re a 1909. 1910. 
“ew main line laid with 85-pound rail.......... miles 29.43 2.40 
“ew second track laid with 85-pound rail........  “ 115.54 5.33 
-\ew second track laid with 90-pound rail....... sy seers 45.23 
‘lain line relaid with new 90-pound rail........ s 13.67 741.47 
“ranch line relaid with new 90-pound rail....... a Siete 9.00 
Main line relaid with new 85-pound rail......... 374.18 31.16 
second track relaid with new 90-pound rail..... - 19.00 36.06 
second track relaid with new 85-pound rail...... “ 5.84 Bere 
Sidings and spurs constructed..... Rare ere Rata tucln's shi 130.77 75.86 
USS C RMB POE = cicve Zeciavars 46's siata’e Maw piearesee e ewes By 627.58 420.13 
TRUGMOMEDE WIKEBOE. 6s 050 6 oce'eeorewasac seve - 191.70 370.00 
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1909. 1910. 

Cross-tie renewals, main line..........ccccecees ties 1,306,170 1,509,404 
Cross-tie renewals, branch lines............+2¢. - 971,010 910,932 
Timber bridges replaced by permanent structures 

and embankments, 173 in number, equal to....miles 1.65 5.75 
Pimper DIGGS CONEWER. 2 6 6sicc bc cicc ceed ewes 44 40 
DMMDEL CUIVETIS TEDIECER. 26666 6cic cc ccccescecsee 217 101 
New stock fence constructed.............eeeee: miles 272.57 159.84 
New snow fence constructed.........c-ceceeees - 0.50 15.59 


On June 30, 1910, 2,940.69 miles of important main lines of the company 
were laid with rail weighing 85 or 90 pounds to the yard. By the close of 
the calendar year 1910 all main line between St. Paul and Duluth, and be- 
tween St. Paul, Duluth, Seattle and Portland, will have been laid with heavy 
steel, with the exception of the line between Brainerd and Staples, Minn., 
30 miles, and a few points where changes in curvature and grade are con- 
templated. 

BRIDGES, 


During the year, 213 bridges were replaced and 114 abandoned. Forty 
were replaced by timber structures, and 22 permanent and 151 timber 
stguctures were replaced in permanent form, as follows: 


Replaced by embankment... .i..cisecceeses 155 bridges, 28,823 lineal feet 
Replaced by truss, girder and I-beam spans.. 18 s 1,550 . 
fi er ee eee eee ee 173 “ 30,373 - ” 


Forty timber bridges, making 8,117 lineal feet, have been renewed this year. 

One hundred and one timber culverts were rebuilt this year—12 in tem- 
porary and 89 in permanent form. : 

On June 80 there were under construction on operated lines 1,255 lineal 
feet of steel girder and I-beam spans, 1,866 lineal feet of steel truss spans, 
259 lineal feet of steel trestle, 896 lineal feet of reinforced concrete trestle, 
one 325-foot and one 200-foot steel draw spans and one 160-foot bascule 
draw span. 

BRIDGES AS THEY EXISTED JUNE 380, 1910. 
Aggregate 
length. 
No. Lineal ft. Miles. 
Steel, iron, stone and concrete permanent bridges.... 522 86,698 16.42 
Timber and combination iron and timber structures... 2,657 427,995 81.06 


ORAM carsna a Beam AeA Ws ae ae eae KOS a/ eee ae 3,179 514,693 97.48 


Total length of timber structures replaced by steel bridges, embankment, 
or in other permanent form, from July 1, 1885, when work was commenced, 
to June 30, 1910, has been 118.21 miles. 


BLOCK SIGNALS AND INTERLOCKING PLANTS. 


On account of the growing volume of business moving over the important 
main lines of your company, safety appliances of one kind and another have 
been authorized, as follows: 

Minnesota— 

Between Northtown Junction and St. Cloud—Automatic, electric block 

signals for double track. 

St. Cloud—Electric interlocking plant for crossing with the Great North- 

ern Railway. 

Manitoba Junction—Interlocking plant to protect the junction of the 

Winnipeg line with the main line. 
Staples to Dilworth—Automatic, electric block signals for double track. 
Carman—Mechanical interlocking plant for crossing with the Great 
Northern Railway. 
Wisconsin— 
Superior—Mechanical interlocking plant for crossing of this company’s 
line with the Minneapolis, St. Paul & Sault Ste. Marie Railway. 
Montana— 
Huntley and Billings—Automatic signals for protection of the Yellowstone 
River bridge. 

Laurel—Mechanical interlocking plant for the protection of the yard and 

the connection with the Great Northern Railway. 

Billings to Livingston—Automatic, electric block signals. 

Livingston—Automatic signals protecting the junction of the main line 

with the Yellowstone Park Branch. 

Silver Bow—Mechanical interlocking plant to protect crossing with the 

Butte, Anaconda & Pacific Railway. 

Garrison—Mechanical interlocking plant to protect junction of the Helena 

and Butte lines. 

Garrison to Missoula—Automatic, electric block signals. 

Washington ~ 

Tacoma-Seattle—The block signals mentioned in the last report have been 

installed and placed in service. 

Kalama to Vancouver—Contract has been let for installation of electric 

block signals. 
Oregon— 

North Portland to Portland—Contract has been let for installation of 

electric block signals. 

Contract also has been let for suitable signals on the double track bridges 

over the Columbia and Willamette rivers and approaches to and con- 
nection between them. 


CHARGES TO CAPITAL ACCOUNT. 


Upon requisition of the executive officers, approved by the Board of 
Directors, expenditures have been made during the past fiscal year for: 
Real estate, right of way and terminals: 





At: Superior, Wisé., real! estate. occ vciccsiees $1,269.14 
Se. Paul Minn... real estate: 6 5oiciisé cccee 10,376.00 
Minneapolis, Minn., real estate........... 58,251.35 
Laurel, Mont., terminals. o <:..066<<eccwcce 9,486.72 
Paradise, Mont,, terminals. iis. ccicceccacce 30,465.70 
Sand Point, Idaho, terminals... «0.6005 00 14,946.69 
Spokane, Wash., real estate.......cceccees 1,327.80 
Seattle, Wash., terminals, tunnel and _ pas- 

SD 5 SEO ol ors) ais) avalaieree 450d casera o'ere é-c-o 13,434.37 
Tacoma, Wash., real estate (credit)....... 72.95 
Aberdeen, Wash., real estate..........00- 1,859.00 





-—-—-— $141,343.82 
Branches, line changes, grade revisions and second main track: 
One-third interest in double track line Van- 
couver to North Portland, including bridges 
over Columbia and Willamette rivers (two- 
thirds owned by Spokane, Portland & Se- 


attle Railway Co.)—additional charges.... $70,720.95 


Edgeley-Missouri River line, North Dakota.. 38,284.66 
Pingree west line, North Dakota............ 143,891.68 
Turtle Lake extension, North Dakota....... 21,399.87 
Glendive-Helena cut-off, Montana........... 22,883.98 
Bitter Root Branch extension, Montana..... 12,364.41 
DeSmet to Paradise, Montana (credit)...... 573.90 
White Pine Hill, Mont., grade revision...... 38,076.38 
Ritzville-Ellensburg cut-off, Washington, right 

Ci WE etd said aii Wee-ake Cerna ceceeesee 72,204.60 
Sunnyside Branch extension, Washington... 65,209.05 
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Green River Branch extension, Washington. . $10,832.12 


Tacoma-Tenino line, Washington........... 884,091.84 
Gray’s Harbor & Columbia River Railway.... 32,840.43 
Surveys and right of way—North Dakota and 

ER are eee 3,512.04 
Argo to Black River, Washington, right of 

way for additional main track............ 12,635.35 
Rights of way at Seattle, Wash., for change 

Or See ee Pee BPREKS. 5 6 kon acc sss e ca ce o 99,907.11 
Superior to Central Ave., Wis., second main 

MK. Dine CGctubbands coke nso koct ae eo as oe 433.54 
St. Cloud to Rice’s, Minn., second main track 76,218.95 


Philbrook to Staples, Minn., second main track. 
Wadena to Lake Park, Minn., second main 

ME. ENS SECCEER GANS EEO SEDER SSSS OSES Ss oe 96.00 
Lake Park to Glyndon, Minn., second main 


21,529.76 


IeOR MEOUED No Coe ne ca wccab ius ces cece 24,000.99 
Wheatland to Buffalo, N. D., second main 

rrr Tt ee ee 45,213.57 
Alta to Berea, N. D., second main track 

ED Gis ciskesscaks hones ek ane kab 1,985.62 
Bloom to Jamestown, N. D., second main 

PE: Gith Ce ccecebabbsabs ck haw esse cet aws 14,135.88 
Huntley to Billings, Mont., second main track 141,377.73 
Billings to Laurel, Mont., second main track. 165,984.29 
Livingston to Muir, Mont., second main track 

re eee eee ere 42,261.16 
West End Junction to Mui:, Mont., second 

Se RE 455554 bese eben SEbEER SE EA SSSR SD 6,330.48 
Bozeman to Logan, Mont., second main track 76,498.18 
Garrison to Missoula, Mont., second main 

UK ccd Sbabberhee bases eee Seens beeeesae 289,053.18 
Missoula to DeSmet, Mont., second main 

Mi... cheb cESESERE SERS SERED OSE SO SY Ke 7,958.38 
M. P. 73 to Yardley (Spokane), Wash., sec- 

i COR REE. 6 vs cb eae scabs Ss oko EP Oe 453.10 
Auburn to Meeker, Wash., second main track 1,746.85 
Tenino to Kalama, Wash., grade revision an 

CEM MEME Scone encecd see sases sees osgas 2,075,359.39 
Kalama to Vancouver, Wash., second main 

cc SRkcdbeRGES LOSE CA SEEERODS ESSERE O 271,550.25 
North Portland to Portland city limits, Ore- 

ee ee eee 49,745.13 

_— 4,702,717.46 
Additions and betterments: 
Right of way and station grounds........... $104,056.85 
ee eS bo ee eee 35,360.59 
RRS ON tg eee cece Kae sale 6 45,091.47 
Grade revisions and change of line.......... 51,185.81 
ee Ee ree 246.45 
Bridges, trestles and culverts............... 195,244.72 
SERENE WRNNE DE BOs so hocc soccer cs sacs 791,386.92 
Improved frogs and switches................ 27,076.22 
Track fastenings and other material......... 214,611.55 
Di) CiCceceereh kh eh inb ete Saae Nese eae b om 196,546.67 
i SR RRR. i she kaee mee ssn ee 37,352.04 
ee en BE SPREE nse enccdccveswanneo 292,418.25 
* Terminal ate SERSRRES SS bo kSaeSeR Ee soh eee 162,619.26 
NOE OE WON. kc cnuc sense eeese Kan ces 33,292.13 
Improvements of over and under grade cross- 

i. abasbinsensus [hbkesbesbir ke oe ue beens 6,460.00 
Track elevation, elimination of grade crossings, 

ae A Gi RRL aie Lar SR aa 54,754.29 
PRIORI BRORTEUS 5 ox sc0n0005sseee ee 35,619.62 
Block and other signal apparatus............ 121,516.41 
Telegraph and telephone lines.............. 62,599.30 
Station buildings and fixtures.............. 513,220.36 
Shops, engine houses and turntables........ 171,932.15 
Shop machinery and tools................. 5,634.91 
Sener ie rt SEE, oc bs eens e ee eea ser 166,832.90 
Dock and wharf property.................. 213,338.03 
Snow and sand fences and snow sheds...... 4,978.78 
Miscellaneous structures ..........escece0- 50,946.46 

——-—-——_ 3, 594,322.14 
Total Less used from Charged i 
New equipment. expenditure. reserves. capital. 
Locomotives ..... $2,340,646.86 $80,189.09 $2,260,457.77 
Passenger train 
Ee oss a hacks 1,284,959.57 93,218.92 1,191,740.65 


Freight train cars 
and work cars.. 3,381,554.44 


$7,007,160.87 $1,138,282.19 
Wiel Gor Qe PORES x ov osc vps ne es sce vcns sere escnn es $14,307,262.10 


In addition to the above amount added to the cost of the Northern Pa- 
cific Estate, advances have been made to sundry companies as follows: 


964,874.18 2,416,680.26 





5,868,878.68 





Spokane, Portland & Seattle Railway Co................005 $930,000.00 
CERT Neee TOOTS BLA: TROTIRY CAD, ses o0n06'0000005'05.5 0.00% 454,114.52 
DRONE SUE EMORY EOD. 5. ccss0 snd bse sends ees ewsw ee 3,952,058.09 
Deis ROE MEOIRY GSDs sven k se nads eb eeinte be ea ess'e 1,659,254.80 
eee en a Sg Ee 8 ee eer 394,240.75 
ee ee eee ee BE RET eee ee er 1,477,397.16 
ee EB Eg OO Ee Seer re re eee 35,131.37 
eRe DIONE: BROILED O50. 050000 6s e000 seen eee 12,852.03 
ear Terk Be WORE: BEE GOs osc cscssccescccicsicces 18,483.20 
See ee a a eas ee ere 1,142,500.00 
*Big Fork & International Falls Railway Co. (credit)....... 735.074.24 
Advances for railway development in Oregon............. 5,000,000.00 

PE GcsdGe be che PeSeh ees MokEsN Ss FESO EEESEES OS OSSe SOU $14,340,357.68 





*A note having been given for this item, it has been transferred to 
“Other Investments,” in accordance with rules of Interstate Commerce 
Commission. 


CAPITAL STOCK AND DEBT. 


There has been no change in the amount of capital stock 
ntetaee Geren Sb WORT MIE. «oxo ov cds seen an0 esse es ec $248,000,000.00 
The only change in bonded debt during the year was the 
cancellation of prior lien bonds purchased with net moneys 
of the Land Department, as provided by Article 8, Section 
DOF MATRON, GEOUMIIID GO. oo oon nc 555 on wen vsesconccncnss 


CAMAS PRAIRIE RAILWAY COMPANY. 
For simplicity in operation, an operating company was organized to main- 
tain and operate the railroad owned partly by the Northern Pacific and 


$485,000.00 
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partly by the Union Pacific Railroad Company between Grangeville, Idaho, 
on the fertile plateau back of Lewiston, and Riparia (Lewiston Junction), 
Wash., via Lewiston, 148.8 miles. At Lewiston Junction connection is 
made with the Portland line of the Oregon Railway & Navigation Com- 
pany and with the Snake River line of the Northern Pacific to Snake River 
Junction and the Spokane, Portland & Seattle Railway to Pasco, thus 
forming a line of communication between the Camas Prairie, Lewiston, the 
Clearwater Valley, the Yakima Valley, Puget Sound and Portland. 

The new company has operated the roads since December 1, 1909. The 
earnings on through business are retained by the owning company handling 
the same; the earnings on local business are applied to the maintenance 
and operation of the joint lines. 


SPOKANE, PORTLAND & SEATTLE RAILWAY COMPANY. 
The total miles operated by this company for the year ending June 30 were: 


Spokane, Portland & Seattle Railway: Owned. Leased. Total. 
Spokane, Wash., to Portland, Ore.......... 871.95 16.85 388.80 
Lyle to Goldendale, Wash............es00. 42.25 oy 42.25 

Oe ice IOP nae “414.20 16.85 431.05 

Astoria & Columbia River R. R.: 

Peoresand 40. ASiOren. TORE so <scs sxe Kes sanenn 60.30 35.15 95.45 
AOTIR G0 ORE, AON. as sc vwsssasice eee 22.80 rene 22.80 

ERE EOE SRC eee ~ 83.10 35.15 118.25 
AE SINE cd cte suse uusencsseesune aus vue 497.30 52.00 549.30 


The results of the operation of the Spokane, Portland & Seattle and 
Astoria & Columbia River roads for the year ending June 30, 1910, were: 


Spokane, 

Portland Astoria & Co- 

& Seattle lumbia River Total both 

Railway. Railroad. companies, 
Operating revenue «.....66...0% $3,566,291.45 $767,987.39 $4,334,278.84 
Operating expenses ............ 2,386,962.08 468,361.77 2,855,323.85 














Net operating revenue....... $1,179,329.37 $299,625.62 $1,478,954.99 
Outside operations ......... seth te *3,970.30 12,541.01 8,570.71 




















‘Totel met POVENUC...6 ssc $1,175,359.07 $312,166.63 $1,487,525.70 
ey ee eee ee 294,675.04 82,955.83 327,630.87 
Operating income ........... $880,684.03 $279,210.80 $1,159,894.83 
Other income (rents, etc.) rec’d.. 381,523.18 1,767.82 383,291.00 
ee ee te $1,262,207.21 $280,978.62 $1,543,185.83 
Rents, hire of equipment, etc.... 329,793.98 58,878.75 388,672.73 
alan \. 26.4 vas web ensues $932,413.23 $222,099.87 $1,154,513.10 
* Deficit. 


Business of the Northern Pacific Railway between Spokane and points 
east thereof and the Gray’s Harbor territory in the State of Washington and 
points south therefrom, including Portland, and business handled via Port- 
land, is now commonly routed via the Spkoane, Portland & Seattle Railway. 

The gross earnings of that railway on business exchanged with the 
Northern Pacific in the year covered by this report approximated 
$1,900,000.00. 

uring the year attention has has been given to the development of 
business in Oregon. The Oregon Trunk Railway Company is now building 
a line of road from a point near Clarke, Washington, on the Spokane, 
Portland & Seattle Railway, southwardly across the Columbia River and up 
the Des Chutes Valley to Bend, Oregon, a distance of 156 miles. This 
road will furnish communication between the great central plateau of 
Oregon and the outside world. 

The capital stock of the Oregon Railway Company, which owns valuable 
rights and terminals in Portland, and completed lines south and west of 
Portland to Salem, Hillsboro and Cornelius, and of the United Railways 
Company, which has valuable terminals and rights in and about Portland, 
and a line partly completed into the counties of Columbia, Clatsop and 
Tillamook, have been acquired. 

These three enterprises, in connection with the Spokane, Portland & 
Seattle Railway, will enable your company to participate in the business of 
Central Oregon and south and west of Portland. 

The construction and management of the properties are being handled by 
the Spokane, Portland & Seattle Railway Company, and your company, up 
to June 30, had advanced as its share of the investment $5,000,000.00, 
shown in the statement of Construction Expenditures as ‘‘Advances For 
Railway Development in Oregon.” 


NEW LINES, DOUBLE TRACK, GRADE REVISIONS AND LINE 
CHANGES. 
: MINNESOTA, 
Lake Park to Glyndon, Second Main Track, 26.83 miles. 

This work has been completed, except .or a sink hole near Stockwood. 
Until the embankment completely settles it is not expected to do any more 
work on this part of the grade. Double-track is now in operation for the 
whole distance; one mile at Stockwood is not on final grade. 

Saint pa 80 to Rice’s, Second Main Track, Line and Grade Change, 14.79 
miles. 

Grading on this work will be finished by autumn, and a part of the track 
will be laid, the balance of the work being postponed until 1911. 
Philbrook 4 Staples, Second Main Track with Slight Grade Revisions, 

6.3 miles. 

This work will be fully completed and ready for operation November 1st 

except for one bridge, which will remain as single track until 1911. 


NORTH DAKOTA, 


Bloom to Jamestown, Second Main Track, 4.99 miles. 

Grading for this track is completed, and some of the rail laid, but the 
work will not be finished until 1911. 

(When these three pieces of work are finished the Company will have 
double track between Saint Paul and Jamestown equal to 258.65 miles out 
of a total of 345.2 miles.) 

Pingree to Wilton, 92.5 miles. 

The grading for this piece of road is making good progress, and will be 
completed this autumn. No track or bridge material will be put in place 
during 1910. 

Missouri River Railway (Mandan North Line), 53 miles. 

Grading is completed, except for some small slides and some deep cuts 
where no track is laid. 28 miles of main track have been laid from 
Mandan north to Sanger. Completion of this line has been postponed 
until 1911. 

Missouri River Railway (Mandan South Line), 72 miles. 

Grading on this line is practically completed and track has been laid from 
Mandan south to mile post 42. No track will be laid beyond that point 
for the present. 
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Western Dakota Railway (Cannon Ball Line), to Mott, 90 miles. 
Grading and track will be completed into Mott by October 15th. 


MONTANA, 


Glendive East Line, from Glendive northeastwardly along the Yellowstone 
River, 55 miles. 

_ Grading has been completed and piers for abutments of bridge across 

Yellowstone River will be finished before bad weather. The bridge will not 

be put up, nor will the track be laid, until 1911. 

Huntley to Billings, Second Main Track, Line and Grade Changes, 
12.63 miles. 

Grading is completed, and 8 miles of track will be completed and ready 
io: late this autumn, the balance of the work being postponed 
until . 

Billings to Laurel, 15.86 miles. 
This work is all finished and track in use. 
Shields River Valley Railway, 23 miles. 
_ This line has been completed, is in operation, and the valley is develop- 
ing rapidly. 
Missoula to De Smet, Second Main Track, 7.02 miles. 
This work will be completed by December 15th. 
Bitter Root Extension, 2.76 miles. 
All the work to be done in 1910 on this track is completed. 


WASHINGTON, 


Spokane to Wins, Second Main Track, 4.4 miles. 
This work will be completed this autumn. 
Wins to Marshall, Second Main Track, 2.88 miles. 

This work has been completed and track in operation. 
Connell Northern Railway, Connell to Adrian, 62 miles. 

Grading and track laying have been completed, but it is not expected to 
begin operating this road until 1911. ‘ 
Ritzville Branch, 38 miles. 

Grading has been completed on this line, and part of the track will be 
laid this autumn. 

Point Defiance Line between Tacoma and Tenino. 

Careful investigation is being made of the character of the material along 
this line, but work will not be begun until 1911. 

Tenino to Vancouver, Second Main Track and Grade Changes. 

This work is being done in order to provide double-track main line with 
low curvature and low grades for joint use of Northern Pacific, Great 
Northern, and Union Pacific roads. Grading, bridging and track laying 
have been completed and line is operated as double-track between Tenino 
and Chehalis, 14.5 miles; grading between Chehalis and Kalama will be 
completed by or before November 15th, and considerable of the track and 
bridge work will be finished. The balance of the work will have to go 
over until 1911. 

Kalama to Vancouver, 28.5 miles. 

Double-track has been completed on new line and grade and is now 

being operated. 


OREGON, 


North Portland to Portland, Second Main Track, 3.26 miles. 
Work is completed and track now in operation. 


GENERAL. 


The fiscal year just ended started with very great business activity in 
the territory served by your company’s lines. The Alaska-Yukon-Pacific 
Exposition was held in Seattle from June lst to October 16th, 1909, in- 
ducing a very large passenger movement. The Flathead, Coeur d’Alene 
and Spokane Indian Reservations were opened during the year and the 
period of registration extended from July 15th, 1909, to August 5th, 1909. 
This created a large amount of passenger business, and there was a very 
general demand for land all through the country, resulting in a large volume 
of travel. The crops harvested*in the autumn of 1909 were all of fair 
volume, and your company’s earnings for the first five months of the fiscal 
year, to November 30th, were $35,681,803.48, or at the rate of over 
$7,000,000.00 a month, the gross earnings in October reaching the figure 
of $7,793,072.82. 

In August in the Red River Valley, and in the latter part of November 
and early in December in the far West, particularly in Western Washington, 
serious floods came at various points doing much damage and causing con- 
siderable interruption to the free movement of business. 


On November 30, the switchmen, who were members of the Switchmen’s 
Union of North America, left their positions after refusing to submit their 
demands to arbitration. At the same time an unusually heavy and severe 
winter set in and the operation of your road from December 1 to March 81 
was unsatisfactory and expensive. 

The effects of the Chicago, Milwaukee & Puget Sound line; of the making 
of connection between the Chicago, Burlington & Quincy Railroad, and 
the Great Northern Railway at Billings; of the Spokane, Portland & Seattle 
Railway between Portland and Spokane; and of the Minneapolis, St. Paul 
& Sault Ste. Marie line to Duluth were experienced during the year. Not- 
withstanding this new competition the fact that the gross freight earnings 
of your Company increased is a gratifying indication of the growth of the 
country tributary to its lines. 
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Attention is directed to the increase in taxes from $2,547,834.67 paid in 
the year ending June 30, 1909, to $3,621,999,80 for the year ending June 
30, 1910, an increase of $1,074,165.13, or 42%. The increase per mile is 
from $449.25 for 1909 to $628.29 for 1910. This class of expenditure is 
beyond the control of the Company. The Corporation Income Tax, amount- 
ing to $201,196.75, assessed by the United States Government under Section 
88, Act of Congress approved August 5, 1909, has been paid under protest. 

In_ the course of the year, arrangements were concluded with the Union 
Pacific system and the Great Northern system, respectively, whereby, for 
certain rentals payable to this Company, the Union Pacific and the Great 
Northern were granted the right of joint use and occupation of this Com- 
pany’s main line of railway, and appurtenances, between Tacoma and 
Jancouver, Washington. The Great Northern was also granted similar 
rights on this Company’s main line between Seattle and Tacoma. 

The rights of the Union Pacific also extend to use of the bridge over 
the Columbia River, owned, two-thirds by the Spokane, Portland & Seattle 
Railway Company, and one-third by this Company. 

The rights of the Great Northern also extend over the said bridge, and 
over the Willamette River bridge, and tracks similarly owned, and over 
tracks owned solely by this Company, into Portland. 

It is believed that these arrangements, which are to be practically perma- 
nent, will gag advantageous to all the parties and to the public. 

The work of re-adjusting the Tacoma terminal, and of revising grades, 
and double-tracking the line between Tacoma and Vancouver, necessitated 
by the above arrangements, is advancing as rapidly as practicable. 

, ee Pacific began operating under this arrangement on January 
, 1910. 

The Great Northern used this Company’s property between Tacoma and 
Seattle during the entire business year, and, on June 19, 1910, began 
running trains between Tacoma and Portland 

On May 4, 1908, Ex-Judge Charles E. Otis was appointed by Honorable 
Walter H. Sanborn, Judge of the Circuit Court of the United States, a 
Special Master in Chancery in the suit of certain stockholders of your Com- 
pany against the Company; against officers of the State; and against 
shippers; to enjoin the Company’s observance of freight rates on com- 
modities ordinarily handled 1n car load lots, and on other articles, both 
car loads and less, embraced in the usual freight classifications; and of a 
rate of two cents a mile for passengers; the rates covering substantially 
all the business of the Company handled within the State of Minnesota. 

The Special Master was appointed with ‘“‘power and direction to take and 
report to the Court the evidence, to examine such evidence, make all neces- 
sary computations, find and state the facts so found and the results of 
such computations, and recommend to the Court a form of a proper decree.” 

The case has been tried most thoroughly and exhaustively, and many 
expert witnesses have testified on behalf of the stockholders and of the 
State, and most elaborate statements of valuations, earnings, expenses and 
accounts have been submitted. The testimony in the case consists of 4,258 
pages, and the special statements supplemeutary thereto fill two volumes. 

On September 21, 1910, the Master submitted his findings and recom- 
mendations. He finds that the property of the Company employed in_ its 
transportation business was worth June 30, 1908, $452,666,489.00. This 
valuation does not include any of the following properties: 

‘he Spokane, Portland & Seattle Railway Company and controlled com- 
panies, . 

The Minnesota & International Railway. 

The Big Fork & International Falls Railway. 

The railways recently constructed in the Clearwater Valley and on the 
Camas Prairie above Lewiston. 

The lines now under construction in Western North Dakota. 

The lines now under construction in Montana. 

The Canadian property of the Company leased to the Government of 
Manitoba. 

The land grant of the Company and land grant assets. : 

The Northwestern Improvement Company—owning coal mines, lands and 
other property. 

Terminals owned in Winnipeg. 

The treasury securities of the Company. cad 

The Master finds that two State laws, one fixing rates on commodities 
in car loads, the other a two-cent passenger rate, and the order of the 
State Railroad Commission fixing class rates, are all confiscatory and there- 
fore void. He also holds the two laws and the order void as being direct 
interference with interstate rates and commerce. He recommends to the 
United States Circuit Court a form of decree enjoining the officers of the 
State from enforcing the two laws and the order of the Commission, and 
enjoining the Railway Company from continuing to comply with the same. 

The case, it is hoped, will reach the United States Circuit Court prior 
to December 31, 1910. . ; . 

The report of the Comptroller gives further details of the transactions 
of the Company. : 
—_ By order of the Board of Directors, 


HOWARD ELLIOTT, 


President. 





INCOME ACCOUNT 
FOR THE FISCAL YEAR ENDING JUNE 30, 1910. 








T Dr. 

Operating Expenses: 

Maintenance of way and structures...... $10,842,955.20 

Maintenance of equipment.............. 8,992,137.09 

Traffic ye rite eee 1,036,403.62 

Transportation CXpenses . 2. 0006000060000 24,045,197.09 

RPGR E: VOSICTIOIE 6 5:4: 6:05 9:0:05510 16. a4 we pieserecdos 1,070,712.33 
} ae SHOT MISD 
Taxes: 

LGUs AMG MOOMNEY,, co's siasiew ks cate’ se sins $3,420,803.05 

U. S. Government Income Tax......... 201,196.75 

1 $ 3,621,999.80 

Interest and Rentals: 

interest. on funded debt. i... 60220 $6,669,014.17 

Rentals of leased roads and terminals.... 504,649.26 

SCE SOMONE Vala Sais OoC-seeee ban need 5,278.64 

—— $ 7,178,942.07 
Dividends: 

Nos, 48, 49, 50 and 51.......... Oreo eR Cree rie 17,360,000.00 
Balance carried to credit of Profit and Loss below..... . 4,936,259.34 


$79,084,606.54 


cx 
By 
Operating Revenues: | 
NINN ooo dao pia Nias kala cmainin 3b.e rareew era $48,758,736.25 
MMII. oc dawns dae ss eoslenaaenene’s 21,333,312.84 
RE re aaidanns ate ccrbwes wwe dees cus 4,433,777.10 


ee SFU HOS GIETO 
Outside Operations: 





nN RE PC CT eines $529,847.16 
Parlor and observation cars....'......0. 59,268.16 
Dining and cafe cars (Deficit).......... 104,869.18 
OIE cv 0 No vue median sancreaiaames 118,228.75 
602,474.89 
ORNS AMOUR as ao. wid Ja arses e-¥acidntad Medewewseemees 1,289,252.04 
Hire of Equipment. .<..... 200+ RO Ee ne ee ee 160,578.51 
Miscellaneous Income ......ceessseccscesesccecsscscess 13,340.65 
Dividends and Interest on securities owned and interest 
OM GODOBIEG 2 cc cicccccs May Hal ge orale Minin Manwie eels ea eioe 2,493,134.26 





$79,084,606.54 








RAILWAY AGE GAZETTE. 





Vor. 49, No. 18. 


NORTHERN PACIFIC RAILWAY COMPANY. 
GENERAL BALANCE SHEET, JUNE 30, 1910. 


ROAD AND EQUIPMENT (Northern Pacific Estate): 
Cost to June 30, 1907—Read, 
GT er ay: $318,388,493.45 
Equipment 37,295,670.07 
————_—_———-$355,68 4,163.52 








Cost since June 30, 1907— 
MOO Srbsswubasesestuce $35,078,145.73 
OUUGRIE 5. 55. kiacueve cee 10,175,447.75 
and Department current 
RNS Weekurchesitncesss 3,909,073.56 
——— 49,162,667.04 
$404,846,830.56 
Less reserve for accrued depreciation...... 7,798,145.70 
Seb OES OSL SR 
SECURITIES: 
ecurities of proprietary, af- 
filiated and _ controlled 


companies—pledged, viz.: 
This company’s one-half of 

$107,613,500 stock of Chi- 

cago,Burlington & Quincy 

Railroad Company pledged 

to secure payment of 

$215,227,000 joint bonds 

made and issued by this 

Company and the Great 

Northern Railway Com- 

pany to pay for said 

a $109,114,809.76 
Other pledged securities... 1,256,160.74 





Securities of proprietary, affiliated and 
controlled companies—unpledged....... 


OTHER INVESTMENTS: 

Advances to proprietary, affiliated and con- 
trolled companies for construction, equip- 
ment and betterments. .........cs0c00 

Miscellaneous investments, securities—un- 
pledged 4,296,991.52 





$110,370,979.50 
2,905,330.94 








$52,127,788.32 


113,276,301.44 


56,424,779.84 


ee A EE 64 ECC EC EES vps cca See keh RbN ESSE $566,749,766.14 
WORKING ASSETS: 
RU Sete et cece ecg eget eee oo $8,397,347.72 
Securities issued or assumed—held in treas- 
Le Cis stececar nie ch bhseesbeheseh nas o 20,041,000.00 
Marketable securities (other than those 
PN ORMOND on ncn tccnsciceeeens 19,039,968.04 
Loans and bills receivable ................ 31,357.56 
Traffic and car service balances due from 
ee ES oo nc cak ee see x ehd ons h 1,178,421.82 
Net balances due from agents and conductors 806,585.06 
Miscellaneous accounts receivable .......... 6,058,734.97 
PESIETER BE GUD oa sass case snsdsictaes 9,077,900.68 
—_———_———_ 64, 631,815.85 


ACCRUED INCOME NOT DUE: 


Unmatured interest, dividends and rents re- 
ec cc eee eis eLas essa ea ben been cs neues baebede cs 


DEFERRED DEBT ITEMS: 





1,399,339.30 


Of SSeS ee een ee $86,121.83 
Special deposits (with trustees of mortgages) 2,594,906.78 ° 
Cash and securities in Sinking and Redemp- 
MON EE CU oe kab ahniks ee bebbG wks cho 195,921.70 
Cash and securities in Insurance Fund...... 5,395,891.52 
————— 8,272,841.83 
$641,053,263.12 


CAA SSRN PRGs SR OOBNNON sas onccnacesawcasaees seen ee $248,000,000.00 
MORTGAGE, BONDED AND SECURED DEBT: 
LEO Se eee: $190,952,500.00 


Collateral Trust bonds (North- 

ern Pacific-Great North- 

ern joint) total issue... .$215,227,000.00 
Less Great Northern Railway 

Company’s proportion ... 107,613,500.00 


————_—— 107,618,500.00 


298,566,000.00 


“ 





$546,566,000.00 


Total Capital Liabilities 
WORKING LIABILITIES: 
Traffic and car service balances due to other 
companies . 
Audited vouchers and wages unpaid........ 
Miscellaneous accounts payable . 
Matured interest, dividends and rents unpaid 
Other working liabilities 





ACCRUED LIABILITIES NOT DUE: 
Unmatured interest, dividends and rents pay- 











RRNeh in ot he utente cag wareate a © $4,853,908.44 
Taxes accrued (partly estimated)........... 1,765,988.45 6,619,896.80 
DEFERRED CREDIT ITEMS: 
[eka elie reea il) SPINEL MPEIED © 5p. Wa win ws ac de Wks 'Sa se Oie eves ase 141,880.97 
APPROPRIATED SURPLUS: 
Invested in other reserve funds (Insurance 
aie «SD gs EN RH $5,395,891.52 
Not specifically invested ........-..+.ee0- 83,552.28 ee 
ETA IIED DNs ooo oo <Se oe nnce ese okie eeuenes one awe 71,166,410.53 
$641,053,263.12 


Notr.—This Balance Sheet has been made in accordance with the Form prescribed by the Interstate Commerce Commission as of June 15, 1910. It 
varies considerably in the grouping and arrangement of accounts from the General Balance Sheets heretofore published by this company. 





PROFIT AND LOSS ACCOUNT. 


Balance of discount on prepayment of subscriptions to new 
capital stock 
Balance 


ee iy 


TP eee wwe ee ee eee eee eee eeeeseeeeeeeeEeseses 


$73,563.03 
71,166,410.53 


$71,239,973.56 


JUNE 30, 1910. 


B 
on to credit June 30, 1909, as per annual report.... $58,172,008.07 
Balance of Income for year ending June 30, 1910, brought ‘ 
HOt: oS cco ee ek AS OREN R SERRA S STEMS ESSER Seeks 4,936,259.34 
Balance of sundry reserve accounts..........sescceccces 6,189,900.33 
Balance of sundry accounts written off...........e.ee00. 25,091.53 
For difference between par value and book value of 
securities issued or assumed by this company and held a 
ESS ee ye ee mS Seem my ree eren Spee yee *1,919,714.29 


-_$71,239,973.56 





iinien Gn amattet ' = < By 
aan ES NT I aR ae See: NS a "Dahenes to credit of Profit and Loss as per balance sheet.. $71,166,410.53 
MORTGAGE DEBT, JUNE, 30, 1910. 
(Exclusive of the Northern Pacific-Great Northern Joint Bonds Outstanding.) Amount charged 
Name. Amount ————__Interest ——_,, income for 
Issued. outstanding. Date. Matures. Rate. When payable. Conel veer. 
Northern Pacific Ry. Co. prior lien mortgage............+.-0+ $107,521,500.00 1897 1997 4% jee. April, July, Oct. ey emery 
Northern Pacific Ry. Co. genera] lien mortgage.............-- 60,000,000.00 1897 2047 3% eb., May, Aug., Nov. 1,569, pe 
Northern Pacific Ry. Co., St. Paul-Duluth Division mortgage... 8,080,000.00 1900 1996 4% June, Dec. 319,156. 
Assumed. 
St. Paul & Northern Pacific Ry. mortgage..............2000: 8,021,000.00 1883 1923 6% Feb., Aug.7 i eay ed 
St. Paul & Duluth R. R. first mortgage...............0000 cee 1,000,000.00 1881 1931 5% Feb., Aug 50,000. ; 
St. Paul & Duluth BR. RB. second mortgage...........secccvccecs 2,000,000.00 1887 1917 5% April, Oct pened 
St. Paul & Duluth R. R. first consolidated mortgage.......... 1,000,000.00 1898 1968 47% June, Dec. peso wg od 
St. Paul & Duluth R. R. Taylor’s Falls & Lake Superior mort.. 210,000.00 1884 1914 6% jan., july 12,600. ; 
St. Paul & Duluth R. R., Duluth Short Line mortgage......... 500,000.00 1886 1916 59% arch, Sept. yieoeped 
Washington & Columbia River Ry. first mortgage............. 2,620,000.00 1895 1935 4% Jan., July 5,600.0 


Total 


*Interest on bonds in treasury not included above, viz.: 
River Railway bonds, $2,480,000.00. 
} Registered interest, payable quarterly. 





- $190,952,500.00 


Prior Lien bonds, $6,110,000.00; General Lien bonds, $7,760,000.00; Washington & Columbia 
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